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HIGHWAY SERVICE 


Speed is the watchword during these critical 
days of preparedness. 

When you have a close delivery date to make 
—think of the REBEL ROUTE—for Gulf Mobile 
and Ohio, with its coordinated rail-highway 
service, can save you valuable time. 





Train and truck schedules interlock, affording 
a dual service for shippers. 


Speed up production with G. M. & O's. 
modern transportation facilities. 


GULF MOBILE & OHIO R. R. 
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How Long Is a Demonstration ? 


In a costly illustrated pamphlet issued by the U. S. 

Department of Commerce telling how “it serves 
you on land and sea and in the air,” there is a chapter 
on the Inland Waterways Corporation, the government 
barge line agency. This corporation, it is explained, was 
created by the act of June 3, 1924, for the purpose of 
carrying out legislative mandates in sections 201 and 
500, of the transportation act of 1920, “and for the 
purpose of carrying on the operations of the govern- 
ment-owned inland, canal, and coastwise waterways 
system to the point where the system can be trans- 
ferred to private operation to the best advantage of the 
government.” 

Those who were present when the legislation re- 
ferred to was being prepared by the House committee 
on interstate and foreign commerce know that the 
explanation given at the time was that the corporation 
was being created to demonstrate—if it could—that 
private capital could make a profit on inland waterway 
operations. If it could not demonstrate that in five 
years, it was said, there was no use continuing to spend 
millions of dollars annually on improvement of the 
inland waterways for navigation purposes. 

The “demonstration” has gone on and on. It is 
now in its eighteenth year. There is no disposition 


among those in power to end it. It will go on, of course, 
until there is a governmental change in purpose—a 
change that will take the government out of this and 
other business enterprises in which it is now engaged. 
There is no sound justification for the continuation of 
this demonstration by the government. It has failed to 
prove that private capital can operate profitably on the 
inland waterways. This is not to say that private capi- 
tal cannot operate profitably—the point is that the 
Inland Waterways Corporation, after seventeen years 
of operation, has not proved it. 

The Department of Commerce publication (refer- 
ring to War Department operation of the inland water- 
way services prior to 1924) says that, after continued 
losses, it became evident that a demonstration as to the 
economic justification of barge line operations could 
not be made unless the operating agency ‘enjoyed the 
same rights and privileges as a privately owned trans- 
portation company.” What creation of this corporation 
did in a practical way was to enable the corporation to 
obtain directly $12,000,000 in cash from the United 
States Treasury instead of getting a certain amount 
each year in the annual appropriation bills covering 
the War Department. 

It is obvious that the mere creation of a govern- 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 


way of group operating economies to help themselves and co- 
operation by shippers in such economies, 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasenable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A firm attitude on the part of the railroads against the 
exorbitant demands of labor for wage increases, but a scien- 
tific treatment of the matter, nevertheless, by granting in- 


creases, where they are justified, provided labor will consent 
to fair revision of working rules. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 
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ment corporation to manage an enterprise that had 
been run by a government bureau in the War Depart- 
ment could not change losses into profits—particularly 
when the enterprise was managed before and after the 
change by the same man—the late General Ashburn. 


The implication in the Department of Commerce 
statement about the “same rights and privileges” as 
enjoyed by a privately owned transportation company 
is that the corporation lives on the same plane as a 
private company, having obtained those rights and 
privileges by enactment of the Inland Waterways Cor- 
poration act of 1924. The fact is, of course, as we have 
pointed out many times, that the corporation cannot be 
said to operate as a privately owned corporation oper- 
ates because the government corporation obtained its 
millions of dollars of capital and equipment free of 
charge, because it pays no interest that a private cor- 
poration would have to pay, and because it pays virtu- 
ally no taxes, no postage, and enjoys other “rights and 
privileges” not enjoyed by a private corporation. 

“During the period 1924-39 the corporation saved 
the public $33,000,000 in transportation charges, this 
amount constituting the difference between charges 
paid on traffic routed by way of Inland Waterways 
Corporation and what the charges would have been if 
the traffic had moved all-rail,’ says the department 
publication. 


This is a false claim, as has also been pointed out 
by us many times. How can the corporation have saved 
“the public” anything if, on the basis on which a private 
company would have to do business, it has lost—as it 
has—and not made money? Of course, those indi- 
viduals who moved particular shipments and paid less 
than they would have had to pay if they had used the 
railroads, saved money, but the “public” did not save 
anything—it held the bag by providing money for the 
U. S. Treasury to buy the corporation’s stock, as re- 
quired by Congress. 


Trattfice Club Dinners 


Now is the season of the annual traffic club din- 

® ners, with committees belatedly scurrying about 
for speakers, usually taking fourth or fifth choices, or 
anybody at all at the last minute—to whom few listen 
anyhow; with the price inflated so that the club will 
make a nice profit over and above the hotel charge and 
the cost of the entertainment; with railroad traffic men 
—both those who like it and those who are really bored 
—complaining because they have to attend so many; 
and hustlers for clubs anxious for large attendance 
bringing all sorts of pressure to bear on transportation 
agencies to have large representations present—or else. 
We have heard many suggestions, both for improv- 

ing the character of these dinners and for curtailing 
them, ranging from abolishing them altogether or hav- 
ing them all on the same night, or, at least, on the same 
night in certain sections of the country, to confining 
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the attendance to members only. But now comes Carl 
Stripp, traffic manager of the National Malleable and 
Steel Castings Company, Cleveland, Ohio, a traffic club 
member of activity and influence, with an entirely new 
suggestion, based on desire for good health and comfort 
and not on any wish to work “reform” or to diminish 
the pleasure of others. Says he: 


I have just returned from a check-up period of hospitaliza- 
tion of a little over a week, as a result of which I find 1 am a 
diabetic, which is nothing to be ashamed of, but which is a 
condition requiring great care in the selection of diets. 

Traffic club dinners and luncheons are all based on a 
full heavy meal, without regard to proper balance, for wh ch 
the hotel receives a large benefit and from which the diabetic 
receives nothing but a set-back if he eats the served meal, 
and particularly the desserts. 

So often have I seen members at such dinners afflicted as 
I am, pick from their food without really eating and in many 
cases not eating the stuff at all—a considerable expense with 
no gain to anyone, except the serving hotel. 

A diabetic diet has a broad range, including fruit, 2 ounces, 
lean meat 5 per cent, and 10 per cent vegetables, salad, whole 
wheat bread, butter, and a suitable fruit dessert, constituting 
a meal light in carbohydrates, yet healthy, all of which prompts 
me to suggest that, for the particular benefit of the many sim.- 
larly afflicted, for such dinners the hotel be asked to serve 
appropriate meals to such members, who should have the privi- 
lege of suggesting on their acceptance card, and a space should 
be provided for that purpose, saying in substance: “I am on 
a health diet and prefer my meal accordingly,” a space for 
diabetics, weight reducing, and any other purpose. 

We enjoy our meals and association with our fellows and 
I feel that our dietetic restrictions should be respected so 
that we can enjoy our meal with equal relish as do those who 
have no such restrictions. 

This can be so easily done by the use of a colored card 
at your place at the table, which serves as an indication to 
the waiter that the individual has a different somewhat re- 
stricted service coming. 

The diabetic is just as much entitled to the service that 
protects his health as is the other fellow who don’t have to use 
such precautions; and I feel confident that, when brought to 
the attention of the various traffic clubs through your issue, 
they will accept this suggestion gladly as a help to ther mem- 
bership so that they can enjoy comfortably a meal for which 
they are paying a good price. 


It gives us great pleasure to endorse this idea. We 
would do so if only for Carl’s sake, but we know there 
are others in the same boat with him. We have now 
and then sat at table at a large dinner beside a person 
thus afflicted and watched him struggle with the waiter 
to get something he could eat, or eat practically noth- 
ing, or, perhaps, eat something he shouldn’t. Eating, 
of course, isn’t the principal function of these dinners, 
but one must eat something if only because he gets 
hungry as the hour grows late waiting for the strag- 
glers to come in from the rooms where they have been 
drinking, so that the minister may invoke the divine 
blessing and the crowd may stand and sing the Star 
Spangled Banner. No doubt God hears the minister, 
though the crowd doesn’t, and the singers mean well, 
though they don’t know the words. 


These dinners are not as disorderly, we think, as 
they once were, but many of them fall far short of 
being decorous. There is still room for improvement 
in this respect, as there is in the custom that seems to 
make it necessary for railroad men to travel all over 
the country registering at functions from which they 
and their bosses would much prefer that they stay 

(Continued on page 822) 
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| Cwrent Jopics 


IN WASHINGTON 





Associated Press men, as a rule, are 
not expected to be humorous writers. The 
other day one of them wrote a tale about 
there being a basis for repayment under 
the lease-lend agreement, just as soberly 
as if debts of the other war had been paid. 
This is the tale: 


The basis for repayment under the first big lease-lend agreement 
since the war-aid act was passed last March has been forwarded to 
the British government, but House members who were told about it 
said today they were still unaware of its terms. 

Dean Acheson, Assistant Secretary of State, told a House appro- 
priations subcommittee considering the new $5,985,000,000 lease-lend 
proposal vesterday that the ‘‘basis of discussions’’ with Great Britain 
regarding conditions of repayment for American supplies had reached 
the point where Britain could be asked how she felt about them. 


Might Be a Bit 
of Pleasantry 
in High Places 





In the days when he was Prince of 
Wales, Edward, David, Patrick, Etc. 
Wettin, now Windsor, justly acquired 
the reputation of being the best sales- 
man for the British empire ever known. 

Last week, after twenty odd years, 
“Davy,” as his folks call him in the 
family circle, returned for another visit 
to Washington. At a reception at the 
National Press Club he again shook hands with a good many 
of those who met him on his first visit. Was he as keen now 
as he was then, many wondered. He was. 

“It’s a heluva hot job you've got this afternoon,” observed 
one who was probably suffering less than Edward, on account 
of the 90 degrees of heat. 

Windsor seemed to agree and the hand-shaker was passing 
on as if it was just another handshake. But before the formal 
contact had been broken more than a tenth of a second, Wind- 
sor turned to the man who had passed him, thereby holding up 
the line for a second. 

“But it is a great pleasure,” said the duke, obviously de- 


igs not to agree that the whole ceremony was, after all, 
a bore. 


Oh, No, “Davy” 
Windsor Is Not 
a Politician! 





Alternate Agent W. S. Mercer, 
maker of fourth section application 
No. 19323 respecting rates on fine 
coal from Indiana, Illinois, and west- 
ern Kentucky to Dubuque, Ia. (else- 
where in this issue), needs the at- 
tention of Dr. C. S. Duncan, econ- 
omist of the Association of American 
Railroads. Whether the attention re- 
quired is the kind administered in the woodshed might be worth 
debating. Perhaps a little fatherly talk would be adequate. 

Mercer’s offense? He, in that application, bluntly says the 
differences between the all-rail and combined rail-barge costs 
at Dubuque, “reflect savings of from 37 to 47 cents per ton 
under the all-rail shipments, which margin is entirely too great 
for the rail carriers to meet.” 

Had he said “so-called savings” there would be no need 
for a suggestion about disciplinary action. Dr. Duncan refers 
to such differences as “so-called” (see Traffic World, Sept. 27, 
p. 803), explaining that the savings, so-called, are essentially 
only a shifting of costs of such transportation to others than 
those who pay the rates or charges for the actual carriage of 
goods—to the general taxpayers in the case of direct savings, 
and to competing agencies in the case of indirect savings. 

To be sure, the Association of American Railroads has not 
undertaken, at least not so notoriously as to be a matter of 
general knowledge, the education of every man on the pay roll 
of a railroad or a group of railroads, so that every one will be 
fully conscious, at all times, of the fraud that is being com- 
mitted, every time anyone speaks of savings achieved, by the 
general run of river “improvements.” Tariff makers, such as 
Mercer, have their own troubles. But those troubles constitute 
an excuse, not a reason, for even a tariff maker not showing 
he knows, as a general proposition, the transportation facts. 
The appearance of economy for river transportation is the re- 
sult of failure to include in the rates by water carriers, all the 


Candidate for 
Schoolmaster Dun- 
can's Wood Shed 
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costs incurred in providing the waterway. Private companies 
have built waterways. Generally speaking, they have appeared 
to be pleased when, in response of demands of interested par- 
ties, such privately financed improvements have been taken 
over by the government. By being taken over by the govern- 
ment the users of the privately provided waterways have been 
placed on terms of equality with the users of government “im- 
proved” streams. 

No one, it is believed, will deny that the owners of private 
carriers on the well canalized streams obtain much benefit 
from their free use of the waterways. At times, there has been 
tacit admission that the “savings” are pocketed by the owners 
of the private carriers that make much use of the Ohio and 
Mississippi River canals—for that is what the government pro- 
vided channels really are. Some waterway advocates have 
even used the term “canalization” in speaking of the improve- 
ment of a given river. 





Swinging an iconoclastic sledge, the 
Chamber of Commerce of the United 
States, by The Washington Review, its 
publication, has destroyed that revered 
statutary representing the sturdy Briton 
paying higher taxes than his American 
cousin. 

Using a conversion rate of four 
dollars for the pound sterling, it has 
figured that, in the fiscal year 1940, the son of Uncle Sam paid 
$111 while the son of John Bull paid only $102. It is further 
calculated that, in the fiscal year, the edge against the Amer- 
ican will be as $168 is to $165. But in the fiscal year 1941, the 
American was slightly less burdened than the Briton, the fig- 
ures being $126 and $130 respectively, per capita. 

Taxes as a percentage of national income were figured, 
for the fiscal year 1940, as 20.1 per cent for the American and 
flat 20 per cent for the Briton; in the fiscal year 1941, the 
American paid only 20.6 per cent while the Briton paid 21.1 
per cent. In the fiscal year 1942, it is figured, the American 
will pay a flat 25 per cent while the Briton will pay only 22.1 
per cent. 

“It is of interest to note,” says the publication, “that in 
Great Britain, which has generally been considered a low- 
tariff country, custom duties amount to about one-fifth of 
total British tax revenues, whereas, in this country they amount 
to less than two per cent of total tax revenue.” 

According to the Review, Americans rely to a greater 
extent than the British on indirect or hidden taxes. Federal 
and state excise and sales taxes furnish about one-quarter of 
America’s tax revenue, while British excises furnish only about 
one-sixth of their tax revenues. In further comment the Re- 
view says: 


Americans More 
Heavily Taxed 
Than Britons 


In many respects the British tax laws, particularly the income 
end profits tax laws, are more equitable in their provisions and in 
their administration than our comparable laws. These conditions will 
explain why, under some circumstances, the impact of British income 
taxes, despite some higher rates, can actually be lighter upon a given 
amount of ‘‘taxable income’’ of an individual or corporation than in 
this country. A striking difference in the application of income taxes 
is that in Britain ‘‘income’’ for tax purposes corresponds more closely 
to real income, from an accounting viewpoint, than in the United States. 

It is significant that, under conditions of actual warfare, the 
British authorities, while adopting a forced savings plan as part of 
their tax structure, have seen fit to hold the total tax burden to very 
nearly one-fifth of the national income. 





About the middle of this week it was 
a moral certainty that the pattern of 
the neutrality pretense this country 
had been following almost from the 
beginning of the war would be 
changed, either by repeal of the neu- 
trality act or a “revision” thereof. It 
then seemed that the change would be 
opposed by the so-called “isolation- 
ists,” with almost if not complete solidarity. 

That is expected to be their attitude, though it is believed 
that some were dubious about the value of the so-called neu- 
trality act under which this country gave up its freedom of the 
seas to the extent of declaring it would not insist on its right 
to send its ships, laden with non-contraband goods, into any 
port not actually blockaded by the ships of a belligerent sta- 
tioned within cannon shot of the entrance to such port. Under 
that rule, violated by both belligerents in 1914 and protested by 
President Wilson, there would be no recognition of the “paper” 
blockade of Iceland by Germany or the like blockade by Britain 
of German and German-occupied ports. 

Immediately on President Roosevelt’s proclamation of war 
zones, forbidden to American ships, came the spectacle of the 
American flag being hauled down on dozens of ships and the 


Form of Neutral- 
ity Hypocrisy to 
Be Changed 
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hoisting of foreign flags thereon, by permission of the Maritime 
Commission, so they might enter the forbidden zones, as ships 
of Panama, Cuba, or some other little country. 

The apex of that hypocrisy came when this country itself 
transferred the Pink Star, seized from helpless Denmark, to 
Panama registry. It was then sunk by a German submarine. 
According to a statement by Gen. 
Philip B. Fleming, wage and hour 
law administrator, business men 
can be safe from having their 
goods barred from interstate com- 
merce, first by the payment of a 
price for materials that make 
their production at the minimum 
wage possible, and, second, by 
keeping a reasonable check on materials they want to use, 
through the supply contracts they make and ordinary trade 
contacts on the labor practices under which materials they 
purchase are produced—in other words, a bit of snooping to 
assure themselves that the men with whom they are dealing 
are obeying the law Fleming is duty bound to enforce. 

Unless they do those things, Fleming will stop their goods 
in going from one state to another and accuse them of wilfully 
violating the minimum wage and hour law. As his publicity 
agent said in the statement, “he will continue his policy of 
invoking the section barring such goods from interstate com- 
merce.” To illustrate that idea, the statement said that, in one 
case, a dealer was prevented from shipping two million feet 
of lumber that he had purchased at prices too low for the pay- 
ment of the minimum wage to be possible.—A. E. H. 


Tratfie Club Dinners 
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away—except that their absence might be noted—and 
at which most of them do little else in the way of what 
might be called “getting business.” 

We have no objections to dinners nor to the great 
game of golf, but we think there is a lot of “bunk” 
talked about their business value. The same amount of 
time and money spent in some other way would bring 
larger results. 

Anyhow, as long as we have these dinners and 
folks either wish to attend them or think they must do 
so, let’s make them as pleasant as possible for those 
who like to eat but whose tummies hurt. 


How to Avoid Barring 
of “Hot” Goods from 
Interstate Commerce 


Administrative Procedure 


Enactment of S. 675, the administrative procedure bill rec- 
ommended by the majority of the Attorney General’s committee 
on administrative procedure, ‘‘as a flexible and effective begin- 
ning” to improve administrative procedure, was urged Septem- 
ber 29 by Francis Biddle, Attorney General of the United States, 
in an address at Indianapolis, Ind., before the American Bar 
Association’s section of judicial administration and national 
conference of judicial councils. Mr. Biddle explained that he 
was a member of the Attorney General’s committee, ex officio, 
and was active in drafting the bill recommended by the ma- 
jority of the committee. S. 674 was suggested by three minority 
members, said he. The third bill pending before the Senate 
judiciary committee, S. 918, introduced at the request of those 
who supported the old Logan-Walter bill, said he, had had no 
- before the subcommittee which held hearings on the 

ills. 

The differences between S. 674 and S. 675, said he, were 
not so fundamental that they could not be bridged; or at least, 
the differences were differences in methods of solving the prob- 
lem rather than disagreements concerning the existence of the 
problem. Both bills, he emphasized, insisted on complete avail- 
ability of administrative information “so that people will know 
whom to see and where.” Both insisted on publication of 
crystallized policies, on announcement of rules in the Federal 
Register, on organized units within the agency to devote atten- 
tion to the perfection of rules and the receipt of suggestion 
from outsiders. Mr. Biddle indicated objections to provisions 
of S. 674 relating to mandatory rule making and judicial re- 
view. He said S. 674 was full of “general and unenforceable 
exhortations.” In conclusion he said: 

I think it urgent that we not permit our attention to the field of 
administrative procedure to die at this stage. We have come this far; 
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we have made a start. It would be a terrible waste of energy to let 
our efforts stop here because we cannot agree precisely on what to do. 
Nor do I think that the urgency is less because of the present inter- 
national crisis and its domestic reverberations. On the contrary, it 
seems to me that these very factors make it more imperative than ever 
that we—you of the association, we in the government—cooperate and 
continue in our efforts toward improvement in the field. 

For it must not be forgotten, as has been pointed out by one of 
my colleagues on the committee, Professor Fuchs, that after all ad- 
ministrative justice is an alternative not only to judicial or ‘‘court’’ 
justice, but also to a far more fluid and swift-moving executive justice. 
The present emergency has, more and more, brought with it an empha- 
sis on executive action, just as it did in the last war. And this executive 
action is not, and probably cannot be, accompanied by the procedural 
safeguards for which we have been striving. 

But we cannot be certain that, when the emergency is over, there 
will be an abandonment of executive justice. The same problems, the 
same maladjustments, which gave rise to the increase of administrative 
agencies in 1929, are likely to remain, and indeed, will probably be 
present in even more acute form with the end of the emergency. Old 
social problems will be accentuated; new and urgent problems of re- 
construction and adjustment will appear. 

To meet these problems, the house of administrative justice must 
be set in order now, not when the problems have run beyond us. Ad- 
ministrative justice must be improved and perfected to make it ready 
to deal with what is on the horizon. It must be so fitted that it can 
deal with the future adequately and quickly; safeguards, indeed, there 
must be, but still administrative procedure cannot be so loaded with 
technicalities, be so encumbered with litigious details, that it will be 
a vehicle unable to cope with the swift moving demand. For the new 
problems will demand swift and effective action; the public will not 
long be patient with inadequate machineries. The alternative will be 
a continuation of executive action. 

The responsibility is ours. We must all meet it. We cannot allow 
our attention and our energies to be divested by disagreements over 
degrees and details. As a flexible and effective beginning on our course, 
averting that rigidity and that impingement upon the substance of the 
laws which are administered which are fatal to wise procedural legis- 
lation, I suggest that S. 675 in its general outlines at least, is our 
greatest hope. 


SIX MONTHS’ CLAIM FIGURES 


Freight loss and damage accounts of the member roads of 
the freight claim division, Association of American Railroads, 
in the first six months of 1941 were 1.4 per cent higher than 
in the first six months of 1940, according to figures compiled by 
the division. They totaled $10,636,850 in the first half of this 
year, $152,596 more than the first half of last year. Because 
of the fact, however, that, in the same period, freight revenues 
went up from $1,638,136,929 to $2,006,026,327, or 22.5 per cent, 
the ratio of loss and damage to freight revenue declined from 
.62 to 51. 

Taking the six months separately, the amount of claims 
increased over corresponding months of 1940 by 3.2 per cent 
in January; 5.9 per cent in February; 1.5 per cent in May, and 
1.7 per cent in June. There were comparative decreases of 1 
per cent in March and 2.7 per cent in April. 

On the basis of twelve months ending with June, 1941, as 
compared with twelve months ending June, 1930, the increase 
was 2.5 per cent. Analyzed as to causes, there was a decrease 
in the two comparative twelve-months periods of 2.5 per cent 
in claims resulting from unlocated damage and improper han- 
dling; an increase of 3.7 per cent in those resulting from de- 
lay; a decrease of 4.9 per cent in those resulting from defective 
equipment, and a decrease of 3.5 per cent in concealed damage. 


WASHINGTON MAIL INCREASE 


Senator Burton, of Ohio, on behalf of the Senate commit- 
tee on the District of Columbia, has submitted a favorable 
report on H. R. 5682, to amend an act providing for a union rail- 
road station in the District of Columbia by extending the sta- 
tion boundary so as to annex an area for the addition of five 
tracks, with platforms and overhead shelters, to the existing 
12 tracks on the lower level of the station, for the purpose of 
making the mail-handling facilities of the railroad terminal ade- 
quate to meet present requirements for handling an increased 
volume of mail from and to the nation’s capital and an antici- 
pated further increase in December of this year. 

The report showed that the number of mail storage cars 
loaded at the Union Station in Washington for dispatch in 
December, 1940, was 1,569, compared with 1,412 in 1939, while 
the number received for unloading in December, 1940, was 1,692, 
compared with 1,593 in 1939. A letter from Postmaster Gen- 
eral Walker to Chairman McCarran of the Senate committee 
cited those figures and added that there was indication of an 
increased volume of mail in December, 1941, as compared with 
1940, and that it was doubtful whether this increased volume 
could be handled without serious delay unless some additional 
mail-handling facilities were provided. The entire cost of the 
project, said the report, would be assumed by the Washington 
Terminal Co., and there would be no expense to the federal 
government. It added that it was desired to have the facilities 
available for use Dec. 1. There was a total of 142 trains daily 
arriving or departing from Union Station carrying mails. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Dual Operating Rights Case 


On reconsideration in MC 2415, The Cole Teaming Co., 
common carrier application, embracing MC 2416, Same, con- 
tract carrier application, the Commission, by division 5, has 
modified its findings in the prior report, 16 M. C. C. 429, so as 
to authorize the applicant to continue operations, under grand- 
father rights, as a contract carrier of chemicals from Provi- 
dence, R. I., to points in Rhode Island, Massachusetts and Con- 
necticut and of salvaged chemicals and empty containers in the 
reverse direction, and of sugar and potatoes from Bridgeport, 
Conn., to points in a defined area in Connecticut and New York, 
with transportation of salvaged materials and empty containers 
in the reverse direction, over irregular routes. 

The Commission found, further, that applicant was entitled, 
under the grandfather clauses, to continue operations as a com- 
mon carrier of general commodities, with exceptions, between 
specified points in Rhode Island and Massachusetts, serving all 
intermediate points, over regular routes, and specified off-route 
points, and to continue operations as a contract carrier of chain 
grocery store merchandise and supplies between Providence and 
Pawtucket, R. I., and points in Rhode Island and a defined 
area in Connecticut and Massachusetts, over irregular routes. 
However, said the Commission, those two operations were di- 
rectly competitive, and it added that “applicant may not receive 
authority to conduct both operations.” Therefore, it gave the 
applicant the privilege of electing whether it should receive the 
certificate authorizing transportation of general commodities 
and the permit authorizing transportation of chemicals, etc., 
or a permit granting the latter authority as well as contract 
carrier rights with respect to chain grocery store merchandise 
and supplies. If the applicant should divest itself of either the 
common carrier operation or the contract carrier operation 
competitive with it, both the certificate and the permit applied 
for—one to the applicant and one to the successor in interest— 
could lawfully be issued, said the report. In that event, on 
receipt by the Commission of convincing proof that the divest- 
ment of one of these operations had been accomplished, both a 
certificate and a permit should be granted to the parties en- 
titled to receive them, subject to approval by the Commission 
of any transfer of grandfather rights, the report continued. It 
cited in support of that conclusion New York & New Brunswick 


Auto Express Co., Inc., Common Carrier Application, 23 M. 
C. C. 663. 


Law as to Water Carrier Services 
The provisions of section 303(e) of part III of the inter- 


state commerce act are applicable to the transportation of com-_ 


modities only—not to the transportation of passengers on ex- 
cursion steamers; and ferry operations are specifically exempted 
by section 303(g) (2) from the provisions of that part of the 
act, according to a decision of the Commission, division 4, in 
W-65, Champlain Transportation Co., exemption section 303(e). 

In that case the Commission denied an application of the 
Champlain Transportation Co., of Burlington, Vt., which com- 
pany is engaged, principally, in the transportation of passen- 
gers, automobiles, and trucks by ferry on Lake Champlain, un- 
der section 303(e) for exemption from the provisions of part 
III, on finding that the company was not entitled to an order 
of exemption under section 303(e). 

According to the report, the company maintains two sepa- 
rate ferry services, one between Grand Island, Vt., and Cum- 
berland Head, N. Y., 2.3 miles, in which a diesel motor vessel 
is used; and the other between Burlington and Port Kent, 
N. Y., 10 miles, in which two diesel motor vessels are em- 
ployed. Such services, it said, had been operated by applicant 
for a number of years in the navigation season, extending gen- 
erally from April 15 to Nov. 30. It added that other ferries 
operated on the lake between interstate points, but not between 
points which applicant served. Applicant does not engage in 
general freight service, but on a few occasions a package of 
freight has been transported on its ferries, says the report. It 
stated, the report said, that it did not solicit such business; 
that it would rather not handle it and did so only as an 
accommodation for patrons; and that revenue therefrom did 
not exceed $20 a season. 


Applicant also, according to the report, operates an excur- 


sion service on Lake Champlain with a steel, three-deck, side- 
wheel steamer, of 344 net tons, with a carrying capacity of ap- 
proximately 900 passengers. On most excursions, it said, the 
passengers do not land, but remain on the vessels. In some 
instances applicant transports excursion parties from Burling- 
ton to some point in New York, such as Crown Point. Occa- 
sionally, the report says, this vessel is chartered to local organi- 
zations for special trips, but whether operated on such trips 
or in excursion service under applicant’s own auspices only 
round-trip tickets are sold. 

“Applicant also on occasions transports federal troops and 
their equipment across the lake, under contracts with the United 
States Government,” says the report. “It states it has en- 
gaged in such transportation not over five times.” 

The Commission observed that it was authorized to issue 
an order of exemption from the provisions of part III of the 
act, under the policy declared by Congress in section 303(e) 
thereof, only on a showing that transportation by contract car- 
riers by water, which by reason of the inherent nature of the 
commodities transported, their requirement of special equip- 
ment, or their shipment in bulk, is not actually and substantially 
competitive with transportation by any common carrier sub- 
ject to parts I, II, or III of the act, the provisions of that sec- 
tion not being applicable to the transportation of passengers on 
applicant’s excursion steamers. 


Atwacoal Co. Water Exemption 


Questions as to what constitutes a contract carrier by 
water, what is transportation in bulk and the existence or other- 
wise of competition between a carrier by water and other trans- 
portation agencies are disposed of by the Commission, division 
4, in W-14, Atwacoal Transportation Co., exemption, section 
303(e), and W-19, Fall River Navigation Co., exemption section 
303(e). The two companies, the report said, were under a com- 
mon ownership and had been operating in the past three years 
on a trading range between Montreal, Que., and the Surinam 
River in Dutch Guiana, including all the principal ports along 
the Atlantic and Gulf coasts. 

Exemption was granted to Atwacoal Transnortation Co. 
as to the transportation of telegraph poles and piling, steel rails, 
piling, pipe, bars, and steel and iron products in unusual sizes 
or of lengths in excess of 45 feet. The Commission found the 
transportation of such commodities to be interstate transporta- 
tion which it was the policy of Congress, as declared in section 
303(e), to exclude from the water carrier part of the interstate 
commerce act, part III, because by reason of the inherent 
nature of the commodities, it was not actually and substantially 
competitive with transportation by common carriers subject to 
the three parts of the interstate commerce act; and that its 
exemption by order was necessary to carry out the policy of 
Congress. 

The Commission denied exemption as to potatoes from 
Maine to Atlantic and Gulf ports for the Atlantic Commission 
Co. of New York; canned goods for Phillips Packing Co. from 
Cambridge, Md., to southern ports; lubricating oils and greases 
for the Standard Oil Co. of New Jersey; castor bean meal in 


bags in boat loads in competition with other water lines of 
similar character. 


The applicants own steel steamships and barges. The com- 
panies, according to the report, render transportation service 
under special contracts or agreements, the usual shipment being 
a boat load of a single commodity, transported for a single 
shipper. Contracts or agreements with shippers, the report 
said, were of several kinds, some providing that applicants 
would carry all of the shipper’s cargo for a definite term, such 
as a year, others providing for a specified number of voyages, 
while in some instances applicants contracted to transport a 
specific tonnage. 

Applicants, says the report, will not carry the same or 
similar commodities for two different shippers and will not, 
under any circumstances, carry commodities for certain ship- 
pers. Bulk lots only will be accepted, according to the report, 
and then only if suitable for the apvlicants’ vessels. if it is 
to go in a direction that would be in keeping with future busi- 
ness already obtained for the ship, and if the parties can agree 
on a fair rate of transportation. The term “bulk lots’ meant 
to the applicants a full cargo for the vessel or that proportion 
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of a full cargo which was sufficient to make it worthwhile for 
the carrier. The applicants, the report said, transported many 
commodities in addition to those for which exemption was 
claimed. 

The Merchants & Miners Transportation Co., a common 
carrier by water, was a protestant against exemption. The 
applicants relied for exemption as to potatoes on a showing 
that they required special loading equipment, special handling 
in the vessel, and special handling in the way of stowage in 
the vessel and handling of the vessel after it was loaded. The 
report dealt with each of the commodities in detail. The 
protestant contended that the applicants were common car- 
riers. Section 302(e), the report said, defined a “contract car- 
rier by water’ as being any person which, under individual 
contracts or agreements, engaged in the transportation by water 
of property in interstate or foreign commerce for compensation. 

“Transportation for a single shipper under contracts pre- 
cluding similar transportation for other shippers and insuring 
to the shipper exclusive use of the vessel until all his cargo 
has been discharged therefrom,” says the report, “is sufficient 
to bring applicants within the definition of contract carriers.” 

Potatoes, canned goods, lubricating oil and greases, and 
castor bean meal, the report said, were loaded and transported 
in containers and did not constitute commodities in bulk. The 
paramount requirement of section 303(e), it added, was that 
to be exempt from the provisions of part III the transportation 
service performed must be shown to be not actually and sub- 
stantially competitive with transportation by any common car- 
rier. The record showed, said the report, that applicants’ trans- 
portation of the commodities named was actually and substan- 
tially competitive with transportation by common carriers. 
Therefore the Commission found that exemption thereof was 
not necessary to carry out the policy declared by Congress in 
this provision of the act. The Commission further said there 
was nothing before it to demonstrate that the failure to grant 
the requested exemptions would bring about disruption of busi- 
ness or destruction of markets dependent on water carrier 
transportation, evils suggested by the applicants. 


Commission Reports 
Hogs and Lambs 


No. 28602, Forst Packing Co., Inc., vs. Cincinnati, New 
Orleans & Texas Pacific et al. By the Commission. Report 
written by Commissioner Alldredge. Double-deck carload rate 
of 64 cents a hundred pounds charged, hogs and lambs, shipped 
between March 20 and Oct. 30, 1939, from Danville, Ky., to 
Kingston, N. Y., not unreasonable. Complaint dismissed. The 
report said the subsequent voluntary reduction of the through 
rate to 58 cents did not in and of itself warrant a finding that 
the prior rate was unreasonable. It showed that the distance 
of the movement in question was 882 miles and cited com- 
plainant’s reference to a rate of 66 cents on cattle prescribed 
for the future from West Point, Miss., to Jersey City, approxi- 
mately 1,200 miles, in Weil vs. Pennsylvania Railroad Co., 206 
I. C. C. 99, and complainant’s claim that the movement in that 
case was by way of Cincinnati and Buffalo “just as the cars in 
this case moved.” The report in the cited case showed that the 
shipments involved therein were routed by way of Montgom- 
ery, Ala., Atlanta, Ga., and Potomac Yard, Va., said the report. 


Contractor’s Used Equipment 


No. 28537, Scherrer & Bennett Road Construction Co. vs. 
Atchison, Topeka & Santa Fe et al. By the Commission. Re- 
port written by Commissioner Alldredge. Complaint alleg- 
ing that unreasonable and inapplicable charges were collected 
on shipments of contractor’s used equipment, shipped between 
Oct. 25 and Nov. 4, 1937, from Hurdland, Mo., to Belvidere, 
Neb., as to the portion of the movement from Kansas City, Mo., 
to Belvidere, dismissed for lack of evidence. The report said 
that, due to an “alleged” contract entered into July 10, 1937, 
between complainants and the Santa Fe for grading, change 
of line, and curve reductions between Baring, Mo., and Hurd- 
land, no charges were collected for the transportation from 
origin to Kansas City, but the class A rate of 46 cents was 
charged for the movement beyond Kansas City. It said the 
through class A rate from origin to destination was 57 cents, 
and that complainants claimed they should have paid only 56 
per cent of the 57-cent rate, representing the division due the 
carriers beyond Kansas City. Terms of the “alleged” contract 
as quoted by complainants and defendants were at variance, 
said the report. It showed that efforts had been made to ob- 
tain a certified copy of that contract from complainant’s at- 
torney but that such a copy had not been obtained from him 
and that no response had been made by defendants’ attorneys 
to whom copies.of the requests had been sent. The charges 
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applicable could not be determined on the record, said the 
report. 
Frozen Food Rates 


No. 28607, M. Feigenbaum & Sons vs. Pennsylvania et al. 
By division 3. Rates charged on frozen fruits, vegetables, fish 
and poultry, in mixed carloads, from Pittsburgh, Pa., to Jack- 
sonville and Miami, Fla., between Nov. 10, 1939, and Nov. 23, 
1940, found inapplicable as to frozen fish and poultry. Appli- 
cable rates on the actual weight found to be $1.23 on the frozen 
fish and $1.47 on the frozen poultry. Applicable rates on the com- 
modities herein found not unreasonable except that since March 
17, 1941, the rates on frozen fruits and vegetables, in mixed 
carloads, had been and were unreasonable to the extent they 
exceeded or might exceed $1.44 to Miami and $1.12 to Jackson- 
ville. Reparation awarded and complainants told to file Rule 
V statements. 

Shoe Dressing 


I. and S. No. 4911, shoe dressing in official territory, em- 
bracing also I. and S. M-1522, shoe dressing in official terri- 
tory. By division 2. Proposed reduced rating, column 55 within 
official territory and from central territory to so-called north- 
west territory embracing parts of Iowa, Minnesota, Wisconsin 
and Michigan, found unreasonably low, except with respect to 
traffic from central territory to northwest territory, and that a 
rating of column 60 would not be less than reasonable. Sus- 
pended schedules ordered canceled and proceeding discontinued 
without prejudice to the filing of schedules in conformity with 
the views expressed in the report, cancellation to be on or be- 
fore Oct. 31. 

Gases 


I. and S. No. 4953, acetylene and oxygen gases, Boston to 
Claremont, N. H. By division 3. Proposal of the Boston & 
Maine to establish, in schedules filed to become effective May 
12, 1941, which were suspended until Dec. 12, 1941, on protest 
of the New England Motor Rate Bureau, Inc., reduced rates of 
17 cents on acetylene and oxygen gases, in cylinders, minimum 
30,000 pounds, Boston, Mass., to Claremont, N. H., and 17 cents, 
minimum 26,000 pounds, on empty cylinders returned, to meet 
private truck competition, just and reasonable. Order of sus- 
pension vacated as of Oct. 15, 1941, and proceeding discon- 
tinued. 

Onions 


No. 28583, Waterloo Fruit & Commission Co. vs. Chicago, 
Rock Island & Pacific et al. By the Commission. Report writ- 
ten by Commissioner Splawn. Rate of $1.03 charged on onions, 
without tops, in bags, shipped in April, 1937, Raymondville and 
Carrizo Springs, Tex., to Iowa Falls, Ia., unreasonable to the 
extent it exceeded 91 cents. Reparation of $92.12 awarded, to 
be paid on or before Dec. 1, 1941. 


Automobile Engine Parts 


No. 28626, Sears, Roebuck & Co. vs. American-Hawaiian 
Steamship Co. (formerly Maritime Commission No. 592, of the 
same title). By the Commission. Report written by Commis- 
sioner Splawn. Rates charged on automobile engine parts 
shipped Nov. 25, 1939, Brooklyn, N. Y., to Seattle, Wash., in- 
applicable. Ocean freight charges, exclusive of wharfage or 
tolls, of $429.76 were collected based on a less-carload rate of 
$1.44 on a portion of the shipment which was crated and a car- 
load rate of $1.025, minimum 24,000 pounds, on a portion 
shipped loose, according to the report. The Commission found 
that the applicable rate was $1.15 and was not unreasonable, 
and awarded reparation of $47.49, with interest, to be paid on 
or before Dec. 1, 1941. 


Montana Seeds 


I. and S. M-1401, seeds, Montana to Illinois, Iowa, Minne- 
sota and Wisconsin. By division 3. Proposal of motor common 
carriers, members of the Northwest Tariff Bureau, Inc., to es- 
tablish a blanket commodity rate of $1.10, minimum 40,000 
pounds, on alfalfa, clover, and timothy seeds, points in Mon- 
tana to points in Illinois, Iowa, Wisconsin, and Minnesota, not 
justified. The rate, to meet rail competition, was filed to be- 
come effective Dec. 18, 1940. It was suspended until July 18, 
1941, on protest of rail carriers in trunkline territory, and later 
indefinitely postponed. The Commission said the respondents 
submitted no figures relative to their costs of operation and it 
was, therefore, impossible to “determine from this record 
whether the proposed rates would be reasonably compensa- 
tory.” Suspended schedules ordered canceled on or before 
Nov. 1, 1941, and proceeding discontinued. 


Dairy Cattle 


No. 28505, Belmont Livestock Co. et al. vs. Baltimore & 
Ohio et al. By division 2. Charges collected for the transporta- 
tion of dairy cattle, in carloads, shipped between Dec. 11, 1935, 
and June 14, 1937, on the basis of the minimum weight plus 10 
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per cent, Decatur, Ind., and Bellville, O., to Woodstown, N. J., 
inapplicable. Complainants, the report said, maintained that 
track scale weights of the cars, loaded and empty, could have 
been obtained, and that since defendants failed to obtain those 
weights, charges should be based on the applicable minimum 
weight. The Commission found that charges based on the car- 
load minimum were applicable. It awarded reparation, with 
interest. 


Hogs and Calves 


No. 28568, C. A. Young Co. vs. Pennsylvania et al. By the 
Commission. Report written by Commissioner Alldredge. Dis- 
missed. Charges collected on hogs, in single-deck carloads, and 
on hogs and calves, in single-deck mixed carloads, shipped be- 
tween Oct. 17, 1938, and Dec. 5, 1939, Berne, Plymouth, and 
Pierceton, Ind., and Payne, O., to Johnstown, Pa., applicable, 
and applicable charges not shown to have been unreasonable. 


Cotton Fabrics 


I. and S. No. 4913, cotton fabrics, Texas to Leuisiana ports, 
embracing fourth section application No. 18908, cotton fabrics, 
north Texas to Gulf ports. By division 2. Proposed rate of 33 
cents, minimum 7,000 pounds, cotton fabrics, cotton-mill points 
in Texas to New Orleans and Lake Charles, La., and to certain 
Texas ports for movement beyond in foreign, coastwise and 
intercoastal commerce, unlawful in violation of section 4 of 
the interstate commerce act. Authority to establish and main- 
tain the proposed 33-cent rate without observing the long-and- 
short-haul part of section 4, denied. Schedules ordered can- 
celed on or before Nov. 7 and proceeding discontinued. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 102302, Sub. No. 1, Paul L. Dixon, Libertown, Md., 
common carrier application. By division 5. Denied. Grinder 
beds from Frederick, Md., to Waynesboro, Pa. The report said 
that while the evidence showed the considered commodity was 
one essential to the national defense, it was clear there was 
more than ample equipment possessed by the authorized motor 
carriers of record who had “in spite of their solicitation” been 
denied the business. Commissioner Lee dissented. 

*MC 100156, Sub. No. 2, Deming Transfer & Fuel Co., 
Deming, N. M., common carrier extension. By division 5. Cer- 
tificate granted. Live stock between points in specified counties 
in New Mexico, on the one hand, and specified Arizona coun- 
ties, on the other, over irregular routes. 

*MC 89881, Sub. No. 1, Clark M. Rice, Broomall, Pa., con- 
tract carrier extension. By division 5. Permit granted. Paper 
napkins, paper towels and toilet paper from Swarthmore, Pa., 
to New York, N. Y., and points in Delaware, Maryland and New 
Jersey within 100 miles of Swarthmore, and damaged or re- 
turned shipments of such commodities in the reverse direction, 
over irregular routes. 


*MC 88856, Sub. No. 1, Gay C. Howrey, La Porte City, lIa., 
common carrier application. By division 5. Certificate granted. 
Live stock from LaPorte City and points within 25 miles thereof 
to Chicago, Ill., over irregular routes. 

*MC 76724, Lawrence J. Cavanagh, Rochester, N. Y., com- 
mon carrier application. By division 5. Denied, under the 
grandfather clause. General commodities between points in 
New York, New Jersey and Pennsylvania, over irregular routes. 
Division 5 adopted as its findings those recommended by joint 
board 42. 

*MC 46203, Sub. No. 1, Harry Baylinson and Howard Shire- 
man, Marietta, Pa., contract carrier extension. By division 5. 
Permit granted. Specified commodities between specified points 
in Pennsylvania and New York and a defined territory in New 
Jersey and New York, over irregular routes. 

*MC 29745, St. Louis-Eastern Truck Lines, Inc., St. Louis, 
Mo., common carrier application. By division 5. Certificate 
granted. General commodities, with exceptions, between St. 
Louis, Mo., and Anderson, Ind., and between East St. Louis, II1., 
on the one hand, and Alton and Belleville, Ill., on the other, 
over regular routes, serving specified intermediate points. 

*MC 27962, Sub. No. 3, Petroleum Transport, Inc., Lansing, 
Mich., contract carrier extension. By division 5. Permit 
granted. Petroleum products, in bulk, in tank trucks, from 
Toledo, O., to points in a described territory in Michigan, over 
irregular routes. 

MC 23942, Sub. No. 1, Atlantic Coast Line Railroad Co., 
Wilmington, N. C., common carrier extension. By division 5. 
Certificate granted. General commodities between Richmond, 
Va., and Wilmington, N. C., between Wilson and Dunn, N. C., 


825 


between Warsaw and Clinton, N. C., between Spring Hope and 
Plymouth, N. C., between Halifax and Robersonville and Wil- 
liamston, N. C., between Bethel and Kinston, N. C., and be- 
tween Greenville and Washington, N. C., over specified routes, 
serving intermediate and off-route points which are stations 
on applicant’s rail lines, and subject to conditions, including 
one requiring that the motor service by applicant be limited to 
service auxiliary or supplemental to its rail service. The re- 
port said there was no need for establishment of motor vehicle 
service beyond that required in substitution for local way- 
freight train service. 

*MC 9279, Sub. No. 2 Ex., Chester P. Craska, Utica, N. Y., 
application for exemption. By division 5. Application for ex- 
emption of operation in transportation of meats and packing- 
house products in interstate commerce between Utica, N. Y., 
and points in New York within 50 miles thereof, from regulation 
under part II of the act, dismissed, on applicant’s statement 
that he does not desire such exemption. The report said appli- 
cant had pending an application, MC 9279, Sub. No. 1, for 
authority to extend his operation to include service between 
Utica and Syracuse, N. Y., and that the instant application 
apparently was filed under the mistaken belief that it had to 
do with or would further the handling of his application in MC 
9279, Sub. No. 1. 

*MC 7226, Sub. No. 1, Milo Peterson O’Harra, Ashland, 
Ore., contract carrier extension. By division 5. Denied. Spray 
material and acid, processed cherries, and canned fruits and 
vegetables between designated Oregon and California points 
over regular and irregular routes. Commissioner Lee, dissent- 
ing, said the proposed findings of the joint board, recommend- 
ing the grant of certain operating authority, should be adopted. 

*MC 29585, Sub. No. 3, L. F. Wise, Grand Island, Neb., 
common carrier extension. By division 5. Certificate granted. 
Petroleum products, in bulk, in tank trucks, from Valentine, 
Neb., to Crookston, Neb., over irregular routes, with no trans- 
portation for compensation on return. As to a contention of 
western trunk-line railroads, protestants, that the Commission 
should give effect to “the Congressional mandate to preserve 
the inherent advantages of rail transportation as declared by 
the national transportation policy,” the Commission said that 
the act also expressed the policy of recognizing and preserving 
the inherent advantages of all modes of transportation, that 
there were certain inherent advantages in the transportation 
of petroleum products by:motor vehicle, including the reduc- 
tion in the amount of such commodities which dealers must 
keep on hand in storage tanks, and that the fact that a par- 
ticular point might have adequate rail service was not a suf- 
ficient reason for denial of a certificate. 

*MC 40505, Sub. No. 2, Hogland Transfer Co., Everett, 
Wash., common carrier extension. By division 5. Certificate 
granted. Household goods, heavy machinery and parts, con- 
tractors’ equipment and supplies, structural iron and steel, tim- 
bers and other commodities requiring specialized handling or 
rigging because of size and weight, between points in Snohom- 
ish county, Wash., on the one hand, and a specified area in 
western Oregon, on the other, over irregular routes. 

MC 43404, Universal Terminal Warehouse Co., Houston, 
Tex., broker application, embracing MC 67290, Same, common 
carrier application. By division 5. License denied in MC 43404, 
on finding that applicant’s operation at Houston in the consol- 
idation and forwarding of freight in vehicles other than its own 
is not that of a broker. Certificate granted in MC 67290 for 
continuance of operation as to general commodities, except 
dangerous explosives and commodities in bulk, between points 
in Houston, Tex., and between Houston and points within a 
radius of 15 miles of the county courthouse at Houston, over 
irregular routes. The Commission said that with the restric- 
tion of the authority granted so as to exclude transportation of 
dangerous explosives, applicant’s common carrier service would 
be separate and distinct from its contract carrier service and 
the holding of dual authority to that extent would be con- 
= with the public interest and the national transportation 
policy. 

*MC 59499, United Motor Freight Terminal, Inc., Birming- 
ham, Ala., common carrier application. By division 5. Cer- 
tificate granted for continuance of operation, general commod- 
ities, with exceptions, between Atlanta, Ga., and Birmingham, 
Ala., over U. S. Highway 78, serving all intermediate and speci- 
fied off-route points. The report said the application did not 
contain a request for authority to serve Bessemer, Ala., al- 
though the evidence clearly showed that such a request was 
intended. Under the circumstances, said the Commission, it 
was its opinion that Bessemer as an off-route point should be 
considered as an amendment to the application and that author- 
ity should be granted in accordance with the evidence in the 
case, “rather than to require applicant to file a new or amended 
application for authority to serve Bessemer, which would put 
applicant and the other parties to the expense and inconven- 
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ience of another hearing.” The Commission added that it would 
include such authority in its findings but would direct that the 
issuance of a certificate be withheld for 30 days after the serv- 
ice of this report, to afford any protestant or other interested 
party who might be taken by surprise, opportunity to petition 
for rehearing or reconsideration under its rules. 

*MC 65809, William A. Baughman, Connellsville, Pa., com- 
mon carrier application. By division 5. Permit granted, on 
.finding that, in view of the specialized service performed (trans- 
portation of explosives exclusively for the Liberty Powder Co. 
of Mt. Braddock, Pa.), applicant’s operation is that of a con- 
tract carrier. Continuance of operation, explosives and blasting 
supplies between Mt. Braddock, Pa., and points within 10 miles 
thereof in Fayette county, Pa., on the one hand, and points in 
Ill., Ind., Ky., Md., Mo., N. Y., O., Va., and W. Va., on the 
other, over irregular routes. 

*MC 100174, Sub. No. 1, Joseph Calhoun, Philadelphia, Pa., 
common carrier extension. By division 5. Certificate granted. 
Corrugated boxes, knocked down, from Philadelphia, Pa., to 
New York, N. Y., Jersey City, N. J., Wilmington, Del., and 
Washington, D. C.; galvanized iron and steel sheets and struc- 
tural shapes; pigs, ingots, bars and shapes of various desig- 
nated metals; steel in sheets or plates, and wire, copper clad, 
between Philadelphia, on the one hand, and New York City, 
Washington, D. C., Baltimore, Md., Wilmington, Del., Trenton, 
Newark, Elizabeth, Delawanna, Perth Amboy, Carteret, Rah- 
way, Bound Brook and Weehawken, N. J., on the other, over 
irregular routes. 

*MC 100746, Luigi Giannotti and Martha Giannotti, com- 
mon carrier application. By division 5. On further hearing, 
certificate granted. Passengers and baggage, in charter opera- 
tions, from Brooklyn, N. Y., to points in Conn., N. J., Pa., Mass. 
and Del. and return, over irregular routes. The report observed 
that in the prior report, 22 M.C.C. 852, the application was de- 
nied. On further hearing, the Commission concluded that ap- 
plicants’ successful past operations and continuing requests for 
their service were indicative of their ability to service and 
showed that their service was meeting a public need. There 
was no showing, it said, that the authority granted would ad- 
versely affect the interests of the protestants, “certain motor 
and rail carriers operating in the affected territory.” 

*MC 101540, John H. Ruhl, Salem, N. J., common carrier 
application. By division 5. Denied. Specified commodities from 
designated points in Pennsylvania to Woodstown, N. J., and 
points in New Jersey within 20 miles of Woodstown, over irreg- 
ular routes. No inadequacy in the service of existing carriers 
had been shown, said the report. 

*MC 35395, Carley & Hamilton, Inc., San Francisco, Calif., 
common carrier application. By division 5. Certificate granted 
as to continuance of operation, general commodities, between 
points in San Francisco; between points in Oakland, Calif., and 
between San Francisco, on the one hand, and Bayshore, Bris- 
bane, South San Francisco, Richmond, Alameda, Albany, Berke- 
ley, El Cerrito, Emeryville, Oakland, Piedmont, and San Lean- 
dro, Calif., on the other. 

MC 31389, Malcolm P. McLean, Jr., Fayetteville, N. C., 
common carrier application. By division 5. Certificate granted 
McLean Trucking Co., Inc., as successor in interest to applicant, 
continuance of operations, specified commodities, from or to 
points in N. C., Pa., N. Y., N. J., Md., Mass., Conn., and R. I. 
Concurring, Commissioner Lee said in his opinion, however, the 
record justified a larger grant of authority, particularly as to 
commodities. 

*MC 45105, Bell Motor Freight, Inc., Kalamazoo, Mich., 
common carrier application, embracing Sub. 1, Same, exten- 
sion of operations—Ohio. By division 5. Certificate granted 

in the sub-numbered case as to specified commodities between 
points in Ky., Mich., and O., through Ind. Certificate denied 
in the title case under the grandfather clause as to general 
commodities, with exceptions, between points in Mich., O., Ind., 
Tll., and Ky. 

MC 30266, The Higley Forwarding Co., Akron, O., common 
carrier application. By division 5. Certificate granted as to 
continuance of operations, general commodities, with exceptions, 
between points in O., Pa.. and W. Va. Dissenting, Commis- 
sioner Lee said for reasons stated in his separate expression in 
O. L. D. Forwarding Corporation, Contract Carrier Application, 
26 M. C. C. 484, which were applicable in this case, he would 
deny the application. 

MC 24242, J. 1. Jackson, Norfolk, Va., common carrier ap- 
plication, embracing MC 67458, Same, common carrier appli- 
cation (as successor in interest to Monte George Allen); MC 
81776, Jackson Transfer & Storage Co., Inc., broker application; 
MC 24332, Ruth A. Isaacs, common carrier application, and 
MC 83305, Ruth A. Isaacs, common carrier application (as suc- 
cessor in interest to Joe Byrd Pelham). By division 5. Certifi- 
cate granted as to continuance of operation in MC 24242, house- 
hold goods, between points in Va., on the one hand, and points 
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in Ala., Del., Fla., Ga., Ky., Md., N. J., N. Y¥., N. C., O., Pa., 
S. C., Tenn., W. Va., and D. C., on the other. Application 
denied in MC 81776 on finding applicant to have failed to estab- 
lish that operation as a broker at Norfolk, Va., for the purpose 
of arranging transportation of household goods, office and store 
furniture, fixtures, and equipment, in interstate or foreign com- 
merce, by motor vehicle, would be consistent with the public 
interest, and the national transportation policy. On finding the 
applicants in MC 24332 and MC 83305, and applicant in MC 
67458, as successor in interest to Monte George Allen, respec- 
tively, to have failed to establish their rights to certificates or 
permits under the grandfather clauses, the Commission also 
has denied the applications. As to Pelham, Allen and Isaacs, 
the report said, each appeared to have acted only as an agent 
of the Jackson Transfer & Storage Co., Inc., or as an owner- 
operator in the performance of operations for the corporation. 
J. I. Jackson, as successor in interest to that corporation, it 
added, was entitled to whatever rights accrued by reason of its 
operation. The corporation, the report said, apparently filed 
the brokerage application in MC 81776 believing that the rela- 
tionship between it and the owner-operators was that of broker 
and carriers, respectively. No evidence, it said, was presented 
to show that the corporation ever operated as a broker, and, 
furthermore, the corporation no longer existed. 

MC 54324, Charles Allison Knight, Milton, Wis., contract 
carrier application. By division 5. Permit granted to continue 
operation as to specified commodities, for certain classes of 
shippers, between Chicago, Ill., and Sioux City, Ia., Omaha, 
Neb., and St. Louis, Mo., serving South Omaha, Neb., as an 
off-route point. Commissioner Patterson dissented. 

MC F-1229, Norwalk Truck Line Co., purchase, Mid-West 
Motor Freight Co. By division 4. On further consideration, 
findings in the prior report, 35 M. C. C. 695, authorizing pur- 
chase of common carrier operating rights to transport gen- 
eral commodities over regular routes embraced in a territory 
“extending between Detroit, Mich., and Gary, Ind., and lying 
north of Fort Wayne, Ind., and U. S. highway 6,” modified so 
as to authorize purchase of that portion of route No. 5 (De- 
troit-Evansville), between Detroit and Michigan City, and the 
right to serve Lagrange as an intermediate point on route 7 
(Sturgis-Columbia City). 

MC 102940, Ex., W. H. Grubbs, Eagle Lake, Fla., appli- 
cation for exemption, embracing MC 102933, Ex., A. J. Denton, 
application for exemption. By division 5. Dismissed applica- 
tions for certificates of exemption from compliance with the 
provisions of part II of the act, on finding that applicants “do 
not come within the description of motor carriers to whom 
the provisions of section 204 (a) (4a)” apply. According to the 
report, the applications were accompanied by certificates of 
the Florida commission stating that in its opinion each appli- 
cant was entitled to a certificate of exemption. 


UNION FREIGHT NOTES 

By supplemental order in Finance No. 12535, Union Freight 
Railroad Co. notes, the Commission, by division 4, has modified, 
at the request of the applicant, its order of Sept. 18, 1939, au- 
thorizing the Union Freight to issue a promissory note or notes 
for $192,000, to be delivered at par to the trustees of the New 
Haven, and the proceeds to be applied to track renewals, so as 
to limit to $90,000 the amount of promissory notes that might 
be issued. Applicant, the Commission said, represented that 
only $90,000 of the notes had been issued and that the remain- 
ing $102,000 would not be issued. 


Ww.-B. & E. REORGANIZATION 

The Commission, by division 4, in a seventh supplemental 
order in Finance No. 11800, Wilkes-Barre & Eastern reorgani- 
zation, has approved, for an additional period of three months, 
beginning Sept. 1, maximum limits of compensation of Joseph 
P. Jennings, trustee of the debtor’s property, and of Leo W. 
White, counsel to the trustee, at rates of $3.600 and $3,000 a 
year, respectively. Previously, the Commission fixed rates of 
compensation for Jennings and White for a three months period 
ending Aug. 31. It said it appeared that the administration of 
the debtor’s estate “presently requires and will continue to 
require the services of both the trustee and his counsel.” 


SALE OF “UNUSED” MOTOR RIGHTS 


On a finding in MC F-786, Oregon-Nevada-California Fast 
Freight, Inc., consolidation, Ernest Gritsch, et al., that the 
transaction proposed was not a matter within the scope of 
section 5 (2) (a), the Commission, by division 4, has dis- 
missed a supplemental application of Oregon-Nevada-California 
Fast Freight, Inc., for modification of the Commission’s find- 
ings in the prior report, 25 M. C. C. 203, so as to authorize 
the applicant to acquire, as a part of the consolidation author- 
ized in that report, and without change in the terms of the 
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consolidation otherwise, certain operating rights granted in 
MC 69264, Sub. Nos. 1 and 2. 

The supplemental report by the Commission showed that 
a certificate had been issued to the applicant in MC 69264, Sub. 
No. 1, Carl S. Stuart common carrier application, and that a 
certificate had been issued also in MC 69624, Sub. No. 2, Stuart 
Trucking Service, Inc., extension, CCC camp service. It said 
that in the supplemental application it was stated that under 
the original bill of sale whereby Frank M. Gritsch, one of the 
four motor carriers which merged into Oregon-Nevada, Cali- 
fornia Fast Freight, acquired the rights of Stuart Trucking Serv- 
ice, Inc., it was the intention and belief of the parties that all 
other rights, of Stuart and the Stuart trucking service, would 
also become the property of Gritsch when granted. The parties 
to the consolidation intended that such rights would be acquired 
by the new company, Oregon-Nevada-California Fast Freight, 
said the report. The Commission noted that the application in 
MC 69264, Sub. No. 2, had been dismissed on Dec. 13, 1940, 
and that Stuart had not exercised rights granted him in MC 
69264, Sub. No. 1. The Commission said it was its opinion that 
Gritsch had no lawful right to institute operations pursuant to 
authority granted to Stuart. 


BURLINGTON ABANDONMENT 

; By an order in Finance No. 13300, ‘Chicago, Burlington & 
Quincy abandonment, the Commission, by division 4, having 
considered a request of the applicant that action in the matter 
be suspended for a year, has dismissed, without prejudice, the 
application for authority to abandon and dismantle a branch 
line of the Burlington extending approximately 105 miles be- 
tween Sterling, Colo., and Cheyenne, Wyo. (see Traffic World, 
May 31, p. 1388). The order did not discuss any reasons 
offered by the applicant for asking postponement of action, but 
it was understood that the Burlington had decided to await de- 
velopments as a result of a traffic increase on the line in ques- 
tion, with a view to determining whether such increase could 
be expected to be maintained in the future. 


M. P. REORGANIZATION 


The Commission, by division 4, in a supplemental report 
in Finance No. 9918, Missouri Pacific reorganization, has modi- 
fied its report and order conditionally authorizing Percy Cowan, 
John F. McFadden and Joseph H. Zumbalen to serve as a 
protective committee for holders of Plaza-Olive Building first 
mortgage 6 per cent bonds and to solicit the deposit of such 
bonds in accordance with the terms of a suitable deposit agree- 
ment, so as to approve the extension of the expiration date of 
the deposit agreement from Sept. 30, 1941, to Sept. 30, 1945. 
Modification was made on request of the committee. 


Craig Motor Carrier Status 


Application of the principles laid down by both English 
and American courts for the determination of what is common 
and what is private carriage requires the Commission, in the 
view of the Regular Common Carrier Conference of the Ameri- 
can Trucking Associations, Inc., to adhere to the determination 
of division 5, in MC 5724, N. S. Craig, contract carrier applica- 
tion, that the applicant is a common carrier of general com- 
modities (see Traffic World, Sept. 20, p. 711). The applicant 
contends it is a contract carrier, the work of which is private 
a. that is, for specified persons, not the public gen- 
erally. 

The conference said it was interested in the proceeding 
only so far as the status of the applicant was concerned. The 
brief in support of the controlling point, namely, that the ap- 
plicant is a common carrier, reviews the decisions of the courts 
from Gisbourn vs. Hurst (1709), 1 Salk. 250, 91 Eng. Rep 220 
onward in support of the initial proposition that contract car- 
riage is a private business in which the transport function is 
subordinated to the accomplishment of a non-carrier commercial 
activity, the brief being based on the declaration that the 
language of the motor carrier act is the language used in ad- 
ministering the common law and therefore that the court de- 
cisions point the way to the proper decision, namely, that the 
applicant is a common not a contract carrier. It was pointed 
out that the courts, in dealing with the question, acted on what 
the carrier did rather than on his contentions as to what 
his business was. The brief pointed out that none of the wit- 
nesses so much as intimated that Craig was rendering a type 
of service fitted to their particular needs or in any way subject 
to their control or domination. Moreover, the brief said, the 
record affirmatively showed that carriage was the dominant 
business throughout the application. Operating convenience of 
the carrier rather than the convenience or peculiar needs of any 
particular shipper, the brief said, controlled the applicants’ 
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operations. From the record, said the brief, it was apparent 
that both at common law and under the motor carrier act, the 
applicant occupied the position of a common carrier. 

The brief pointed out that the primary duty and function 
of the common carrier was to provide equal transportation for 
the general public, and not for any particular person or busi- 
ness. The primary purpose or function of the private or con- 
tract carrier was to provide a special and discriminative service 
for a particular individual to the exclusion of the general public. 

Saying the order of division 5 should be reinstated and 
made effective, the Middle Atlantic States Motor Carrier Con- 
ference observed that the case here did not depend or turn 
on the single fact of a large number of diversified shippers. 
Instead, it said, the case presented the two aspects, i. e., the 
total lack of anything whatsoever that was distinctive as to 
service and the presence of a large number of customers served 
and seeming willingness to serve others in the same line of 
business. When those two elements were thus combined, it 
observed, the judgment in favor of common carrier attributes 
would seem correct. 

According to the brief the fact that the applicant had but 
18 customers and confined itself to handling certain commodi- 
ties proved nothing more than that Craig practiced selectivity 
with his accounts. True it was, said the brief, that Congress 
had allowed contract carriers to “add to” their contracts. 
That, however, it declared, was not intended as a license to 
hide behind the mere use of contract forms to escape true com- 
mon carrier attributes and obligations. 

“The test used in the instant case completely reverses not 
only the common law, but the previous decisions of the Com- 
mission on this same subject,” says a brief by C. D. Todd, Jr., 
in behalf of the contract carrier division of the American 
Trucking Associations, Inc., the alleged reversal being the de- 
termination of the division that Craig was a common and not a 
contract carrier as claimed. 

“To continue following this principle after the passage of 
the transportation act of 1940,” continues the brief, “is to com- 
pletely ignore the intent of Congress. The application of this 
test will amount to a taking of private property for public use 
without just compensation. While the contract carrier division 
is unable to suggest a rule of thumb for the determination of 
this question we have suggested a method of ascertaining 
whether a carrier has served the general public, which is far 
simpler to apply than the’ rule set forth in the instant case 
which we submit would be impossible to administer.” 

The contract carrier division said it was in complete ac- 
cord with the view expressed by Commissioner Lee in his con- 
currence in the finding of division 5 that Craig was a common 
carrier. Commissioner Lee said that the real vice in the de- 
cision made by his colleagues was that it set up another stand- 
ard, different from that which Congress in the transportation 
act of 1940 had given the Commission, by which to determine 
whether a motor carrier was a common or a contract carrier. 
He particularly chided his colleagues for saying that “some 
degree of specialization in service is essential to a contract car- 
rier’s status.” Commissioner Lee observed that the act said 
nothing about “specialization service.” Such a test, he said, 
was not only not in accord with the act but was bound to have 
an inimical effect on contract carriers. 

The simple method suggested by the contract carrier divi- 
sion was a short questionnaire the answers to which would 
show the names of the shipper customers of the carrier, the 
year in which a contract was made with the shipper, the year 
the contract was terminated, the location of the shipper and 
the number of vehicles operated. 


COMMISSION ORDERS 

1. & S. No. 4894, glass, southwestern points to Mobile, Ala. Order 
of August 14 further modified to become effective November 2 instead 
of October 3. 

MC 3419, Cleveland, Columbus & Cincinnati Highway, Inc., com- 
mon carrier application. Order of August 6, to extent that it denied 
petition for leave to amend ‘‘grandfather’’ application, vacated and 
set aside. Application amended to request authority to continue service 
by applicant as a common carrier by motor vehicle from and to points 
in Ohio, Michigan, Indiana, West Virginia and Illinois as set forth in 
the order. Matter reopened for further hearing at time and place to 
be fixed with respect to right of applicant to continue operations here- 
inabove set forth. 

MC F-1033 (supplemental order), Consolidated Freightways, Inc.. 
purchase, E. B. Hardy. Petition filed by applicant requesting modi- 
fication of authority granted herein to permit purchase of rights as 
confirmed in vendor in MC 21402 granted, and order entered April 18, 
1940, modified to authorize purchase by Consolidated Freightways, Inc., 
of operating rights of E. B. Hardy, dba Hardy Truck Line, as con- 
firmed May 2 in MC 21402. 

Ex Parte MC 29, regulations governing special or chartered party 
service. Order of May 29, which by its terms as thereafter modified 
requires that rules set forth in appendix to report, governing trans- 
portation of special or chartered parties by common carriers by motor 
vehicle of passengers, subject to provisions of interstate commerce 
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act, shall become effective October 15, further modified to extent that 
such rules are prescribed and promulgated to become effective on and 
after December 10. 

No. 28710, Great Lakes Transit Corporation et al. vs. A. & A. et al. 
Duluth Chamber of Commerce permitted to intervene. 

Finance No. 13300, application of Chicago, Burlington & Quincy for 
a certificate permitting abandonment of line extending from Sterling, 
Colo., to Cheyenne, Wyo. Application dismissed without prejudice on 
consideration of request of applicant that action be suspended for a 
period of one year. 

MC 6539 Sub. No. 3, J. L. Cox and Leroy Cox, extension of opera- 
tions. C. L. Tyrrell, Hadley Transfer & Storage Co. and George A. 
tions. C. L. Tyrrell, Hadley Transfer & Storage Co. and George A. 
and M. K. Sims authorized to intervene. Exceptions heretofore ten- 
dered for filing by C. L. Tyrrell received as a part of record. 

MC 460 Sub. No. 2, Oklahoma Transportation Co., Fort Sill exten- 
sion. Request of protestant, Southwestern Motor Carriers Corporation. 
for oral argument denied. 

MC 8298, Hunter Motor Freight, Inc., common carrier application. 
Denial order of December 13, 1940, further modified to become effec- 
tive October 23 instead of September 23. 


MC 15911, Ozark Truck Lines, Inc., common carrier application; 
MC 52600, W. J. Hurst, dba Mercury Motor Transportation Co., common 
carrier application; MC 89913 Sub. No. 8, Frisco Transportation Co., 
common carrier application. Matter reopened for reconsideration 
solely with respect to right of applicant to serve intermediate 
points on the regular routes over which authority has been granted. 
Order entered January 6, to extent that it denied authority to 
applicants to continue service at intermediate points on the regular 
routes over which authority was granted, vacated and set aside. 

MC 20207, Continental Transportation Lines, Inc., common carrier 
application. Petition of applicant for oral argument denied. 


MC 39414 Sub. No. 1, George H. Tyler, extension, petroleum prod- 
ucts. Matter reopened for reconsideration on present record. Order 
entered June 27 vacated and set aside. 

MC 42246, Ray C. Kline, common carrier application. Denial order 
of December 7, 1940, further modified to become effective October 20 
instead of September 20. 


MC 59309 Sub. No. 1, Harry L. Tanner, extension of operations, 
Illinois. Matter reopened for further hearing at time and place to be 
fixed. 

MC 63066 Sub. No. 2, E. J. Willig Truck Transportation Co., ex- 
tension within California. Matter reopened for reconsideration on 
present record. Order entered June 11 vacated and set aside. 

MC 82104, Aztec Lines, Inc., lessor of K. G. Freight Lines, Inc., 
successor in interest to K. G. Trucking Corporation. Pennsylvania 
Truck Lines, Inc., authorized to intervene. 

MC 96414, Jamies F. Beitler, common carrier application. 
mended order entered August 12 vacated and set aside. Matter re- 
opened for further proceedings. Matter referred to Examiner E. E. 
Kobernusz for appropriate proceedings and for recommendation of 
an appropriate order accompanied by reasons therefor. 

MC 100501, Hugh Miller, contract carrier application. Matter re- 
opened for formal hearing at time and place to be fixed. Recom- 
mended order which became effective as order of Commission on Octo- 
ber 20, 1939, vacated and set aside. 

MC 101669, Marshall Estep, common carrier application. Applicant’s 
petition for further hearing denied. 

MC 102169, William Harrison Fischer, common carrier application. 
John Nicholas Ziegler authorized to intervene. Exceptions heretofore 
tendered for filing by John Nicholas Ziegler received as a part of 
record. 

No. 28369, Interstate Freight Carriers’ Conference, Inc., vs. A. T. 
& S. F. et al. Order dated June 13, which, so far as it requires estab- 
lishment of reasonable minimum rates prescribed therein, stands effec- 
tive November 3, modified so as to require establishment of said mini- 
mum rates on or before December 18, on not less than 30 days’ notice. 
Time for filing replies to defendants’ petition for reconsideration ex- 
tended to October 24. 


Finance No. 13385, application of Kansas City Southern for au- 
thority to purchase properties of Louisiana & Arkansas and to acquire 
trackage rights over certain tracks of that carrier. Brotherhood of 
Railroad Trainmen permitted to intervene. 

MC 2309, Gillette Motor Transport, Inc., common carrier applica- 
tion. Application filed on February 7, 1936, for authority to perform 
general cartage operations in terminal area of Dallas, Tex., reopened 
for further proceedings. Matter referred to joint board No. 77 for 
recommendation of an appropriate order thereon. 

MC 9895 Sub. No. 7, R. B. Wilson, extension, Wyoming-Colorado. 
Request of railroad protestants for oral argument denied. 

MC 16216 Sub. No. 1, Frank A. Schroff and Andrew E. Schroff, 
dba Schroff Bros., extension, contractor's equipment and heavy ma- 
chinery. Request of protestant, Heavy Haulers & Riggers Associa- 
tion of Maryland, for oral argument denied. 

MC 30616 Sub. No. 1, Queen Trucking Co., Inc., extension, Chicago- 
Bethlehem. Rail carriers in official classification territory authorized 
to intervene. 

MC 38460, Mary D. Gabriel and Joseph F. Gabriel, dba Gabriel’s 
Trucking, common carrier application. Request of applicant for oral 
argument denied. 

MC 43683 Sub. No. 5, Baker Driveaway Co., Inc., extension of op- 
erations. Request of protestant, Philadelphia-Detroit Lines, Inc., for 
oral argument denied. 

MC 46647, Richard J. Boulden, common carrier application; MC 
46647 Sub. No. 1, Same, extension of operations. Request of applicant 
for oral argument denied. 

MC 74486, Joseph S. Rose, contract carrier application, Massachu- 
setts; MC 74486 Sub. No. 1, Same, extension, Rhode Island. Matters 
reopened for further hearing at time and place to be fixed. 

MC 75863, St. Johns River Line Co., common carrier application; 
and MC 75863 Sub. No. 2, Same, Ocala extension. Request of protestants, 
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Central Truck Lines, Inc., and Great Southern Trucking Co., for oral 
argument denied. 

MC 76177 Sub. No. 4, Baggett Transportation Co., Inc., extension 
Childersburg; and MC76177 Sub. No. 6, Same, extension, Anniston, 
Sylacauga and Alexander City. Matters reopened for further hearing. 
Matters referred to joint board No. 100 for hearing on November 24, 
at nine o’clock a. m. (Standard time), at the Thomas Jefferson Hotel, 
Birmingham, Ala., and for recommendation of appropriate order ac- 
companied by reasons therefor. 

MC F-572 (supplemental), Automobile Shippers, Inc., purchase, 
Associated Transports, Inc., et al. Petition filed by Automobile Shippers, 
Inc., seeking modification of order of September 20, 1938, to include 
authority to purchase additional operating rights covered by certificate 
issued to Associated Transports, Inc., August 2, pursuant to findings 
in MC 30378 Sub. No. 1, Associated Transports, Inc., Common Carrier 
Application, 26 M. C. C. 789, granted, and order entered September 20, 
1938, modified to include authority for purchase by Automobile Ship- 
pers, Inc., of operating rights of Associated Transports, Inc., covered 
by certificate issued August 2 in MC 30378 Sub. No. 1, subject to terms 
and conditions set out in findings in said report of September 20, 1938. 
If parties desire to exercise supplemental authority herein granted, 
they shall (1) notify Commission, in writing, of intended consumma- 
tion dated, (2) promptly take such steps as will insure compliance 
with sections 215 and 217 of the interstate commerce act, and with 
rules, regulations and requirements prescribed thereunder, and (3) 
confirm, in writing, to Commission immediately after consummation, 
the date on which consummation has actually taken place. 

MC F-1646, Kaplan Trucking Co., purchase, D. Wood Trucking Co., 
Inc. Petition requesting approval, under section 210a(b), of temporary 
operation by Kaplan Trucking Co. of certain properties of D. Wood 
Trucking Co., Inc., denied. 

Finance 13392, application of Texas & Pacific for permission to 
abandon its line of railroad extending from Melville to Simmesport in 
St. Landry and Avoyelles Parishes, La. Application dismissed with- 
out prejudice on request of applicant. 

Finance No. 11897, Minneapolis, St. Paul & Sault Ste. Marie re- 
organization. Arthur Wisenberger, Benjamin Graham and Washington 
Dodge (for first consolidated bondholders group for Minneapolis, St. 
Paul & Sault Ste. Marie first consolidated mortgage bonds due July 1, 
1938) permitted to intervene. 

MC 75559, Charles John Smith, common carrier application. Denial 
order of June 14 further modified to become effective December 10 in- 
stead of September 26. 

No. 28064, E. A. Keller & Sons et al. vs. Alton et al. Complainants’ 
petition for rehearing and reconsideration denied. 

No. 28328, C. C. Winkler Co. vs. Alton et al. Proceeding reopened 
for reconsideration on question of reparation on shipments made on 
so-called ‘‘joint accounts.”’ 

No. 28609, Asbury Transportation Co. vs. Union Pacific et al. De- 
fendants’ petition for further hearing to introduce additional evidence 
denied. 

MC 23801, Herbert Witkind, common carrier application. Denial 
order of May 31 modified to become effective November 12 instead of 
October 15. 

MC 29781, Hoey Cartage Co., contract carrier application. Denial 
order of February 26 further modified to bcome effective January 15, 
1942, instead of October 1. 

MC 43608, C. A. Ross, Agent, Inc., common carrier application. De- 
nial order of June 27 further modified to become effective October 6 
instead of September 30. 

Ex Parte MC 22, New England motor carrier rates. Proceeding 
reopened for further hearing on October 10, at 9 o’clock a. m., Stand- 
ard time, at the Hotel St. George, Brooklyn, N. Y., before Examiner 
L. J. Kassel, with respect to the matters presented in Petition No. 
20-1941 of New England Motor Rate Bureau, Inc., appendix V, item 
13. 

MC 2511, Ziffrin, Inc., contract carrier application. Petition of 
applicant for reconsideration, reargument and rehearing and petitions 
of certain shippers for intervention denied. Denial order of May 29 
modified to become effective November 5 instead of October 15. 


DIVESTMENT ORDER POSTPONED 


The Commission, acting by Chairman Eastman to whom 
the matter had been referred for disposition, has postponed 
the effective date of its order directing Scott Bros., Inc., of 
Philadelphia to divest itself of control or power of control of 
the W. G. Corporation, also a Philadelphia company. The or- 
der was issued in MC F-6, Scott Bros., Inc., control—W. G. 
Corporation. Division 5, in a report on further hearing, af- 
firmed the prior report, 15 M. C. C. 419, denying authority to 
the applicant to buy the stock of W. G. Corporation for $10,000 
on the ground that the record was devoid of evidence that 
the acquisition would enable the purchaser to use the W. G. 
Corporation to advantage in the operations of the Pennsylvania 
with which Scott Bros., Inc., is affiliated. 

Joseph T. Ryerson & Son, Inc., Jersey City, N. J., which 
had supported the application represented to the Commission, 
by wire, that if Scott Bros. was not to be permitted to perform 
the service it had contracted to perform when it made that 
agreement to take over the W. G. Corporation, Ryerson would 
be without transportation service to meet its needs, in carry- 
ing out national defense contracts. It said W. G. Corporation 
had performed service for it since 1918, but that when that 
company was not able to do all that was desired an arrange- 
ment with Scott Bros. was made. The idea then was that Scott 
Bros. could take over the other corporation and carry on the 
service that had been rendered since 1918 by W. G. Corpora- 
tion. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Kansas to Iowa Salt 


Asserting that “obviously the proposed rates are extremely 
low and can be justified only on the ‘out-of-pocket’ cost, or 
added traffic theory,” and that the Commission, except in spe- 
cial circumstances, had repeatedly declined to approve rates 
based on that theory, Examiner F. H. Schweickhardt, in a 
proposed report in I. and S. M.-1585, salt, Kansas to Iowa 
points, served Oct. 1, has recommended that the Commission 
find unlawful a proposal of Heuer Truck Lines, Inc., a motor 
common carrier, to establish new reduced commodity rates on 
salt, in bulk, minimum 80,000 pounds, from points in Kansas 
to seven destinations in Iowa. He has recommended that the 
Commission order cancelation of the proposed rates, which 
were filed to become effective May 5, 1941, and suspended 
until Dec. 5, 1941, on protest of railroads in western trunk-line 
territory, without prejudice to the filing of new schedules in 
conformity with views expressed in the report and discontinue 
the proceeding. 

The suspended schedules, the report said, proposed rates, 
from Hutchinson and Kanopolis, of 26 cents to Des Moines 
and Sioux City, and 28 cents to Hampton, Marshalltown, 
Walker, and Waverly. Those rates, it said, were based two 
cents over the corresponding rail carload rates subject to min- 
imum 80,000 pounds, which applied to rail sidings only. To 
load the proposed minimum, according to the report, would 
necessitate the use of four trucks, as respondent operated vehi- 
cles which not more than 24,000 to 26,000 pounds could be 
loaded on any one unit. Assuming that 80,000 pounds would 
be hauled in four truckloads of 20,000 pounds, the examiner 
said, earnings would be substantially less than earnings based 
on 24,000 pounds for each truck. Such earnings, however, he 
said, were extremely thin. 

In consideration of the evidence relating to the capacity 
of trucks available, the examiner said, it must be concluded 
that minimum weights in excess of 20,000 pounds should not 
be maintained on the traffic in question. The record, he added, 
was persuasive that for quantities of 20,000 pounds the pro- 
posed rates were unduly low. Further, he said the record con- 
tained no evidence to justify rates on the traffic under consid- 
eration that would yield truck-mile earnings, lower than the 
rates, subject to minimum of 20,000 pounds, now prevailing in 
the same territory. The examiner also found that the pro- 
posed schedules were unlawful because they applied in part 
from and to points respondent was not authorized to serve. 


Contract Service Opposed 


In a proposed report in which he discussed the effect of a 
considered proposed contract carrier operation on “the public 
system of transportation,” Examiner F. Roy Linn, in MC 
101360, D. C. Jacobsen contract carrier application, served Oc- 
tober 1, found that operation by applicant as a contract carrier 
by motor vehicle of cured meats, canned goods, advertising 
matter and office stationery from Austin, Minn., to San Fran- 
cisco and Los Angeles, Calif., and of fresh and canned fruits 
and vegetables from points within described areas in California 
to St. Paul, Minneapolis, Rochester and Austin, Minn., and 
Des Moines and Fort Dodge, Ia., would not be consistent with 
the public interest and the national transportation policy. He 
recommended denial of the application. 

The application was opposed by the estate commissions of 
Arizona, California, Idaho and Utah, by certain motor carriers 
by motor vehicle and rail, by Class I rail carriers in western 
territory, Pacific Southwest Railroad Association, Railway Ex- 
press Agency, Inc., meat packers and livestock and farm or- 
ganizations. 

The examiner said the shippers proposed to be served 
were George A. Hormel and Company, of Austin, Minn., and 
D. L. Piazzo, of Minneapolis, doing business as D. L. Piazzo 
Brokerage Company. He said that, throughout the presenta- 
tion of evidence for applicant the transportation of meats*and 
meat products for Hormel was affirmatively disclosed to be 
applicant’s principal object in filing the application. It was 
contended by protestants, said the report, that the proposed 
service would adversely affect all producers of live stock in the 
Mountain-Pacific states and the packers and allied interests 
in California, and that the principal concern was the fact that 


the rate provided in the contract with Hormel of $1.866 a hun- 
dred pounds to San Francisco and Los Angeles was approxi- 
mately 29 cents below the rail basis of charges to the same 
points of $2.154. Protestants, said the report, insisted that if a 
permit were granted, the whole westbound rail rate structure 
approved in Westbound Rates on Meats, 210 I. C. C.°13, would 
collapse. Both protesting motor and rail carriers contended 
service by motor and rail existed in the field applicant proposed 
to enter. 

The examiner said that any disposition of the issues pre- 
sented would require determination of broad matters of policy. 
Of principal importance were the questions of whether the re- 
quirements in section 209 of the motor act that a proposed 
service should be consistent with the public interest and the 
national transportation policy necessitated consideration of the 
possible effect of the service on the commercial and economic 
conditions in an industry and whether in the absence of an 
existing service by motor vehicle the fact that a comprehensive 
service was maintained by rail carriers was a controlling fac- 
tor or was without legal significance, said he. He concluded 
that the rule set forth in section 209 would seem to be with- 
out application as to the effect on an industry and that the dis- 
position of the application rested on determination as to the 
effect on a public system of transportation. His finding was 
that the proposed operation would not be consistent with the 
public interest and the national transportation policy. 


State Power Over Motor Carrier 


“A state, in the exercise of its police power, with respect 
to public safety, may deny the application of a carrier to 
operate in interstate commerce,” says Examiner W. L. Schu- 
bert in a recommended report and order in MC-1187, Cushman 
Motor Delivery Co. common carrier application, Chicago, II1., 
served Oct. 1, made on further hearing, the prior report being 
in 12 M. C. C. 676. 

“However,” continued the examiner, “a state may not 
deny an application for authority to conduct such operations 
on the ground that public convenience and necessity do not 
require it,” recommending affirmance of the prior report. 

The examiner’s conclusions, he indicated, resulted from his 
study of Buck vs. Kuykendall, 267 U. S. 307, in which he said 
the Supreme Court of the United States held that a denial 
of a certificate to Buck by the Washington Director of Pub- 
lic Works was a prohibition of competition and, as applied to 
one desirous of using the highways in interstate commerce, 
was a violation of the commerce clause of the Constitution. 
in buttressing that conclusion he said Bush vs. Malloy, 267 
U. S. 317, affirming Buck vs. Kuykendall, was similar, except 
that the transportation of property instead of passengers was 
involved. It would be seen from those cases, said Examiner 
Schubert, that the power of the state was limited as set forth 
in the quoted language. 

In this case, involving, as the state of Indiana claimed, a 
question of good faith the examiner distinguished it from 
McDonald vs. Thompson, 305 U. S. 263, in which the Supreme 
Court held that one who had been operating without authority 
from the state commission, his application having been denied, 
had not been in bona fide operation within the meaning of 
the motor carrier act. The examiner said that while at first 
glance the McDonald case appeared to be a precedent con- 
trolling the instant proceeding, there were facts present which 
distinguished the two cases. He said that in the McDonald 
case the Texas commission based its denial of a certificate on 
the grounds that operation would be detrimental to the interest 
of safety of the public, and that the question of public con- 
venience and necessity did not enter into the case. 

The denial orders of the Indiana commission, the ex- 
aminer said. were that the traffic over the highways asked for 
by the applicant was heavy, that the applicant had operate” 
over them without authority from it. and that a denial would 
not interfere with the free flow of interstate commerce. 

“It appears, therefore,” says the report, “that the Indiana 
commission denied authority to applicant, not because of the 
danger to public safety incident to operation of applicant’s 
trucks over the highways, but rather upon the ground that 
there was already sufficient facilities for such transportation 
over said highways.” 
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Citing Slagle Contract Carrier Application, 2 M. C. C. 127, 
the examiner said the Commission found in that case that it 
was not the intent of Congress to make compliance with state 
laws a condition precedent to bona fide operation on June 1, 
1935, and that the fact that an applicant, under the grandfather 
clause, had not complied with state laws, was not, by itself, 
sufficient to bar his right to authority under the motor act. He 
also called attention to Ware vs. Hylton, 3 U. S. 199, in 
which bona fide was defined as meaning a thing done rightly, 
with good faith, without fraud, or deceit, or collusion, or 
trust. He called attention to the fact that although the In- 
diana commission had denied authority to operate over roads 
whereby the applicant extended its service from Indianapolis 
into Ohio, it had accepted from it fees such as were paid by 
other carriers, the applicant’s only failure being to obtain a 
certificate, the Indiana commission merely giving it denials; 
also there was no deceit. 

The applicant operates in the commercial zones of Chi- 
cago, Cincinnati, Dayton, O., Indianapolis, Detroit and Mil- 
waukee and between those cities. The proceeding was reopened 
on the petition of the Indiana commission, after the applicant 
had received a certificate from the federal body, on the ques- 
tion of good faith. 


Coordinated Rail-Motor Service 


Elimination of the so-called fourth restriction of the 
restrictions generally imposed by the Commission in motor 
cases limiting authorized motor operations to services auxiliary 
or supplemental of rail services, as set forth in many cases, 
the leading one being Kansas City Southern Transportation Co., 
Inc., Common Carrier Application, 10 M. C. C. 221, and 28 M. 
Cc. C. 5, is suggested by Examiner James C. Cheseldine in a 
proposed report in MC 19201, Pennsylvania Truck Lines, Inc., 
common carrier application, served Oct. 1. The fourth restric- 
tion follows: 


Such further restrictions as this Commission in the future may find 
it necessary to impose in order to restrict applicant’s operation to 
service which is auxiliary to, or supplemental of, rail service. 


This restriction, Examiner Cheseldine says, is no more than 
a reservation of the right to impose any restriction found neces- 
sary to keep the operation as it has been in the past. In his 
opinion, he said, the Commission had that authority whether 
set forth in the certificate or not and that the restriction was 
unnecessary. 


In his report in the instant case, the examiner recommended 
grant of a certificate authorizing continuance of operation by 
the Pennsylvania Truck Lines, Inc. (formerly operating as the 
Pennsylvania Transfer Co.), as a common carrier of general 
commodities between points in Allegheny county, Pa., and heavy 
machinery and equipment including road machinery and struc- 
tural steel requiring special equipment and handling between 
points in Allegheny county, on the one hand, and points in Ohio 
and West Virginia, on the other; and general commodities, ex- 
cept dangerous explosives, between points in Pennsylvania, 
serving stations of the Pennsylvania Railroad and the Monon- 
gahela Railway companies. He also recommended grant of a 
certificate authorizing operation by Pennsylvania Truck Lines, 
Inc., as a common carrier of general commodities, except dan- 
gerous explosives, between certain points in Pennsylvania, serv- 
ing stations of the Pennsylvania Railroad Co. 


Though the examiner said the fourth restriction was un- 
necessary he recommended that it be imposed, substantially 
in its present form, in the instant case together with those pro- 
viding that the service by motor to be performed by applicant 
shall be limited to service which is auxiliary to, or supple- 
mental of, the rail service of the Pennsylvania and the Monon- 
gahela; and that the applicant shall not serve any point not a 
station on the rail lines of those two railroads. The restriction 
against service between or through, or to, or from more than 
one of the “named key points,” appeared to be of little value 
in connection with the Pennsylvania Truck Lines’ operations, 
he said. 


Twin Cities Area Motor Rights 


Thirty-two proposed reports, all dealing with applications 
for motor common carrier rights in transportation of general 
commodities in the so-called Twin Cities area in Minnesota, 
have been issued by the Commission, each report embodying 
recommendations by William F. O’Donnell of Minnesota, who 
constitutes joint board 145. 

He recommended grants of authority to 28 applicants and 
proposed dismissal of three applications, two of them covered 
in one report, saying the applicants had requested such action. 
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He proposed denial of one application, concluding that the ap- 
plicant’s operations were exempt from Commission regulation. 

Each of the proposed reports, served Sept. 26, said that 
“various rail carriers” opposed the application, and most of 
them showed that the Illinois-Minnesota Motor Carriers’ Con- 
ference, Inc., Northwest Tariff Bureau, Inc., Minnesota Railroad 
& Warehouse Commission, Minneapolis Traffic Association, St. 
Paul Association of Commerce, Weighley Transfer Co. and 
Cudahy Packing Co. intervened. The reports offered no dis- 
cussion of evidence presented at the hearings. 


In 23 of the proposed reports, the recommended grants of 
authority would apply to extension of common carrier rights in 
transportation of general commodities, with specified exceptions, 
between Minneaplis, St. Paul, South St. Paul, Inver Grove, West 
St. Paul, Newport, North St. Paul, Columbia Heights, Robbins- 
dale, St. Louis Park, Hopkins, Edina and Richfield, Minn., and 
the unincorporated points of Red Rock, McCarron’s Lake, Fort 
Snelling and State Fair Grounds, Minn., over irregular routes. 
Applications covered by those 23 reports were: 


MC 3563, Sub. No. 3, National Freight Lines, Inc., Chicago, Ill. 

MC 1550, Sub. No. 2, Charles Hildenbrand and Elias Hildenbrand, 
dba Advance Express, Milwaukee, Wis. 

MC 995, Sub. No. 2, Hyman Pikovsky, Aberdeen, S. D. 

MC 83042, Sub. No. 1, Knaus Truck Lines, Inc., Kansas City, Mo. 

MC 81292, Sub. No. 2, Harry E. Reynolds and Norman Nold, co- 
partners dba Tri-State Transportation Co., Sioux Falls, S. D. 

MC 78643, Sub. No. 2, George Hart, Minneapolis, Minn. 

MC 73546, Sub. No. 2, Central Wisconsin Motor Transport Co., Chi- 
cago, Ill. 

MC 71011, Sub. No. 1, Fred B. Wines, dba United Shipping Co., 
Minneapolis, Minn., operating rights herein having been purchased 
from R. D. Holt and Francis Smith, dba Smith Transit Co., St. Paul, 
Minn., applicants in MC 28181, Sub. No. 1. 

MC 60124, Sub. No. 1, Midwest Motor Express, Inc., Bismarck, N. D. 

MC 59763, Sub. No. 2, Martin G. Lange and Elmer Hanson, dba 
Hanson Transfer, Webster, S. D. 

MC 59681, Sub. No. 4, Dakota Transfer & Storage Co., Minot, N. D. 

MC 58929, Sub. No. 3, G & P. Transportation Co., Inc., Aber- 
deen, S. D. 

MC 47644, Sub. No. 2, Cornelius William Styer, St. Paul, Minn. 

MC 43475, Sub. No. 3, Glendenning Motorways, Inc., St. Paul, Minn. 

MC 35628, Sub. No. 3, Interstate Motor Freight System, Detroit, 
Mich. 

MC 29555, Sub. No. 4, Briggs Transfer Co., Whitehall, Wis. 

MC 24221, Sub. No. 3, Arthur F. Janke, Frazee, Minn. 

MC 23111, Sub. No. 2, Earl F. Schultz, dba Service Transfer & 
Storage Co., La Crosse, Wis. 

MC 11112, Sub. No. 2, Murphy Motor Freight Lines, Inc., St. Paul, 
Minn. 

MC 9921, Sub. No. 2, Matt W. Hanten and Roy Wheaton, dba West- 
ern Transportation Co., Waterton, S. D. 

MC 8964, Sub. No. 4, Witte Transportation Co., St. Paul, Minn. 

MC 7807, Sub. No. 1, Wausau Service Co., Inc., Wausau, Wis. 

MC 3575, Sub. No. 1, Bernd Trux, Inc., Chicago, III. 


In his proposed report in MC 101078, Laura I. Lee, dba Red 
Truck Line, of St. Paul, Minn., Mr. O’Donnell recommended 
authority to the applicant to transport, as a common carrier, 
commodities dealt in by wholesale grocery houses, between 
Minneapolis, St. Paul, South St. Paul and Newport, Minn., over 
irregular routes. 


As to the application in MC 101017, Peter C. Peterson, Ear] 
K. Peterson and Clarence D. Peterson, co-partners, dba Peterson 
& Sons Transfer, the joint board recommended common carrier 
rights for transportation of general commodities, with the usual 
exceptions, between Minneapolis, St. Paul, South St. Paul and 
Robbinsdale, Minn., over irregular routes. 

In MC 8878, Sub. No. 1, Cary Transfer Co., Inc., of Eau 
Claire, Wis., extension application, a certificate authorizing 
transportation of general commodities, with exceptions, between 
Minneapolis, St. Paul, South St. Paul, Newport and St. Louis 
Park, Minn., was proposed. Authority for common carrier trans- 
portation of packing house products and supplies, in truckloads, 
between Minneapolis, St. Paul, South St. Paul and Newport, 
Minn., over irregular routes, was proposed in MC 29587, Sub. 
No. 1, extension application of Zephyr Freight Lines, Inc., St. 
Paul. For Joe Cherneske, dba Cherneske Motor Transport, of 
Minneapolis, applicant in MC 45266, Sub. No. 2, authority to 
transport general commodities with exceptions between Minne- 
apolis, St. Paul and South St. Paul, over irregular routes, was 
recommended. A certificate authorizing operation by Lewis O. 
Miller, dba Alma Truck Line, of Alma, Wis., applicant in MC 
58928, Sub. No. 1, as a common carrier of general commodities 
between Minneapolis, St. Paul and St. Louis Park, over irregular 
routes, was proposed. 


The joint board’s report in MC 36191, Sub. No. 2, J. E. Ward, 
administrator of estate of D. J. Ward, deceased, dba D. J. Ward 
Transfer, of Princeton, Minn., extension application, embracing 
MC 13079, Sub. No. 1, J. E. Ward, dba Ward’s Transfer, of 
Anoka, Minn., extension, showed that applicants asked permis- 
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sion to withdraw the applications, and recommended their dis- 
missal. 

Dismissal of the application of Northern Freight Lines, Inc., 
St. Paul, in MC 71097, Sub. No. 1, was recommended, with the 
explanation that the rights and property of the applicant in this 
case had been purchased by Arthur A. McCue, dba Minnesota- 
Wisconsin Truck Line, and that McCue was seeking the same 
8 od as that sought in the instant case in MC 42380, Sub. 
No. 2. 

The joint board proposed denial of the application of O. D. 
Hall, dba A. D. T. Transfer, of Minneapolis, in MC 96122, on 
the ground that the pickup and delivery service rendered by ap- 
plicant for line-haul motor common carriers was exempt under 
section 202 (c) (2) of the act. 


SALT RATES AND STOP-OFF 


A rule proposed by an irregular route motor carrier, pro- 
viding a rule for stopping in transit for partial unloading of 
salt, between origin and destination points, says Examiner 
George A. Dahan, in a proposed report in I. and S. M-1391, 
bulk salt, Kansas to Iowa, should be found unlawful and or- 
dered to be canceled. He further says that proposed rates on 
bulk salt in truckloads from Kansas origins to destinations in 
Iowa should be found unlawful. He said the suspended sched- 
ules should be ordered to be canceled without prejudice to the 
filing of a new schedule in conformity with the views expressed 
in the report. 

The schedules under consideration were filed by George C. 
Reed, doing business as George C. Reed Transfer Co., of Elliott, 
Ia. In addition to the rule Reed, according to the report, pro- 
posed to establish new truckload commodity rates, minimum 
22,000 pounds, on bulk salt, from Hutchinson, Lyons and Ka- 
napolis, Kan., to 496 destinations in Iowa and a reduced truck- 
load commodity rate, minimum 20,000 pounds, on salt in pack- 
ages from the three Kansas points of origin to Exline, Ia., later 
withdrawn. The schedules were protested by western trunk 
line railroads. 

Reed is also a private carrier and seller of commodities 
but as to salt he transports as a common carrier of salt in 
packages. As to bulk salt he buys it on order and carries it to 
those who have ordered it through him. 

The rule the examiner said should be found unlawful, ac- 
cording to the report, was Reed’s third effort in that matter. 
He said the rule provided for the application of rates at unde- 
termined intermediate points. He pointed out that under sec- 
tion 217 of the motor carrier act, the Commission approved a 
tariff rule authorizing, after April 1, 1942, regular route car- 
riers to publish such a rule that no provision was made for 
irregular route carriers to establish such a rule. 

As to the rates, the report cited earnings figures tending 
to show that the proposed rates and earnings would be very 
low in comparison with others. 


MOTOR PROPORTIONALS IN IOWA 


For reasons set forth in Chicago and Wisconsin Propor- 
tional Rates, 17 M. C. C. 573, Examiner F. H. Schweickhardt, 
in a proposed report in I. and S. M-1588, proportional rates 
between points in Iowa, served Oct. 1, has recommended that 
the Commission find unlawful a proposal of Alvin C. Buechele, 
doing business as Buechele Transfer, of Grafton, Ia., and Ben 
C. Reibe, of Thornton, Ia., motor common carriers, to establish 
interstate proportional rates on classes 1 to 4, inclusive, be- 
tween Mason City, Ia., and seven points in Iowa within 30 
miles of Mason City. 

The proportional rates, according to the report, were pub- 
lished to apply on traffic which had arrived at such points as 
a part of a through movement from points beyond Mason City, 
or on traffic which originated at those points on respondents’ 
lines for shipment beyond Mason City. The proposed rates 
between Mason City and Meltonville, Otranto, Swaledale and 
Thornton, ranged from 5 cents, first class, to 2 cents fourth 
class, and between Mason City and Carpenter, Grafton, and 
Plymouth, they ranged from 4 cents, first class, to 1 cent fourth 
class, according to the report. They were restricted by a pro- 
vision reading “rates indicated apply as proportional rates on 
shipments originating at, or destined beyond, Mason City, Ia.” 

In Chicago and Wisconsin Proportional Rates, supra, the 
Commission found unlawful, proportional rates, lower than local 
rates, which were not restricted so as to apply on through 
movements of like units of shipments from primary origins to 
ultimate destinations. The proposed rates, substantially lower 
than the corresponding intrastate and interstate rates, the re- 
port said, were not limited to apply to shipments which were 
a part of a through movement of like units of shipment. Sched- 
ules making the proposal were filed to become effective May 
5, 1941, but were suspended until Dec. 5, 1941, on the Com- 
mission’s own motion. The examiner recommended that the 
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commission order cancellation of the proposed rates and dis- 
continue the proceeding. 


FARM SEED RATE CUTS 


In a proposed report in I. and S. M-1458, farm seeds, Fargo 
and Grand Forks, N. D., to points in Indiana, New York, Ohio 
and Pennsylvania embracing also MC C-259, farm seeds, North 
Dakota to Minnesota, and from Minnesota to Indiana, New 
York, Ohio and Pennsylvania, has recommended, as to the first 
mentioned proceeding, that the Commission find not justified 
reductions in commodity rates on seeds; and in the second 
proceeding, instituted by the Commission, that the record was 
inadequate to support a finding that the rates of motor car- 
riers on the like commodities were unreasonable or otherwise 
unlawful. 

Motor carriers in the first mentioned case, proposed, 
through the Central States Motor Freight Bureau, to reduce 
the commodity rates, based on minima of 10,000 and 18,000 
pounds. Western trunk line railroads protested saying the 
proposed lower rates would create unfair and destructive prac- 
tices and were unduly low and non-compensatory and the 
schedules were suspended. 

As to the rates covered by the suspension order the ex- 
aminer said the earnings thereunder would be exceedingly 
low. They could be defended, he said, only on an out-of-pocket 
cost or added traffic theory which was condemned by the Com- 
mission in Refrigerator Materials, Memphis, Tenn., to Dayton, 
O., 4 M. C. C. 187. In the Commission-initiated proceeding, 
the examiner said the present motor rates were on the same 
level and in some instances higher than the rail rates, min- 
imum 30,000 pounds. Motor earnings under them, he said, on 
an 18,000-pound minimum ranged from 13.8 to 19.42 cents a 
truck-mile while the rail earnings, on the 30,000-pound min- 
imum, ranged from 23.3 to 31.58 cents a car-mile. 


ASPHALTIC ROAD OIL 


No. 28617, Lee Moor Contracting Co. et al. vs. Pacific 
Electric Railway Co. et al. By Examiner Harold M. Brown. 
Rate of 52 cents a hundred pounds charged on asphaltic road 
oil, in tank-car loads, shipped since Feb. 15, 1939, from 
Crutcher, Calif., to Globe, Ariz., proposed to be found inappli- 
cable on the shipments meeting the tariff requirements for 
fuel oil, the fuel oil rate of 30 cents on such shipments pro- 
posed to be found the applicable rate, with recommendation 
that charges thereon be recomputed in accordance therewith 
based on gallonage capacity instead of track-scale weights. Ap- 
plicable rates | go ge to be found not to have been unreason- 
able. Rate of 58 cents on like traffic, as to shipments since 
Feb. 15, 1939, from Carr, Calif., to Globe proposed to be found 
not to have been unreasonable. Reparation proposed for Lee 
Moor Contracting Co. as 11 shipments meeting tariff require- 
ments for fuel oil. The examiner said the tariff specified in 
detail how fuel oil should be determined, that complainants 
had shown that some of their shipments of road oil met those 
requirements, and that under such circumstances the appli- 
cable rate on fuel oil must be accorded to those shipments. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Massachusetts (Norwood)—MC 89936, Sub. No. 1, Norwood 
Taxi, Inc., common carrier extension. Examiner Henry A. Cock- 
rum. Served Sept. 26. Certificate proposed. Passengers and 
baggage, in round-trip charter operations from Norwood to 
New York, N. Y., through Connecticut when necessary, and points 
in N. H., Me., Vt. and R. I. and return, over irregular routes, 
with no pickup or discharge of passengers en route. Thirty 
days for exceptions. 

Nevada (Reno)—-MC 102930, W. M. Bathrick, common car- 
rier application. Joint board 78. Served Sept. 27. Denial pro- 
posed. Forest products between points in California and Ne- 
vada, over irregular routes. Twenty-five days for exceptions. 

Illinois (West Union)—-MC 102769, Allen Collier, common 
carrier application. Joint board 21. Served Sept. 27. Certifi- 
cate proposed. Hay and grain from points in Clark county, 
Ill., to Terre Haute, Ind., and coal, farm machinery and furni- 
ture from specified Indiana points to points in Clark county, 
Ill., over irregular routes. Thirty days for exceptions. 

California (Greenville)—-MC 102519, James Ewing Samp- 
son, common carrier application. Joint board 78. Served Sept. 
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27. Denial, for want of prosecution, proposed. Lumber and 
timber products between points in California and Nevada, over 
irregular routes. Twenty-five days for exceptions. 

Pennsylvania (Gettysburg)—-MC 102124, Sub. No. 1, Flor- 
ence Gobrecht Reynolds, dba Florence Trucking Co., common 
carrier extension. Joint board 42. Served Sept. 27. Certifi- 
cate proposed. New uncrated furniture, from Hanover, Pa., to 
points in New Jersey and New York, and refused or rejected 
shipments in the reverse direction, over irregular routes. Thirty 
days for exceptions. 

California (Sunnyside)—-MC 102066, Charles A. Higgins, 
Jr., dba Higgins Truck Lines, contract carrier application. Ex- 
aminer Roy R. Waterbury. Served Sept. 27. Certificate pro- 
posed, on recommended finding that applicant’s operations are 
those of common carrier. Citrus fruits, citrus fruit juices, lemon 
oil, and fertilizers from and to specified points in California. 
Thirty days for exceptions. 

Indiana (South Bend)—-MC 100884, Sub. No. 1, Caravans, 
Inc., common carrier extension. Examiner Allan F. Borroughs. 
Served Sept. 27. Certificate proposed, in lieu of permit now 
held by applicant. New automobiles, new trucks and new 
chassis, in truckaway service, in initial movements, from South 
Bend to St. Louis and Kansas City, Mo., Philadelphia, Pa., and 
points in Colo., Kan., Nev. and Okla., over irregular routes. 

Indiana (South Bend)—MC 92722, Sub. No. 2, Robert R. 
Walker, common carrier extension. Examiner Allan F. Bor- 
roughs. Served Sept. 27. Certificate proposed. New automo- 
biles, trucks and chassis, in truckaway service, in initial move- 
ments, from South Bend to points in Ala., Ark., Ariz., Fla., Ga., 
La., Miss., Mont., N. M., N. C., S. C., Tenn., Tex., Wyo., and 
part of Calif., over irregular routes. 

Missouri (St. Louis)—-MC 88491, William Preusser, com- 
mon carrier application. Joint board 179. Served Sept. 27. 
Certificate proposed. General commodities, with exceptions, in 
performance of pickup and delivery service between points in 
St. Louis-East St. Louis commercial zone, over irregular routes. 

South Dakota (Yankton)—MC 80621, John Frick, Jr., com- 
mon carrier application. Joint board 185. Served Sept. 27. 
Certificate proposed. Continuance of operation, live stock and 
farm products from Yankton and points in South Dakota within 
10 miles thereof to Sioux City, Ia., and feed, tankage, and build- 
ing materials from Sioux City to Yankton and S. D. points 
within 10 miles thereof. 

Virginia (Richmond)—MC 80382, Sub. No. 4, Brooks Trans- 
portation Co., Inc., common carrier extension. Joint board 108. 
Served Sept. 27. Certificate proposed. General commodities, 
with exceptions, to and from Camp Lee and the U. S. Reforma- 
tory, near Petersburg, Va., as off-route points to applicant’s 
present regular route operations. Thirty days for exceptions. 

Pennsylvania (Reading)—-MC 72114, Sub. No. 1, Harry Z. 
Fritz, dba Fritz Moving Co., common carrier extension. Exam- 
iner A. J. Ormond. Served Sept. 27. Certificate proposed. 
Household goods between points in Berks county, Pa., on the 
one hand, and, on the other, points in Ill., Ind., N. C., S. C., and 
W. Va., over irregular routes. 

North Carolina (Charlotte)—-MC 61599, Sub. No. 29, Queen 
City Coach Co., common carrier extension. Joint board 103. 
Served Sept. 27. Certificate proposed. Passengers, baggage, 
express, newspapers and mail between Charlotte and Monroe, 
N. C., over a regular route, with service at all intermediate 
points. Thirty days for exceptions. 

Mississippi (Jackson)—-MC 42145, Sub. No. 10, Loyd Bond, 
dba Bond Motor Lines, common carrier extension. Joint board 
97. Served Sept. 27. Certificate proposed. General commodi- 
ties, with exceptions, to and from Valley, Miss., as an off-route 
points to applicant’s present regular route operations between 
Yazoo City and Jackson, Miss. Thirty days for exceptions. 


Maine (Portland)—-MC 41531, Sub. No. 1, George W. 
Hamm, common carrier application. Examiner U. E. Conlon. 
Served Sept. 27. Certificate proposed. Household goods be- 
tween Portland and points within 15 miles thereof, on the one 
hand, and, on the other, points in Conn., Mass., N. H., N. Y., 
R. I. and Vt., over irregular routes. 

New Jersey (Carlstadt)—-MC 38791, Sub. No. 7, Tuohy & 
O’Shea, Inc., contract carrier extension. Examiner B. E. Wil- 
liams. Served Sept. 27. Permit proposed. Materials, equip- 
ment and supplies used in conduct of food wholesale, retail and 
chain stores, between Delawanna, N. J., on the one hand, and, 
on the other, points in specified New York counties, Fairfield 
county, Conn., and Pike county, Pa., over irregular routes. 
Thirty days for exceptions. 

Tennessee (Memphis)—-MC 37386, E. E. Haskett, dba Blue 
Streak Express, common carrier application, embracing MC 
59659, Sub. No. 1, Zelmar Crites and Ralph Barton, dba Crites 
& Barton Freight Lines, Jonesboro, Ark., common carrier ap- 
plication. Joint board 38. Served Sept. 27. Certificate pro- 
posed in MC 37386 for continuance of operation, general com- 
modities, with exceptions, between Memphis, Tenn., and Blythe- 
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ville, Ark., over U. S. Highway 61. Certificate proposed also in 
MC 59659, Sub. No. 1, authorizing G. S. Fraps, Jr., of Jones- 
boro, as successor in interest, to continue operation as com- 
mon carrier of general commodities, with exceptions, between 
Turrell and Jonesboro, Ark., over U. S. Highway 63. 

Texas (Dallas)—-MC 36833, Sub. No. 1, American Trans- 
fer & Storage Co., common carrier application. Examiner 
Frank Hand. Served Sept. 27. Dismissal, on request of ap- 
plicant, proposed. Household goods and used office furniture 
and equipment between points in Tex., La., Ark. and Okla., 
over irregular routes. 

California (Bloomington) —MC 34082, Robert Denver 
Chaffee, common carrier application. Examiner David R. 
White. Served Sept. 27. Certificate proposed. Continuance of 
operation, fertilizer from Los Angeles Harbor to Bloomington 
and points within 30 miles thereof, over irregular routes. 
Twenty-five days for exceptions. 

New York (Elmira)—-MC 17041, Sub. No. 1, Charles J. 
Clifford, dba Clifford Motor Truck Service, common carrier 
extension. Examiner Samuel M. Badian. Served Sept. 27. Per- 
mit proposed, on recommended finding that applicant had not 
shown public need or demand for his services as a common 
carrier in the described territory, or that holding of both a 
permit and a certificate covering transportation in the same 
territory would be consistent with the public interest and na- 
tional transportation policy. Farm machinery, tractors, re- 
frigeration equipment and parts for such mechanisms, from 
Elmira, N. Y., to points in New York within 60 miles thereof; 
motor oil lubricants in containers, paper products, soda foun- 
tain supplies, and novelties, from Elmira to points in Pennsyl- 
vania within 60 miles thereof; tires, flour, and farm machinery, 
tractors, refrigeration equipment, and parts therefor, from El- 
mira to Tioga county, Pa., and wearing apparel between El- 
mira, on the one hand, and points in Bradford county, Pa., on 
the other, over irregular routes. 

lowa (Keokuk)—MC 13017, Thomas F. Talbot, dba Sinton 
Transfer, common carrier application. Joint board 54. Served 
Sept. 27. Certificate proposed. Continuance of operation, gen- 
eral commodities, with exceptions, between Keokuk, on the 
one hand, and Illinois points within 15 miles of Keokuk and 
Quincy, Ill., on the other, over irregular routes. 

Colorado (Denver)—-MC 12208, Bekins Moving & Storage 
Co., broker application. Joint board 126. Served Sept. 27. 
License proposed. Brokerage of transportation by motor vehi- 
cle of household goods, between points in Colo., Kan., Neb., 
Utah and Wyo., on the one hand, and, on the other, points 
throughout the U. S. 

Pennsylvania (Easton)—-MC 11962, Orville Hartpence, dba 
Orville Hartpence Interstate Transportation, common carrier 
application. Examiner L. B. Dunn. Served Sept. 27. Certificate 
proposed, on further hearing, for continuance of operations in- 
stituted in interim period by applicant, as to general com- 
modities, with exceptions, between Allentown, Pa., and New- 
ark, N. J., over specified routes. 

Kentucky (Lexington) —-MC 8354, Sub No. 1, John R. Gil- 
lis, dba Gillis Van Service, common carrier extension. Exam- 
iner Maurice J. Crane. Served Sept. 27. Certificate proposed. 
Horses (other than ordinary livestock) between points in Ky., 
O., Ind., Ill., Mich., Mo., Tenn., Fla., S. C., Pa., W. Va., and 
Md., on the one hand, and those in Ark., La., N. C. and Va., on 
the other, over irregular routes. Thirty days for exceptions. 


New Jersey (Newark)—MC 3647, Public Service Interstate 
Transportation Co., common carrier application. Joint board 
67. Served Sept. 27. Certificate proposed. Continuance of op- 
eration, passengers, baggage, express and newspapers over reg- 
ular routes between Greenwood Lake, N. Y., and New York 
City, between New York City (Manhattan) and Philadelphia, 
and between many New Jersey points and Philadelphia or New 
York City. 

North Carolina (Raleigh)—-MC 3257, Sub. No. 2, Carolina 
Coach Co. of Virginia, common carrier extension. Joint board 
103. Served Sept. 27. Certificate proposed. Passengers, bag- 
gage, express, mail and newspapers between Greenville, N. C. 
and the junction of U. S. Highway 258 and North Carolina 
Highway 43, over a regular route. Thirty days for exceptions. 

Illinois (Belleville)—-MC 1596, Sub. No. 2, Belleville-St. 
Louis Coach Co., common carrier extension. Joint board 135. 
Served Sept. 27. Certificate proposed. Passengers and baggage 
over an alternate route between Scott Field, Ill., and St. Louis, 
Mo. Thirty days for exceptions. 

California (San Francisco)—-MC 1511, Sub. No. 42, Pacific 
Greyhound Lines, common carrier extension. Joint board 75. 
Served Sept. 27. Certificate proposed. Passengers, baggage, 
express, mail and newspapers over specified route between 
Castroville and Prunedale, Calif., with service at all interme- 
diate points. Thirty days for exceptions. 

Indiana (South Bend)—-MC 1184, Sub. No. 2, George F. 
Burnett Co., Inc., common carrier extension, embracing MC 
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35428, Sub. No. 2, F. W. Myers, Springfield, O., common car- 
rier extension, and MC 18229, Sub. No. 4, G. O. Bolin, Cleve- 
land, O., common carrier extension. Examiner Allan F. Bor- 
roughs. Served Sept. 27. Certificate proposed in MC 1184, Sub. 
No. 2, (a) as to truckaway service of new automobiles, new 
trucks and new chassis, in initial movements, from South Bend 
to points in Del., Ind., Md., Mass., Neb., N. J., N. Y., Pa., W. 
Va, Me. M. 2... Vt,.Copn., BR. 1. Va. N. DD. S: BD. and DD: C., 
over irregular routes; (b) as to driveaway service of automo- 
bile parts when transported with the vehicle, in initial move- 
ments, from South Bend to points in Ala., Del., Fla., Ga., Ill. 
Ind., Ia., Kan., Ky., La., Md., Mass., Mich., Minn., Mo., Neb., 
N. J., N. Y., N. C., O., Okla., Pa., S. C., Tenn., W. Va., Wis., 
Ind., Me., N. H., Vt., Conn., R. I., Va., Miss., N. D., S. D., and 
D. C., over irregular routes, and (c) as to driveaway service 
of new automobiles, new trucks and new chassis, in initial 
movements, from South Bend to points in Indiana, over irreg- 
ular routes. Certificate proposed also in MC 35428, Sub. No. 2, 
(a) as to truckaway service of new automobiles, new trucks 
and new chassis, in initial movements, from South Bend to 
points in Conn., N. J., N. Y., Ind., and W. Va., over irregular 
routes; (b) as to driveaway service of automobile parts when 
transported with the vehicle, in initial movements, from South 
Bend to points in Conn., Ind., Ky., N. J., N. Y., O., and W. Va., 
over irregular routes, and (c) as to driveaway service of new 
automobiles, new trucks and new chassis, in initial movements, 
from South Bend to points in Indiana, over irregular routes. 
Certificate proposed in MC 18229, Sub. No. 4; truckaway serv- 
ice of new automobiles, new trucks and new chassis, in initial 
movements, from South Bend to points in Pennsylvania and in 
specified New York and West Virginia counties, over irregular 
routes. 

Washington (Seattle)—-MC 1147, Sub. No. 1, Herman Carl- 
son, common carrier application. Joint board 80. Served Sept. 
27. Denial proposed, on recommended finding that the act ex- 
empts such service as applicant’s, in transportation of general 
commodities in pickup and delivery service for Commission- 
regulated rail, water and motor carriers, within Seattle and 
points adjacent thereto, from regulation by the Commission. 
Twenty-five days for exceptions. . 

Missouri (Kansas City)—-MC 200, Sub. No. 14, Riss & Co., 
Inc., common carrier extension. Joint board 126. Served Sept. 
27. Certificate proposed. General commodities, with excep- 
tions, between Denver, Colo., and Denver Ordnance Plant, Rem- 
aco, Colo., over irregular routes, with no pickup and delivery 
service at Denver except on shipments moving in conjunction 
with applicant’s lines. 

Maine (Fort Fairfield)—-MC 102577, John A. Currie, com- 
mon carrier application. Joint board 115. Served Sept. 30. 
Certificate proposed. Fertilizer, in a seasonal operation, in the 
months of April, May, and June, Port of Entry at Fort Fair- 
field, to Fort Fairfield and points in Maine within 20 miles 
thereof. 

California (Sacramento)—-MC 102569, Sub. 3, Quentin 
Poggi and Jack O’Connor, dba Machinery Transportation Co., 
extension of operations. Examiner F. Roy Linn. Served Sept. 
30. Certificate recommended. Coal, points in Calif., to CCC 
camps in Calif. Twenty-five days for exceptions. 


Maine (West Newfield)—-MC 102555, Philip G. Tarbox, 
contract carrier application. Joint board 114. Served Sept. 30. 
Denial of permit proposed. Unfinished lumber, between Hiram, 
Me., and points within 15 miles thereof and Rochester, N. H. 

Maine (Portland)—-MC 102537, Vinal Rees and Laurence 
W. Steen, dba Rees and Steen, contract carrier application. 
Joint board 69. Served Sept. 30. Denial of permit proposed. 
Sugar and fruit between Boston, Mass., and points in Aroostook 
and Penobscot counties, Me., and potatoes between points in 
Aroostook county, and Boston and points in Mass., within 90 
miles thereof, over irregular routes and over a regular route 
between Boston and Fort Kent, Me. 


Maryland (Relay)—-MC 102454, The James Gibsons Co., 
contract carrier application. Examiner E. J. Murphy. Served 
Sept. 30. Permit proposed. Petroleum asphalt products which 
require heating for loading and unloading, in bulk, in tem- 
perature-controlled tank trucks, Baltimore, Md., to points in 
Va., Md., Del., and D. C. 

Utah (Price)—MC 102313, James G. Houston, common 
carrier application. Joint board 207. Served Sept. 30. Denial 
for want of prosecution proposed. General commodities, with 
exceptions, between Price and Sunnyside, Utah, and between 
Price and Hiawatha, Utah. Twenty-five days for exceptions. 

California (St. Helena)—-MC 102167, Henry T. Galusha, 
common carrier application. Examiner R. J. Burns. Served 
Sept. 30. Dismissal of application proposed at request of ap- 
plicant. Wine between points in Calif. Twenty-five days for 
exceptions. 

Oklahoma (Corn)—MC 101969, J. M. Penner and I. W. 
Reimer, dba Corn Trucking Co. Examiner F. R. Benny. Served 
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Sept. 30. Certificate recommended. Specified commodities be- 
tween points in Okla., Kan., Tex., and Mo. 

New Jersey (Carlstadt)—-MC 101936, Arnold A. Kunz, dba 
A. Kunz—Moving, common carrier application. Examiner E. 
T. Cosby. Served Sept. 30. Denial for want of prosecution pro- 
posed. Specified commodities between points in N. J., on the 
one hand, and points in N. Y., on the other. 

Missouri (Caruthersville)—-MC 101776, Sub. 2, Refiners 
Relay, Inc., extension—Trenton, Tenn. Joint board 357. Served 
Sept. 30. Permit recommended. Gasoline, in bulk, in truck- 
load quantities of not less than 3,000 gallons, Caruthersville to 
Trenton, Tenn. 

New Brunswick (Harvey Station, Canada)—-MC 101404, 
Hazen G. Patterson, common carrier application. Joint board 
115. Served Sept. 30. Certificate proposed. Pulp and fuel wood, 
ports of entry at Calais and Vanceboro, Me., to Calais and 
Vanceboro. 

New York (South Fallsburgh)—-MC 96421, Edward Stein, 
common carrier application. Examiner William J. Cave. Served 
Sept. 30. Certificate proposed on further proceedings. Pas- 
sengers and their baggage, in special operations, between South 
Fallsburgh and Monticello, N. Y., over New York highway 42, 
serving all intermediate points, with the restriction that not 
more than 6 passengers shall be transported in any one vehicle. 
Hearing on request. Thirty days for exceptions. 

Maine (Fort Fairfield)—-MC 96411, Cecil Adams, common 
carrier application. Joint board 115. Served Sept. 30. Denial 
for want of prosecution proposed. Fertilizer, in seasonal op- 
eration, in the months of April, May, and June, Perth and 
Andover, New Brunswick, Canada, to points in Aroostook 
county, Me. 

Pennsylvania (Hanover)—-MC 96384, Howard M. Mum- 
mert, common carrier application. Joint board 74. Served 
Sept. 30. Permit recommended. Such commodities as are dealt 
in by chain, retail, and mail order department stores, and 
equipment, materials, and supplies used in the conduct of such 
business, Hanover to points in Md., within 30 miles of Hanover, 
and refused, damaged, exchanged, and repossessed merchan- 
dise in the reverse direction. Hearing on request. Thirty days 
for exceptions. 

Pennsylvania (Media)—-MC 93789, Sub. 1, Wesley Still- 
well, extension—household goods. Examiner A. J. Ormond. 
Served Sept. 30. Certificate proposed. Household goods be- 
tween Media and points within 15 miles thereof, on the one 
hand, and points in Md., Mass., N. Y., N. C., R. 1, and Va., on 
the other. 

Pennsylvania (Danville)—-MC 93384, Sub. 1, Benjamin E. 
Grove, common carrier application. Examiner A. J. Ormond. 
Served Sept. 30. Certificate recommended. Automobiles, Cleve- 
land, O., Erie, Pa., and Buffalo, N. Y., in the season of open 
navigation on the Great Lakes, and from Detroit, Mich., in 
the season of closed navigation on the Great Lakes, to Dan- 
ville, Pa., and points within 20 miles thereof; Mocanaqua, Pa., 
and points within 20 miles thereof, Philadelphia, Pa., and Pauls- 
boro, N. J. 


Maine (Presque Isle)—-MC 92540, Nathan P. Stonehouse, 
common carrier application. Joint board 69. Served Sept. 30. 
Denial for want of prosecution proposed. Specified commod- 
ities between points in Me., Mass., N. H., and Canada. 


lowa (Lyman)—MC 88576, Sub. 2, Orville Eshelman, ex- 
tension—Omaha. Joint board 138. Served Sept. 30. Certifi- 
cate proposed. Live stock, grain and hay, Lyman and points 
within 15 miles thereof, to Omaha, Neb., and building material, 
live stock, and animal feed on return to Lyman and points 
within 15 miles thereof. 


New York (Johnson City)—-MC 87852, Sub. No. 1, James 
D. Brown, dba James D. Brown Transfer, extension—Johnson 
City—Binghamton. Examiner B. E. Williams. Served Sept. 
30. Certificate recommended. General commodities, with ex- 
ceptions, between Johnson City and Binghamton, N. Y. 


Illinois (Kankakee)—MC 83197, Sub. No. 1, Henry P. 
Marcotte, extension—Ohio and Michigan. Examiner. Harold 
L. Seaman. Served Sept. 30. Permit proposed. New uncrated 
furniture, Bradley and Kankakee, IIl., to points in O. and 
Mich., and damaged and rejected shipments on return. Hear- 
ing on request. Thirty days for exceptions. 


Kentucky (Bowling Green)—MC 66817, Sub. 9, A. M. 
Whitney, dba Whitney Transfer Co., Hamilton county, O., ex- 
tension. Joint board 117. Served Sept. 30. Certificate pro- 
posed. General commodities, with exceptions, between Cincin- 
nati, O., and points in Hamilton county, O. 

New York (New York)—MC 66562, Sub. 340, Railway Ex- 
press Agency, Inc., Kingsport, Tenn.-Duffield, Va., extension. 
Joint board 279. Served Sept. 30. Certificate proposed, sub- 
ject to conditions, one of which that the service be limited to 
that which is auxiliary to railway (or air) express service. 
General commodities moving in express service between Kings- 








834 


port, Tenn., and Duffield, Va., William C. Seibert, one of the 
members of joint board 279, wrote a concurring expression. 

New York (Webster)—-MC 48340, Harry Stevens, dba H. 
E. Stevens, Jr., and Son, common carrier application, embracing 
MC 11899, Sub. 1, Stevens Trucking Co., Inc., common carrier 
application. Examiner E. J. Murphy. Served Sept. 30. De- 
nial of certificate proposed on finding Stevens Trucking Co., 
Inc., as successor in interest to applicant, to have failed to es- 
tablish the right thereto under the grandfather clause. Speci- 
fied commodities between points in N. Y., Pa., N. J., Conn. and 
Mass. 

Wyoming (Pine Bluffs)—-MC 44911, Sub. 1, Charles An- 
drew Wilhelm, dba C. A. Wilhelm, extension of operations. 
Joint board 198. Served Sept. 30. Certificate recommended. 
Specified commodities between specified points in Wyo., Colo. 
and Neb. 

Oklahoma (Arnett)—MC 34553, Sub. 3, A. V. Chestnut, 
extension—Hansford and Moore. Joint board 16. Served Sept. 
30. Certificate proposed. Liquid petroleum products, in bulk 
in tank trucks, Ponca City, Okla., to points in Hansford and 
Moore counties, Tex. 

New York (Jamestown)—MC 29654, Sub. 2, George E. 
Rindosh, dba Furniture Express, extension—voting machines. 
Examiner E. J. Murphy. Served Sept. 30. Certificate recom- 
mended. Voting machines between Jamestown, N. Y., on 
the one hand, and New York, N. Y., and specified points on 
Long Island, N. Y., on the other. 

Missouri (Savannah)—-MC 13706, Sub. 6, H. L. Hornby, 
extension—Maryville, Mo. Examiner P. H. Dawson. Served 
Sept. 30. Permit proposed. Petroleum products, in tank trucks 
retining and distributing points in Kan. to Maryville, Mo. 

Washington (Spokane)—-MC 7746, Sub. 3, United Truck 
Lines, Inc., transfer of empty equipment. Joint board 45. 
Served Sept. 30. Denial of certificate proposed. Transfer of 
empty equipment between Tacoma, Wash., and Portland, Ore. 
Twenty-five days for exceptions. 

Mississippi (Corinth)—MC 921, Sub. 1, John F. Dean, 
dba Dean Truck Line, extension—U. S. highway 72. Joint 
board 4. Served Sept. 30. Certificate proposed. General com- 
modities, with exceptions, between Memphis, Tenn., and 
Corinth, Miss., over U. S. highway 72. Hearing on request. 
Thirty days for exceptions. 

New Mexico (Melrose)—-MC 102823, Noah Conner Had- 
dock, common carrier application. Joint board 87. Served 
Oct. 1. Certificate proposed. General commodities, with ex- 
ceptions, between Melrose, on the one hand, and Fields, N. M., 
and CCC camp near Fields, on the other. 

Pennsylvania (Philadelphia)—-MC 102799, Hourly Mes- 
sengers, Inc., contract carrier application. Joint board 255. 
Served Oct. 1. Permit recommended. Medical supplies and 
materials, and dental, optical, photographic, photo engraving 
and photo finishing supplies, materials, and products, between 
Philadelphia and counties in N. J. and Del. Hearing on re- 
quest. Thirty days for exceptions. 


New Mexico (Artesia)—-MC 102686, Sub. 1, Jim L. Fergu- 
son, contract carrier extension. Joint board 129. Served Oct. 
1. Permit recommended. Refined petroleum products be- 
tween Continental Oil Co., No. 7 refinery, located one mile 
east of Farmington, N. M., on the one hand, and Holbrook, 
Winslow and Flagstaff, Ariz., on the other. 


New Mexico (Hobbs)—-MC 102408, Sub. 2, J. R. Rooks 
and F. O. Donohue, dba J. R. Rooks and F. O. Donohue, com- 
mon carrier application. Joint board 33. Served Oct. 1. 
Certificate proposed. Portable houses between Hobbs, N. M., 
on the one hand, and points in N. M. and Tex., within a 200- 
mile radius of Hobbs, on the other. 


New Mexico (Hobbs)—MC 102388, Sub. 1, Jewel W. Tur- 
ner, common carrier application. Joint board 33. Served Oct. 
1. Certificate proposed. Portable houses between points in 
Eddy and Lea counties, N. M., on the one hand, and points in 
Gaines, Yoakum, Hockley, Terry, Cochran and Andrews coun- 
ties, Tex., on the other. 


Maryland (Baltimore)—-MC 96414, James F. Beitler, dba 
Beitler’s Auto Transfer, common carrier application. Examiner 
E. E. Kobernusz. Served Oct 1. Certificate proposed on fur- 
ther proceedings. Horses, other than ordinary live stock, and 
equipment and paraphernalia incidental to the transportation 
and display of horses, between points in Md., Del., N. Y., Pa., 
N. J., Va., D. C., W. Va., Ky. and S. C. Hearing on request. 
Thirty days for exceptions. 

Pennsylvania (Confluence)—-MC 94390, Allen J. M. Fike, 
common carrier application. Examiner G. P. Weiner. Served 
Oct. 1. Certificate recommended. General commodities which 
are at the time moving on bills of lading of a railway express 
company, and under its responsibility, and milk between Con- 
fluence and Friendsville, Md. 

New Jersey (Jersey City)—-MC 93759, Edward C. Hend- 
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ricksen, common carrier application. Examiner Walter W. 
Bryan. Served Oct. 1. Denial for want of prosecution pro- 
posed. Household goods and office equipment between points 
in Del., Md., Va., N. C., S. C., Ga., Fla., Mass., R. I., Conn., 
N. Y., N. J., Pa. and D. C. 

New York (Cottekill)—-MC 92562, Sub. 1, James C. Styles 
and Benjamin L. Styles, dba Styles Express, extension—house- 
hold goods. Joint board 320. Served Oct. 1. Certificate pro- 
posed. Household goods between Cottekill, N. Y., and points 
west of the Hudson River within 25 miles of Cottekill, on the 
one hand, and points in Conn. and Pa., on the other. Hearing 
on request. Thirty days for exceptions. 

Minnesota (Chandler)—-MC 88455, Sub. 1, John Prinsen, 
extension—Fenton and Battle Plain townships. Joint board 
147. Served Oct. 1. Certificate proposed. Specified commodi- 
ties between points in a specified area of Minn., on the one 
hand, and Sioux City, Ia., and Sioux Falls, S. D., and specified 
areas in Ia. and S. D., on the other. Hearing on request. 
Thirty days for exceptions. 

Tennessee (Nashville) —-MC 78632, Sub. 12, Hoover Motor 
Express Co., Inc., extension—Robertson, Mo. Joint board 179 
Served Oct. 1. Certificate recommended. Aluminum sheets and 
plates, St. Louis, Mo., to Robertson, Mo., serving the latter as 
an off-route point for delivery only, in connection with appli- 
cant’s presently authorized routes. 

Minnesota (St. Paul)—-MC 76266, Sub. 15, Merchants Motor 
Freight, Inc., extension—DeWitt, Ia., and Clinton, Ia. Joint 
board 92. Served Oct. 1. Certificate proposed. General com- 
modities between DeWitt and Clinton, Ia. Hearing on request. 
Thirty days for exceptions. 

Pennsylvania (Reading)—-MC 73599, Sam Barbera, dba 
Eagle Motor Transportation Co., common carrier application. 
Examiner L. B. Dunn. Served Oct. 1. Certificate proposed. 
Continuance of operation, general commodities, between speci- 
fied points in N. Y., Pa., N. J., and Md. 

Maryland (Baltimore)—-MC 69281, Davidson Transfer & 
Storage Co., common carrier application. Examiner Joseph B. 
Hobbs. Served Oct. 1. Certificate proposed on further hearing. 
Continuance of operations, general commodities, with exceptions, 
between points in Va., Md., Pa., N. J., Del., N. Y., and D. C.; 
between points within 20 miles of Baltimore, Md., 35 miles of 
Philadelphia, Pa., 10 miles of D. C., and 35 miles of New York, 
N. Y.; and household goods between all points in described 
states east of the Mississippi River. 

New York (Endicott)—-MC 68883, Sub.. 2, Frank S. Val- 
letta, dba Valletta Motor Trucking Co., extension—New Jersey 
points. Examiner Henry A. Cockrum. Served Oct. 1. Certif- 
icate recommended. General commodities, with exceptions, to 
and from specified points in N. J., as intermediate and off-route 
points to applicant’s regular route between Endicott and New 
York, N. Y. 

Tennessee (Kingsport)—-MC 59583, Sub. 10, The Mason & 
Dixon Lines, Inc., extension—Cleveland-Benton. Joint board 
107. Served Oct. 1. Certificate proposed. General commod- 
ities, with exceptions, between Cleveland and Benton, Tenn. 
Hearing on request. Thirty days for exceptions. 

Oklahoma (Bartlesville)—-MC 59250, Sub. 1, Albert Rollo 
McKnight, dba McKnight Storage & Moving, southern Okla- 
homa extension. Examiner F. R. Benny. Served Oct. 1. Cer- 
tificate recommended. Household goods between points in 
Okla., on the one hand, and points in Tex., and Kan., on the 
other. 

New York (New York)—MC 59141, Sub. 2, Gray Line Mo- 
tor Tours, Inc., extension—Pleasantville, N. J. Examiner E. 
T. Cosby. Served Oct. 1. Certificate proposed. Passengers 
and their baggage between the junction of U. S. highway 9 
and an unnumbered highway near Absecon, N. J., and Atlantic 
City, N. J., over that unnumbered highway from such junction 
to Pleasantville, N. J., thence over U. S. highway 40 to Atlantic 
City, and return, serving the intermediate point of Pleasant- 
ville. 

New York (Brooklyn)—MC 50033, S. D. G. Dress Deliv- 
ery, Inc., contract carrier application. Examiner A. S. Parker. 
Served Oct. 1. On further hearing, prior report, 1 M. C. C. 
748, proposed to be modified so as to authorize operation as a 
common carrier of cut dress material and trims from New 
York, N. Y., through the Holland Tunnel to Jersey City, N. J., 
thence over U. S. highway 22 to Easton and Bethlehem, Pa., 
and of dresses on hangers, from Easton and Bethlehem to New 
York, on condition that applicant request revocation of its out- 
standing permit. 

Wyoming (Dixon)—-MC 47188, Sub. 2, Wilbert LeRoy 
Jones, dba Jones Truck Line, extension—special commodities. 
Examiner R. J. Olentine. Served Oct. 1. Certificate recom- 
mended. Specified and general commodities, with exceptions, 
between points in Colo., and Wyo. 

Missouri (St. Louis)—-MC 45657, Sub. 1, Anderson Motor 
Service Co., extension of operations. Examiner P. H. Dawson. 
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Served Oct. 1. Certificate proposed. General commodities, 
with exceptions, between Indianapolis, Ind., and points within 
10 miles of Indianapolis; and between Akron, O., and points 
within 10 miles of Akron. 

Oklahoma (Bartlesville)—-MC 37203, Sub. 2, Stella Louise 
Millstead, extension—five states. Examiner F. R. Benny. 
Served Oct. 1. Certificate recommended. Household goods 
between points in Okla., on the one hand, and points in Kan., 
Tex., and Mo.,’on the other. 

Ohio (Columbus)—MC 30623, Sub. 1, Albert Rehl, Jr., ex- 
tension—Mt. Vernon, O. Joint board 27. Served Oct. 1. Per- 
mit recommended. Bar steel, iron or steel castings, engine 
parts, forgings and wooden patterns between Mt. Vernon, O., 
and Grove City, Pa. 

Arkansas (Little Rock)—-MC 14916, Sub. 2, W. D. Gill, dba 
Gill Transport Co., Camp Robinson extension. Joint board 
215. Served Oct. 1. Certificate proposed. General commod- 
ities, with exceptions, between North Little Rock, Ark., and 
Camp Joseph T. Robinson, Ark. 

New Jersey (Trenton)—-MC 12246, Rankin Johnson and 
Edward W. Lee, receivers, Trenton Transit Co., broker appli- 
cation. Examiner E. T. Cosby. Served Oct. 1. License pro- 
posed. Operation at Trenton as a broker of transportation of 
passengers and their baggage between Trenton, on the one 
hand, and points in the U. S., on the other. 

IMinois (O’Fallon)—-MC 1964, Sub. 4, Emil Friederich, dba 
Friederich Truck Service, extension—St. Louis county, Mo. 
Joint board 135. Served Oct. 1. Certificate recommended. 
Haydite, in bulk, in truckload lots, Fairview, Ill., to points in 
St. Louis county, Mo. 

New York (New York)—MC 1565, E. W. McCarthy, Inc., 
contract carrier application. Examiner Harold L. Seaman. 
Served Oct. 1. Denial of permit proposed under the grand- 
father clause. General commodities between points in Conn., 
N. J., and N. Y., and between New York, N. Y., on the one 
hand, and points in Conn., and Pa., on the other; and gold, sil- 
ver and valuable papers, by armored cars, between points in 
N. J., N. Y., and Philadelphia, Pa. 

Texas (Dallas)—-MC 1210, Sub. 4, Jay Rountree, dba 
Ozark Motor Lines, Camp Robinson extension. Joint board 
215. Served Oct. 1. Certificate recommended. General com- 
modities, with exceptions, between Little Rock, Ark., and Camp 
Joseph T. Robinson, Ark. 

lowa (Aurelia)—-MC 102840, Orlo Shank, common car- 
rier application. Joint ‘board 138. Served Oct. 2. Certificate 
proposed. Livestock and grain, from and to specified points in 
Ia., and Neb. Hearing on request. Thirty days for exceptions. 

Missouri (St. Louis)—-MC 102719, Willard Lee Krout, com- 
mon carrier application. Joint board 135. Served Oct. 2. De- 
nial for want of prosecution proposed. General commodities, 
with exceptions, between points in the St. Louis, Mo.-East St. 
Louis, Ill., commercial zone. 

Idaho (Idaho Falls)—-MC 102687, William A. Banks, dba 
Idaho Falls-Salmon Stage Line, common carrier application. 
Joint board 49. Served Oct. 2. Certificate proposed. Passen- 
gers and their baggage, and in the same vehicle with passen- 
gers, express, mail, and newspapers, between Idaho Falls and 
Salmon, Ida. Twenty-five days for exceptions. 


New York (Auburn)—MC 102453, Monroe & Davis Coal, 
Inc., common carrier application. Examiner A. S. Parker. 
Served Oct. 2. Certificate recommended. Coal, mines in 
Luzerne, Wyoming and Lackawanna counties, Pa., to points in 
n. t. 


iNlinois (Chicago)—MC 101711, Anthony C. Catena and 
George Catena, dba Catena Motor Service, common carrier 
application. Joint board 21. Served Oct. 2. Dismissal pro- 
posed on finding applicants’ motor carrier operations within 
the zone defined in Chicago, Ill., Commercial Zone, 1 M. C. C. 
673, to be collection and delivery services within terminal areas 
for which no operating authority is required by the applicants. 
Applicants operate in connection with the transportation of 
general commodities. 

South Carolina (Anderson)—-MC 100214, Sub. 3, A. R. 
Ramseur, dba Keene Transport, extension—Savannah, Ga. Joint 
board 131. Served Oct. 2. Certificate proposed. Petroleum 
products, in bulk, in tank trucks, points within 10 miles of 
Savannah, to points in S. C. Hearing on request. Thirty days 
for exceptions. 

Pennsylvania (Bridgeport)—MC 78042, Sub. 1, Frank 
Bearoff and Anthony Bearoff, dba Bearoff Brothers, extension 
—points beyond 30 mile radius of Philadelphia. Examiner A. J. 
Ormond. Served Oct. 2. Certificate proposed. Pitch, coal tar 
and asphalt products in barrels, drums or bags, and such of the 
bulk commodities as are transported in dump trucks and can 
be unloaded by dumping, from Bridgeport, Pa., and points 
within 25 miles thereof, to points in Del., Md., N. J. and D. C. 

Mississippi (Jackson)—-MC 66746, L. B. McGhee, contract 
carrier application, embracing Sub. 3, L. B. McGhee, dba L. B. 


835 


McGhee Motor Freight Lines, common carrier application. Ex- 
aminer J. L. Bradford. Served Oct. 2. Denial of certificate or 
permit proposed under the grandfather clauses as to general 
commodities between Jackson, on the one hand, and points in 
Miss., on the other. The examiner also has recommended de- 
nial of a certificate to operate as a common carrier of general 
commodities between Jackson, on the one hand, and points in 
Miss., within 100 miles of Jackson, on the other, as not re- 
quired by public convenience and necessity. 

Indiana (Crawfordsville)— MC 63676, Sub. 1, Buell E. 
Warren, extension—certain points in Kentucky. Examiner 
Herbert P. Haley. Served Oct. 2. Permit recommended. Va- 
rious commodities from and to points in Ind., Ill., O., Mich., 
Mo., Ia., and Ky., with return of rejected or defective articles 
from points to which they may be transported to the respective 
points of origin. 

Pennsylvania (Pottsville)—-MC 62350, C. D. Kahler, dba 
Speedway Carriers, common carrier application. Examiner 
Virgil J. Livingstone. Served Oct. 2. Certificate proposed. 
Continuance of operation, general commodities, with excep- 
tions, between Williamsport, Pa., and New York, N. Y., and 
between Pa. points, and wearing apparel and allied commod- 
ities between Pottsville, Pa., and points within 30 miles thereof, 
on the one hand, and Baltimore, Md., and Washington, D. C., 
on the other. 

Arkansas (Harrison)—-MC 61935, Sub. 4, Fred Wulf Jones, 
dba Fred Jones Truck Lines—Norfolk damsite extension. Joint 
board 215. Served Oct. 2. Certificate recommended. General 
commodities, with exceptions, between the junction of Arkansas 
state highway 5 and an unnumbered county road at a point 
approximately 5 miles southeast of Mountain Home and the 
Norfolk damsite, Ark., and between the Norfolk damsite and 
the junction of the access road and Arkansas state highway 5 
at a point approximately one mile northwest of Norfolk, Ark. 

Pennsylvania (Pittsburgh)—-MC 49487, Sloan L. Noel, con- 
tract carrier application. Examiner David R. White. Served 
Oct. 2. Permit proposed. Continuance of operation, specified 
commodities, between points in Pa., Ind., and O. 

Massachusetts (Chelsea)—-MC 48946, Sub. 1, General Truck 
Motor Lines, Inc., common carrier application. Examiner U. 
E. Conlon. Served Oct. 2. Denial for want of prosecution pro- 
posed. General commodities, with exceptions, between points 
in Mass., Conn., R. I., and N. Y. 

Virginia (Blackstone)—MC 44128, Sub. 8, The Transport 
Corporation of Virginia, extension—Camp Lee. Joint board 
108. Served Oct. 2. Certificate recommended. General com- 
modities, with exceptions, to and from Camp Lee, Va., as an 
additional point of origin and destination in connection with 
applicant’s presently authorized irregular route operations. 
Hearing on request. Thirty days for exceptions. 

Oregon (Portland) —MC 42487, Sub. 38, Consolidated 
Freightways, Inc., extension—Wenatchee Airport. Joint board 
80. Served Oct. 2. Certificate proposed. General commodities, 
with exceptions, between East Wenatchee and Wenatchee Air- 
port, Wash. Hearing on request. Thirty days for exceptions. 

Washington (Shelton)—-MC 40900, Sub. 1, Shelton Auto 
Transportation Co., extension— Washington highway 14-A. 
Joint board 80. Served Oct. 2. Certificate recommended. 
Passengers and their baggage, and express, mail and newspapers 
in the same vehicle with passengers, between Shelton and Bel- 
fair, Wash., over Washington highway 14-A. Hearing on re- 
quest. Thirty days for exceptions. 

Virginia (Norfolk)—-MC 32541, Sub. 2, Peninsula Transit 
Corporation, extension—Potomac River bridge. Joint board 
226. Served Oct. 2. Certificate proposed. Passengers and 
their baggage, and express and newspapers in the same vehicle 
with passengers between Potomac Beach, Va., and Newburg, 
Md. Hearing on request. Thirty days for exceptions. 

Kansas (Wichita)—-MC 31395, Sub. 2, McPherson Truck 
Line, Inc., extension—Streator, Ill. Examiner P. H. Dawson. 
Served Oct. 2. Permit recommended. Glassware, bottle caps, 
covers, and stoppers, Streator, Ill., to points in Kan., on and 
east of U. S. highway 83. 


Virginia (Richmond)—-MC 29964, Sub. 2, Cochrane Trans- 
portation Co., extension—-Camp Lee. Joint board 108. Served 
Oct. 2. Certificate proposed. General commodities, with excep- 
tions, to and from Camp Lee, Va., as an off-route point to appli- 
cants’ present regular route operations. Hearing on request. 
Thirty days for exceptions. 

Ohio (Lakewood)—-MC 20534, Bramley Storage Co., com- 
mon carrier application. Examiner Allan F. Borroughs. Served 
Oct. 2. Denial proposed on finding applicant not to be a com- 
mon or contract carrier as defined in part II of the interstate 
commerce act. Applicant sought a certificate or permit to oper- 
ate as a common or contract carrier of household goods between 
points in Ala., Conn., Del., Fla., Ga., Ill., Ind., Ia., Kan., Ky., 
Me., Md., Mass., Mich., Minn., Mo., Neb., N. H., N. J., N. Y., 
N. C., O., Okla., Pa., R. I., S. C., Tenn., Vt., Va., W. Va., Wis., 
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Ark., and D. C. The report said that applicant’s operations 
since prior to the grandfather date had been those of an 
agent or employe. 

Ohio (Norwood)—MC 18603, Norwood Transfer Co., com- 
mon carrier application. Joint board 208. Served Oct. 2. Cer- 
tificate proposed. Continuance of operation, household goods, 
between points in O., on the one hand, and points in Ind., and 
Ky., on the other. 

Texas (Marshall)—-MC 14612, Sub. 3, A. W. Dunn, dba 
Dunn Transfer Co., extension—special commodities. Examiner 
Samuel C. Shoup. Served Oct. 2. Certificate recommended. 
Steel water tanks, and materials and supplies used in the con- 
struction of steel water tanks, between points in Tex., Okla., 
La., Ark., and N. M. 

ilinois (East St. Louis)—-MC 7141, Sub. 1, Laurice J. Wil- 
kinson, common carrier application. Joint board 135. Served 
Oct. 2. Denial proposed. Grain, grain products, manufactured 
mill feeds and commercial fertilizer, in packages, East St. Louis, 
Ill., to St. Charles, Mo., and points in St. Louis county, Mo. 

Pennsylvania (Philadelphia) —MC 5101, Michael Sprein, 
common carrier application. Examiner C. H. Luce. Served 
Oct. 2. Denial of certificate or permit proposed under the 
grandfather clauses. Uncrated furniture and parts or materials 
used in the manufacture thereof, between Philadelphia, Pa., 
on the one hand, and points within a radius of 350 miles thereof 
in Del., Md., N. J., N. Y., Pa., Va., and D. C., on the other. 

Oklahoma (Tulsa)—-MC 4868, Sub. 2, May Grever, admin- 
istratrix, estate of Charles Grever, deceased, extension—boats. 
Joint board 334. Served Oct. 2. Denial of certificate proposed. 
Boats between points in Okla., on the one hand, and points in 
Mo., and Tex., on the other. 

Florida (Jacksonville)—-MC 2869, Sub. 8, Union Bus Co., 
extension—Atlanta-Marietta. Joint board 101. Served Oct. 2. 
Certificate recommended. Passengers and their baggage, and 
express, mail and newspapers in the same vehicle with passen- 
gers, between Atlanta and Marietta, Ga. Hearing on request. 
Thirty days for exceptions. 

Texas (Houston)—-MC 2226, Sub. 13, Red Arrow Freight 
Lines, Inc., extension—Texas highway 113. Joint board 77. 
Served Served Oct. 2. Certificate recommended. General com- 
modities, with exceptions, between Tivoli, Tex., and the junction 
of Texas highway 113 and U. S. highway 77, over Texas high- 
way 113. Hearing on request. Thirty days for exceptions. 

Texas (Dallas)—-MC 1210, Sub. 7, Gay Rountree, dba Ozark 
Motor Lines, Camp Robinson extension. Joint board 215. 
Served Oct. 2. Certificate reeommended. General commodities, 
with exceptions, between Hope, Ark., and the southwestern 
proving grounds located north of Hope, via state and county 
highways. 

Ohio (Cleveland)—-MC 101010, Sub. 4, Erie Railroad Co., 
Robert E. Woodruff and John A. Hadden, trustees, extension— 
Goshen, N. Y. Examiner W. E. Messer. Served Oct. 2. Cer- 
tificate proposed, subject to conditions, one of which that the 
service to be performed be limited to service which is auxiliary 
or supplemental to the Erie’s rail service. General commodities, 
between Goshen and Pine Island, N. Y.; between Goshen and 
Montgomery, N. Y.; and between Middletown and Pine Bush, 
N.. ¥. 





Fight for Coal Tonnage 


A fight among railroads for the tonnage of a coal 
cleaning plant at Mineral, Kan., is the subject matter of a pro- 
posed report by Examiner Jerome K. Lyle, in Finance No. 
13043, Northeast Oklahoma Railroad Co. et al., construction, 
operation, etc., embracing also Finance No. 13282, Missouri Pa- 
c fic trustee operation. The Santa Fe and the Missouri Pacific 
are the big figures in the matter, with the Missouri Pacific seem- 
ingly, the one that will come out of the competition with its po- 
sition not damaged, if not improved should the Commission 
adopt the examiner’s recommendations. 


The Northeast Oklahoma asked for authority to operate, 
under trackage rights, over the line of the Joplin-Pittsburg 
Railroad from Cherokee Junction to Chicopee, Kan., a distance 
of about two miles; for authority to construct a connection 
between the Joplin-Pittsburg and the Santa Fe, at Chicopee 
about 1,314 feet long; and to build a connection with industry 
tracks of the Pittsburg & Midway Coal Mining Co. at Mineral, 
a distance of about 1.6 miles. The Santa Fe intervened in 
support of the application and the Missouri Pacific in opposi- 
tion, said the report. 

According to the examiner the hearing indicated that the 
primary purpose of the title application was to enable the ap- 
plicant to obtain access to the coal preparation plant at Min- 
eral and transport coal therefrom to the proposed connec- 
tion with the Santa Fe at Chicopee. It also appeared at the 
hearing, said Examiner Lyle, that the Missouri Pacific had 
been operating over certain of the tracks of the coal company 
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and of the M.-K.-T. to the cleaning plant, without having ob- 
tained authority from the Commission. The Missouri Pacific 
application, he indicated, was to cure that situation which he 
said was brought about through a misconception of the law. 

Examiner Lyle recommended that the Commission deny the 
application of Northeast Oklahoma as not being consistent with 
the public interest or that public interest had not been shown; 
and find that the public convenience and necessity required 
the operation of the Missouri Pacific over the tracks it has been 
using and that the use was consistent with the public interest. 

Testimony for the mining company, the examiner said, 
was to the effect that the coal preparation plant operation at 
Mineral required the service of more than one trunk line be- 
cause thereby a more uniform car supply was assured. 

The sole purpose of the Missouri Pacific and the primary 
purpose of the Northeast Oklahoma, said the examiner, was 
to reach the cleaning plant. The Northeast Oklahoma, he 
added, would connect with an additional trunk line and be 
in a better position with respect to rate divisions on traffic 
from and to its new connection and also would be in a bettcr 
bargaining position with respect to its other trunk line con- 
nection. The Missouri Pacific, Lyle said, was already serv'ng 
the plant efficiently and at little expense to its over tracks 
already constructed and which otherwise would be useless. 

According to the examiner the question here was whether 
the efficient and economical service now provided at the clean- 
ing plant by the Missouri Pacific must give way to the opera- 
tion proposed by the Northeast Oklahoma, in connection with 
which two miles of track and other facilities must be con- 
structed and four miles of track rehabilitated, involving an 
immediate expenditure in excess of $74,000 and additional ex- 
penses incurred for trackage rights, or whether both carriers 
should serve the cleaning plant. The records, he said, showed 
no necessity for a duplication of routes between the cleaning 
plant and Chicopee. No advantage, he said, would accrue to 
the public from the transaction. In Galesburg & G. E. R. R. 
Co. Construction, 244 I. C. C. 470, he said division 4 denied 
an application similar in many respects to that of the Northeast 
Oklahoma. A finding he said was warranted that the applica- 
tion of the Northeast Oklahoma. if granted, would fill no 
substantial public need but would result in the unnecessary 
duplication of transportation facilities. On the other hand, he 
said, the operation the Missouri Pacific proposed would pro- 
vide all the additional transportation facilities which the terri- 
tory was shown to require at a minimum of expense, would 
be of considerable importance to the cleaning plant and would 
enable the Santa Fe to obtain its fuel requirements and a fair 
share of the other traffic originated by the mining company. 
Both proposals, Examiner Lyle said, would result in some 
increased employment, therefore no provision for the protec- 
tion of employes was necessary. 

Speaking of the Missouri Pacific application to obtain au- 
thority for trackage it had been using without authorization 
from the Commission Examiner Lyle said the purpose of the 
interstate commerce act was not penal, but the broad trans- 
portation policy of Congress enunciated therein, among other 
things, was to promote safe, adequate, economical and efficient 
service and foster sound economic conditions in transporta- 
tion and among the several carriers. The implication was that 
he would not recommend any proceeding against the Missouri 
Pac‘fic for its failure to ask for authority to use the tracks 
over which it had been operating. 


CORRECTED MOTOR REPORT 

In a corrected proposed report in MC 89374, Edwin L. Hill, 
successor of Victor E. Schwartz. common carrier application, 
served Sept. 30, joint board No. 158 has recommended that the 
Commission issue a certificate permittiny the annlicant to oper- 
ate as a common carrier of general commodities, with excep- 
tions, between Buffalo, S. D.. and Bowman. N. D., over U. S. 
highway 85, instead of over U. S. highway 87 as heretofore re- 
ported (see Traffic World, Sept. 20. p. 706). 





OILFIELD TRUCK RIGHTS LEASE 


Examiner Frank A. Clifford, of the section of finance of 
the Commission’s Bureau of Motor Carriers, has recommended, 
in a proposed report in MC F-1533, L. T. Campbell, Inc., lease, 
Jerry Smith, that the Commission authorize lease by L. T. 
Campbell, Inc., of Longview, Tex., of operating ‘rights of Jerry 
Smith, of Shreveport, La., as a common carrier of oilfield 
equipment and supplies between points in Mississippi, Arkansas, 
Louisiana, Oklahoma and Texas, for a period of five years at 
a rental of $100 a month. 


F. S. A. DENIAL ON GRAIN 
The complete title of the report on fourth section applica- 
tion No. 18948 was omitted in the Traffic World, Sept. 27, p. 
761. It was fourth section application No. 18948, grain between 
Wahpeton, N. D., and Duluth, Minn. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Trafic Bulletin.) 


In I. and S. M-1821, the Commission has suspended from 
September 29 to April 29 the operation of certain schedules as 
published in supplement 35 to tariff MF-I. C. C. No. 25, and 
others, of Central States Motor Freight Bureau, Inc., Agent, 
Chicago, Ill. The suspended schedules proposed to establish the 


following provisions as an exception to rule 12 of the National 
Motor Freight Classification: 


When a shipment moves under a through rate constructed by a 
combination of separately established rate factors (in the absence of 
a joint through rate via route of movement from point of origin to 
destination), the minimum charge provided in this item will be ap- 
plied separately to each of such rate factors published in this tariff, 
and will be in addition to the minimum charge applicable to any other 
rate factor published in any other tariffs lawfully in effect and on file 


with the Interstate Commerce Commission, used in constructing such 
through rate. 


In I. and S. M-1822, the Commission has suspended from 
September 30 until April 30 the operation of certain schedules 
as published in tariff MF-I. C. C. No. 4 of James Clyde Dean, 
dba Red River Barge Line, Plaquemine, La. The suspended 
schedules proposed to establish new joint class rates, and com- 
modity rates on 69 groups of commodities, between New Or- 
leans, La., and certain Louisiana points grouped therewith, and 
Houston, Texas and certain Texas points grouped therewith. 
The suspended rates apply from and to respondent’s dock at 
New Orleans and other Louisiana points, but include pickup 
and delivery service at Houston and other Texas points. 

In I. and S. No. 5056, the Commission, on its own motion, 
has suspended from Oct. 1 until May 1 the operation of certain 
schedules as published in supplement No. 3 to joint tariff, 
Agents W. S. Curlett’s I. C. C. No. A-719, B. T. Jones’ I. C. C. 
No. 3582, W. S. Mercer’s I. C. C. No. 509 and F. D. Miller’s 
I. C. C. No. 705. The suspended schedules propose to reduce 
the rates on cyanamid, carloads, from Niagara Falls, Ont., to 
Memphis, Tenn., and Greenville, Miss., without observing the 
provisions of section 4 of the interstate commerce act. 

In I. and S. M-1819, the Commission has suspended from 
Sept. 27 until April 27 the operation of certain schedules pub- 
lished in schedule MF-I. C. C. No. 13 of Robert Meadors, doing 
business as Meadors Transport, Fort Smith, Ark. The sus- 
pended schedules proposed to establish reduced minimum rates 
or charges on petroleum products, minimum 2,400 gallons, from 
Oklahoma to Arkansas points. 

The following, in cents a gallon, is illustrative: 


To Fort Smith, Ark, 
proposed, 24G, .75. 
24G, .60. 

G—Minimum in hundreds of gallons. 


From Cleveland, Okla.: Present, 24G, .80; 
From Tulsa, Okla.: Present, 24G, .66; proposed, 


In I. and S. M-1820, the Commission has suspended from 
Sept. 27 until April 27 the operation of certain schedules as 
published in supplement No. 3 to tariff MF-I. C. C. No. 1 of 
United Transporters of Petroleum Products, Inc., Agent, Lin- 
coln, Neb. The suspended schedules proposed to establish re- 
duced rates on petroleum products from Eldorado, Kan., to 
Humboldt, Neb., and from Baldwin, Kansas City, LeLoup and 
Topeka, Kan., and Sugar Creek, Mo., to O’Neill, Neb. The fol- 
lowing, in cents a gallon, is illustrative: 


From Eldorado to Humboldt: Present, 2500G, 1.61; proposed, 3000G, 


1.35. From Sugar Creek to O’Neill: Present, 2500G, 2.17; proposed, 
2500G, 1.96. 


G—Minimum in gallons. 


In I. and S. M-1823, the Commission has suspended from 
September 30 until October 30 the operation of certain sched- 
ules published in supplement No. 2 to tariff MF-I. C. C. No. 5 of 
W. D. Gill, dba Gill Transport Co., Little Rock, Ark. The 
suspended schedules propose to establish a new classification 
exceptions rating of 37% per cent of first class, minimum 20,000 
pounds, on hardware and numerous other articles, applicable 
between certain points in Arkansas, also between Memphis, 
Tenn., and certain points in Arkansas, in lieu of the same or 
higher classification ratings. 

In I. and S. M-1824, the Commission has suspended from 
September 30 to April 30 the operation of certain schedules 
as published in tariffs MF-I. C. C. Nos. 40 and 41 of Agent 
Everett H. Russell, Akron, O. The suspended schedules pro- 
posed to establish commodity rates and classification exceptions 
rating, from and to points in official territory, on alcoholic 
liquors and wines in lots of 40,000 pounds. 

In I. and S. 5057, the Commission has suspended from Oc- 
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tober 1 until May 1, the operation of certain schedules as pub- 
lished in supplement No. 7 to Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company’s I. C. C. No. B-7298. The sus- 
pended schedules provide transit arrangements on soya beans, 
carloads, originating in Iowa, transited at Milwaukee, Wis., 
and reshipped to destinations in Washington. 

In I. and S. 5058, the Commission has suspended from 
October 1 until May 1 the operation of certain schedules as 
published in supplements Nos. 29 and 2 to Boston & Maine 
Railroad’s tariffs I. C. C. Nos. A-3028 and A-3041, respectively. 
The suspended schedules propose to establish commodity rates 
on sugar, in carloads, from Boston, Mass., to various desti- 
nations: in Massachusetts, Maine, New Hampshire and Ver- 
mont, resulting in both increases and reductions. 

In I. and S. M-1825, the Commission has suspended from 
October 1 until May 1 the operation of certain schedules as 
published in schedule MF-I. C. C. No. 5 of Leonard C. Har- 
vey, dba Premium Coal Co., Harrisburg, Pa. The suspended 
schedules proposed to establish new and reduced minimum 
rates or charges on steel pipe couplings, cylinders, ingots, bars 
and sheets, minimum 16,000 pounds, from Harrisburg, Pa., 
to Hoboken, N. J., Brooklyn and New York, N. Y., Wilmington, 
Del., and Youngstown, O.; and on commodities dealt in by 
wholesale grocery houses, from Baltimore, Md., Egg Har- 
bor, N. J., and Huston, Del., to Harrisburg, Pa., minima 10,000 
pounds from Baltimore and Huston, and 20,000 pounds from 
Egg Harbor. 

In I. and S. M-1826, the Commission has suspended from 
October 1 until May 1 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 3 of F. P. Nelson, Winches- 
ter, Va. The suspended schedules proposed to establish a new 
commodity rate of 16 cents a 100 pounds, minimum 10,000 
pounds, on beer from Baltimore, Md., to Winchester, Va. 

In I. and S. M-1827, the Commission has suspended from 
October 2 and later, to May 2, the operation of certain sched- 
ules contained in supplements Nos. 134 and 138 to joint tariff 
MF I. C. C. No. 48 and also schedules contained in joint tariff 
MF I. C. C. No. 58 of Agent R. L. Weck, Louisville, Ky. The 
suspended schedules proposed to amend a rule governing the 
stopping in transit of shipments for partial loading or unloading 
between central and southern territories by eliminating a note 
from the rule reading: 


Shipments stopped to partially load may not be stopped for partial 
unloading. Shipments to be stopped for partial unloading may not be 
stopped for partial loading. 


PETITIONS FOR REHEARING, ETC. 


Ex Parte MC 20, trunk line territory motor carrier rates. In a fifty- 
ninth petition, Middle Atlantic States Motor Carrier Conference, Inc., 
asks reopening, reconsideration and modification of orders in connection 
with rayon fibre, N. O. I.; rayon yarn, synthetic fibre, N. O. I.; or 
synthetic fibre yarn, in bags, bales or boxes. 

Ex Parte MC 22, New England motor carrier rates. Eastern Motor 
Freight Conference, Inc., for and in behalf of its member Craft’s Motor 
Transportation, Inc., and for and in behalf of such other members as 
have an interest in the transportation of furniture from points in Ver- 
mont to destinations in the New England area involved, asks that Com- 
mission reconsider its modification of order as accomplished in its 
twenty-eighth supplemental report with relation to rates on furniture 
or furniture parts, new, wood or wood and metal combined, knocked 
down flat, folded flat, or knocked down other than flat, in boxes or 
crates, from Whitefield, N. H., and points in Vermont to all. points 
shown in Agent The New England Motor Rate Bureau, Inc.’s Territorial 
Directory MF I. C. C. No. Al0, as set forth in Item No. 30 of appendix 
to said supplemental report, and that the said modifications be further 
modified to provide for shipment of the named articles when padded 
and paper-wrapped as well as when in boxes or crates, and without the 
requirement that the said articles be ‘‘knocked down flat.’’ 

MC C-302, Morton Salt Co. vs. A. E. Adams, dba Adams Transfer 
and Storage Co., et al. Lawrence Cohen, Felix Cohen, Dave Cohen and 
Harry Cohen, dba Denver-Chicago Trucking Co., one of defendants, 
asks for striking and dismissal of complaint. 

MC F-1563, Fox & Ginn, Inc., purchase, Starbird’s Express. 
Ginn, Inc., asks dismissal of application. 

Finance No. 11915, joint application by trustees of Erie and by Erie 
for an order approving and authorizing purchase by Erie, or its suc- 
cessor in reorganization, of properties of Chicago & Erie, etc. Chicago 
& Erie asks leave to become a party to application. 

Finance No. 10992, New York, New Haven & Hartford reorganiza- 
tion. Merchants National Bank of Boston asks reconsideration of re- 
port and order of August 27 on said bank’s petition for reimbursement 
of amounts expended by it for legal services and expenses. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask relief under finding 27 to permit publication of 
the following rates in cents a 100 pounds on soda ash, in bulk or in 
packages weighing not less than 100 pounds each, carloads, minimum 
weight 80,000 pounds: From Lake Charles, La., to Palestine and Herty, 
Tex., 17 cents; to Waco and Dallas, Tex., 19 cents; and from Baton 
Rouge and North Baton Rouge, La., to Palestine and Herty, Tex., 19 
cents; to Waco, Tex., 21 cents; to Dallas, Tex., 22 cents. 

No. 28300, class rate investigation, 1939; and No. 28310, consoli- 
dated freight classification. Michigan State Millers Association con- 
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curs in prayer of petition of respondents, Class I railroads of the 
United States, for indefinite postponement of proceedings. 

No. 28369, Interstate Freight Carriers’ Conference, Inc., vs. A. T. 
& S. F. et al. Oakland Chamber of Commerce and San Francisco 
Chamber of Commerce, interveners, ask Commission to reconsider 
decision of division 2 and vacate and set aside order dated June 13 
in so far as said decision and order finds that pick-up and delivery 
commodity rates, maintained by defendants on 20,000 pound shipments 
from California to destinations in Arizona, New Mexico and Texas are 
unreasonable, and requires said defendants to establish and thereafter 
maintain on such commodities minimum rates on basis set forth in 
decision. 

No. 28653, Baugh Chemical Co, et al. vs. A. C. L. et al. Atlantic 
Coast Line, Seaboard Air Line and Southern, defendants, ask entire 
Commission to reconsider report and order of division 2 entered under 
date of August 5 and also to extend effective date of such order. 

No. 28481, P. R. Mitchell Co. vs. A. T. & S. F. et al. Complainant 
asks reopening and reconsideration by the entire Commission of report 
and findings of Commissioner Alldredge in so far as it denies repara- 
tion. 

No. 28653, Baugh Chemical Co. et al. vs. A. C. L. et al. Baltimore 
and Ohio and Pennsylvania, defendants, ask reopening for reconsidera- 
tion by entire Commission of decision of division 2 and for postpone- 
ment of effective date of order. 

Finance No. 13253, Atlantic Coast Line, abandonment. R. H. Gib- 
son, dba Gibson Paper Wood Co. of Tallahassee, Fla., asks Commission 
to extend the effective date of its order. 

MC F-1624, application of Fred Olson & Son Motor Service Co. 
for authority to purchase operating rights of David Lifschultz, dba 
Lifschultz Fast Freight. Fred Olson & Son Motor Service Co., ap- 
plicant and purchaser, asks dismissal of application. 

No. 17000, Part 2, rate structure investigation, western trunk line 
class rates; and No. 13535 et al., Consolidated Southwestern Cases. 
N. W. Hawkes, W. F. Knobeloch, E. Morris, F. Van Ummersen and 
J. A. Farmar ask leave to withdraw petitions dated February 3 and 
May 1, 1939, for modification in part of findings and orders, and ask 
that proceedings be discontinued. 


FINANCE APPLICATIONS 

Finance No. 13432. Amendment. Pacific Electric Railway Co. asks 
authority to abandon approximately 590 feet of additional trackage in 
the city of Pomona, Los Angeles, Calif., so that the abandonment will 
extend to the northwesterly property line of Park Avenue instead of 
to Pomona Junction. The purpose of the amendment, according to the 
report, is to meet the requests of people of Pomona. 

Finance No. 13470. Pacific Electric Railway Co. asks authority to 
abandon a portion of its Alhambra line in the cities of Alhambra and 
San Gabriel and in Los Angeles county, Calif., together with spurs, 
sidings and crossover, aggregating 6.217 roadway miles. According to 
the application, the applicant proposes to discontinue passenger service 
on the Alhambra line between Los Angeles and Temple City and to 
substitute motor coach service with the latest type modern motor 
coaches. The line in question, the application says, has been operated 
at a loss for several years. 

MC F-1668. Hayes Freight Lines, Inc., Mattoon, Ill., asks authority 
to issue $100,000 of common capital stock for cash, 20,000 shares at par 
value of $5 a share, so as to obtain working capital. 

MC F-1666. A. B. C. Truck Lines, Inc., Rome, Ga., asks authority 
to purchase, and temporarily to operate, operating rights and prop- 
erties of D. D. Maner, dba Maner’s Transfer, of Rome, as a common 
carrier of freight between specified points in Georgia. 


Finance No. 13463. Norfolk & Western asks authority to abandon 
its Reed Island branch, extending from the applicant’s North Caro- 
lina extension near Allisonia, Va., to Betty Baker Mines, Va., a dis- 
tance of 12.24 miles. The branch was built originally to reach iron 
ore deposits which were no longer being worked, according to the 
application. 

Finance No. 13464. Roby & Northern asks authority for abandon- 
ment and removal of its line extending from Roby, Tex., to North 
Roby, Tex., a distance of 4.67 miles. The application says the rail- 
road has been operated at a loss every year, except one, since 1924, 
and that its condition does not warrant the extensive maintenance that 
would be necessary to keep it in service. 

Finance No. 13465. Atlantic Coast Line asks authority to abandon 
its line extending from Altoona, but not including Altoona, to and 
including Astor, Fla., a distance of about 17 miles. The application 
says very little traffic is handled over the line, and what has been 
hardled has failed to pay the operating expenses by a _ substantial 
margin. 

Finance No. 13466. Union Pacific asks authority to issue, guar- 
antee and sell $13,250,000 of equipment trust certificates, series G. The 
proceeds are to be used for the acquisition of 20 high-speed freight 
locomotives, 2,000 steel box cars, 30 mixed chair cars, 30 baggage 
ears, 10 combination mail-baggage cars, and 100 steel caboose cars, 
at an estimated cost of not less than $16,562,500. 

Finance No. 13467. Boston & Maine asks authority to abandon and 
dismantle the portion of its Central Massachusetts branch between Nor- 
wottuck and Canal Junction in Hampshire County, Mass., approximately 
8.5 miles, because of no need for service as the line is paralleled by 
the Central Vermont over which applicant operates by arrangement 
with that company. 

Finance No. 13468. Boston & Maine asks authority to abandon and 
dismantle the portion of its Central Massachusetts branch between 
Forest Lake and Creamery, Mass., approximately 10.5 miles, because of 
no need for service on that line. 

Finance No. 13469. Reading Co. asks authority to abandon that 
portion of the Schuylkill and Susquehanna branch extending approxi- 
mately 1.5 miles from a point near Pine Grove to Auchenbach, in 
Schuylkill County, Pa., together with 125 feet of yard track at Pine 
Grove, 
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MC F-1667. Fred Bonifield and Alfred Bonifield, dba Bonifield 
Brothers Truck Lines, Metropolis, Ill., ask authority to purchase op- 
erating rights of Frank Russell and Donald Russell, dba Frank Russell 
& Son, West Frankfort, Il. 

Finance No. 13474. Loyalsock Railroad Co., and Lehigh Valley 
ask authority to abandon by the former, and abandon operation by 
the latter, of a portion of the branch extending from Noxen, Wyoming 
County, to Splash Dam, Luzerne County, Pa., 9.74 miles, because of 
insufficient available traffic to support the line. The application says 
the rails of the line proposed to be abandoned are needed to serve 
an ordnance depot now being constructed by the government at Ken- 
daia, N. Y. 

MC F-1669. Glendenning Motorways, Inc., St. Paul, Minn., asks 
authority to purchase the operating rights of Northwest Truckways, 
Inc., Menominee, Mich., between Chicago, Ill., and Milwaukee, Wis., 
and temporarily to operate. 


UNCONTESTED FINANCE CASES 


Report and Order in F. D. 13437, St. Paul Union Depot Co. securi- 
ties, granting authority (1) to the St. Paul Union Depot Co. to issue 
not exceeding $14,737,000 of first and refunding mortgage bonds, series 
B, and $900,000 of guaranteed notes of 1941, the bonds to be sold at 
101.25 and the notes delivered at par, with accrued interest in each 
case, and the proceeds used in connection with the redemption of 
$14,737,000 of its first and refunding mortgage bonds. Series A; (2) to 
the trustees of the property of the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co., the Chicago, St. Paul. Minneapolis & Omaha Rail- 
way Co., the Great Northern Railway Co., the trustees of the property 
of the Minneapolis, St. Paul & Sault Ste. Marie Railway Co., the Chi- 
cago Great Western Railway Co., the Chicago, Burlington & Quincy 
Railroad Co., the trustees of the estate of the Chicago, Rock Island 
& Pacific Railway Co., and the Northern Pacific Railway Co., to as- 
sume obligation and liability, jointly and severally, as guarantors by 
endorsement, in respect of the payment of the principal of and the 
interest on the bonds and notes herein authorized to be issued. Ap- 
proved. 

Report and Order in F. D. 13438, Montana, Wyoming & Southern 
Railroad Co. stock, authorizing the Montana, Wyoming & Southern 
Railroad Co. to issue not exceeding 10,000 shares of common capital 
stock without nominal or par value in exchange, on a share for share 
basis, for an equal number of shares of outstanding common capital 
stock with a par value of $100 a share. Approved. 

Petition for authority under section 210a(b) of Motor Express, 
Inc., of Cleveland, Ohio, for temporary operation of motor-carrier 
properties of Erie Freight Lines, Inc. (F. W. Coen, trustee), also of 
Cleveland, granted September 25, 1941, provided, within 15 days from 
September 25, 1941, Motor Express, Inc., shall have (1) complied with 
sections 215 and 217 of the act and rules and regulations prescribed 
thereunder, (2) instituted operations pursuant to the authority granted, 
and (3) confirmed, in writing, to the Commission, immediately upon 
commencement of operations, the date operations were commenced. 

Petition for authority under section 210a(b) of Mid-States Freight 
Lines, Inc., of Chicago, Ill., for temporary operation of motor-carrier 
properties of Southern Transit Lines, Inc., of Kansas City, Mo., denied 
September 25, 1941. 

Report and Order in F. D. 13440, Lake Superior & Ishpeming Rail- 
road Co. stock, authorizing the Lake Superior & Ishpeming Railroad 
Co. to issue not exceeding 215,000 shares of capital stock, of the par 
value of $20 a share, to be exchanged for 43,000 shares of authorized 
capital stock of the par value of $100 a share, in the ratio of 5 shares 
of the new stock for each share of existing stock, certificates for 
214,200 shares of the new stock to be distributed proportionately to 
existing shareholders in exchange for certificates for 42,840 shares 
of outsianding stock, and 800 shares of the new stock to be held for 
corporate purposes in lieu of 160 shares of the par value of $100 a 
share, provided, however, that none of this stock shall be issued until 
the applicant shall have filed in this proceeding a duly attested copy 
of the required amendment to its articles of association. Approved. 

Report and certificate in F. D. 13390, Central Railroad Co. of New 
Jersey trustees’ abandonment, permitting abandonment by the trustees 
of the Central Railroad Co. of New Jersey of part of a branch line 
of railroad in Morris County, N. J. Approved. 

Report and certificate in F. D. 13415, Boston & Maine Railroad 
abandonment, permitting abandonment by the Boston & Maine Railroad 
of a portion of its Groveton branch in Coos county, N. H. Approved. 


B. & 0. NEW CONSTRUCTION 


An application for authority to construct a new line, a 
relatively rare proceeding these days, was heard Sept. 29 by 
Examiner Nye in Finance No. 13408, application of the Balti- 
more & Ohio Railroad Co. in Pennsylvania, for authority to 
construct a line in Somerset county, Pa., about 8.3 miles long 
at an estimated cost of $562,000 to be financed out of current 
funds. The line is to serve a new coal operation of the Cambria 
Fuel Co. and is to take off from the Somerset and Cambria 
branch. 

The proposed line, according to the testimony in support 
of the application, will cross a mountainous terrain, the cost of 
the grading alone being estimated at $200,000. The witnesses 
estimated that the development would result in the production 
of 400,000 tons a year by the end of the second year, much of 
the expected production being intended for public utilities in 
the New York harbor district. The witnesses were Gayle W. 
Arnold of the traffic department, D. W. Fry, of the engineering 
force and W. D. Owens, assistant comptroller. 
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October 4, 1941 


Western Grain Rate-Break Points 


“The underlying principle adopted by the examiner in con- 
nection with directly intermediate lesser distant points than the 
short line from points beyond is contrary to and a radical 
change from the general principle of the act,” says the Mer- 
chants Exchange of St. Louis, a protestant, in exceptions to the 
proposed report of Examiner W. A. Disque in respect of fourth 
section application No. 16500 and others, grain and grain prod- 
ucts within the western district. 

The exchange says its protest is primarily addressed against 
the grant of fourth section relief over the direct line of the 
Missouri Pacific between Omaha and St. Louis, and the Bur- 
lington in Nebraska at points, Nebraska City to Rulo, inclu- 
sive, the distance via the direct line of the Missouri Pacific, 
and via the direct west side route of the Burlington being less 
than the distances from points beyond Omaha over the short 
line routes of the Wabash, Burlington and Missouri Pacific from 
Omaha to St. Louis. 

“The proposed report on this phase,’ says the exchange 
in addition to what is quoted in the first paragraph, “indicates 
a desire to evade the real issue, and pass the subject as of 
slight importance. The Merchants Exchange does not oppose 
granting fourth section relief over routes that exceed the short 
line distances. Our objections go only to granting relief over 
one or more of the short rate making lines. The carriers evi- 
dently feel that the flat rate promulgated by the Commission 
from Fremont, Neb., to St. Louis over the several routes, Fre- 
mont, Neb., to Omaha and over the lines of the Wabash, Bur- 
lington and Missouri Pacific from Omaha to St. Louis is rea- 
sonable, as they are published and these carriers are seeking 
relief from section 4 of the act to continue to publish and pro- 
tect this rate over routes through Iowa and Illinois, also over 
routes from Omaha through Lincoln and Beatrice, Neb., and 
through Belleville, Manhattan and Topeka, Kan., some of which 
routes to St. Louis are practically double the distance from 
the points involved to St. Louis. We do not take issue with 
the carriers on these routes, but believe if the railroad man- 
agement believes the rates hign enough for participation via 
the long route that those railroads should be permitted to 
participate.” 

In his report Examiner Disque said that some ideas dif- 
ferent from those heretofore consistently followed by the Com- 
mission in fourth section proceedings might have to be fol- 
lowed in this proceeding, if the present grain rate structure, the 
long existing business practices of dealers and processors were 
to be protected. Grain rates, he said, were made to fit the 
grain traffic and with due disregard for some of the ordinary 
rules of rate making. For that reason, he said, the same policy 
should be followed in dealing with fourth section questions 
arising out of the grain adjustment. 

The exchange said it did not believe the Commission de- 
liberately ignored any of the “ordinary rules of rate making,” 
as it certainly promulgated rates within the law. The same, 
said the exchange, should be true with the granting of fourth 
section relief. It expressed the thought that it was not within 
the power of the Commission to ignore the act. The exchange 
suggested the disregard of the fourth section, if any, grew out 
of the misconstruction placed on the Commission’s decision 
and that the rule in the Delmar case, 283 U. S. 686, should be 
used. That rule is that where two constructions of a written 
contract are possible, preference will be given to that which 
does not result in violation of law. It said the Commission 
should deny relief thereby creating no departure from the 
interstate commerce act. 


SMOKY MOUNTAIN ABANDONMENT 


The Commission, by division 4, has permitted the Ten- 
nessee Valley Authority to intervene in Finance No. 13121, 
application of the Smoky Mountain Railroad for permission 
to abandon the line of railroad extending from Sevierville to 
Vestal and to abandon operation between Vestal and Knoxville, 
Tenn., over the line of the Southern Railway Co. At the 
same time the Commission permitted the intervention it made 
public a petition of the TVA asking further hearing in the 
case, 

At the present time, the TVA said the southeast was 
threatened with a shortage of power which was necessary for 
the production of aluminum and other materials essential to 
the national defense. It said it was engaged in a construc- 
tion schedule of an emergency nature designed to increase 
Substantially the available supply of power within the shortest 
possible time, pointing out that among the projects was the 
Douglas project, located on the French Broad River near Dan- 
dridge, Tenn. The Douglas project, it added, if authorized 
Promptly, could be completed in 1943. The site of the project 
is about 3% miles from the line of the Smoky Mountain, the 
most feasible method of transporting construction material and 
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equipment to the dam site being over the Smoky Mountain to 
a point near Dandridge, Tenn., thence by means of an access 
track connecting the Smoky Mountain and the Douglas dam 
site. 

Abandonment of the Smoky Mountain at this time, the 
TVA said, would not be in the interest of the national defense 
since its continued operation was necessary to insure delivery 
of materials and equipment to the Douglas dam site, the con- 
struction of which has been recommended as a national de- 
fense measure by the Office of Production Management. The 
TVA estimated that approximately 350,000 tons of material 
and equipment required in the construction would be trans- 
ported over the Smoky Mountain. 


Ex-Barge Grain Proportionals 


Replying in behalf of western carriers to the petitions for 
rehearing and reargument by the Chicago protestants and oth- 
ers, in I. and S. No. 4718, grain proportionals, ex-barge to of- 
ficial territory, attorneys for western railroads assert there is 
no continuity in the movement of Illinois River grain through 
Chicago to the east. They remark, also that the Chicago 
protestants concede there is no such continuity, either in fact 
or by fiction, and further concede that a transit tariff does not 
create a fictional continuity at Chicago in the movement of 
Illinois River grain. 

While the Illinois River grain is at rest in the elevators of 
shippers at Chicago, they further observe, it is not in the pos- 
session of any carrier. If moved thereafter in commerce which 
has been subjected to regulation by Congress, they say its 
transportation status while at rest and in the elevators is that 
of any other local shipment. Not until after weeks or months 
after being lodged in elevators, it is further pointed out, is a 
portion of the Illinois River grain shipped to the east by rail. 
A further point is that the grain at Chicago is not loaded from 
the river into cars. 

Protestants remark the western railroads do not explain 
why proportional rates from Chicago properly may be applied 
on grain in storage which theretofore was brought to Chicago 
in intrastate commerce by river when it would be unlawful to 
apply the same proportional rates on the same grain in storage 
if it had moved to Chicago from the same point in intrastate 
commerce by rail or by truck. In addition they declare the 
Chicago protestants concede that the Illinois River grain on 
which they demand the application of proportional rates when 
it moves out of Chicago elevators by rail, is not in transit while 
at rest in the elevators and that the transit tariff, by its own 
specific terms, does not apply to Illinois River grain. 

As to rates on file with the Commission, by Mr. Mechling, 
one of the river carrier men, the brief says they should be 
stricken from the Commission’s files, citing in support of that 
the Commission’s decision in Proportional Grain between Fed- 
eral Barge Line Ports, 225 I. C. C. 62. In the tariffs there in 
question, according to the brief, the government barge line at- 
tempted to publish so-called proportional port-to-port water 
rates. The Commission found, said the brief, that there was 
no common arrangement for continuous carriage with the rail 
lines and that it had no jurisdiction over proposed rates, and 
they were ordered stricken from its files. 

In addition to that the western carriers say that Mr. Mech- 
ling, in an application to the Commission under the water car- 
rier part of the interstate commerce act, “claims exemption 
for any transportation of commodities in bulk, when not more 
than three of such commodities only are transported in a single 
tow. 


MOTOR FINANCE CASES 


No. MC F-1089, Hayes Freight Lines, Inc.—lease—Hayes Freight 
Lines, Inc., of Indiana. Purchase by Hayes Freight Lines, Inc., of 
Mattoon, Ill., of operating rights of Hayes Freight Lines, Inc., of In- 
diana, of Indianapolis, Ind., approved and authorized, subject to con- 
dition. 

Petition for authority under section 210a(b) of J. M. English, do- 
ing business as J. M. English Truck Line, of Houston, Tex., for tem- 
porary operation of motor-carrier properties of Charles Perrin, of 
Harvey, La., granted September 26, 1941, provided, within 15 days 
from September 26, 1941, J. M. English, doing business as J. M. English 
Truck Line, shall have (1) complied with sections 215 and 217 of 
the act and rules and regulations thereunder, (2) instituted operations 
pursuant to the authority granted, and (3) confirmed, in writing, to 
the Commission, immediately upon commencement of operations, the 
date operations were commenced. 

No. MC F-1408, Pacific Motor Trucking Co., purchase—A. D. 
McKeeby, embracing No. MC F-1457, Pacific Motor Trucking Co., pur- 
chase—Bertha I. Danenhauer et al. Application of Pacific Motor Truck- 
ing Company, of San Francisco, Calif., for authority to purchase op- 
erating rights and property of A. D. McKeeby, of Bisbee, Ariz., doing 
business as Bisbee Transfer and Storage Company, dismissed. Pur- 
chase by Pacific Motor Trucking Company of operating rights and 
property of S. A. Morales, Matt Danenhauer, and Bertha I. Danenhauer, 
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of Clifton, Ariz., doing business as Morales Freight Lines, approved 
and authorized, subject to conditions. 

MC F-1539, M C M Truck Lines, purchase—William E. Teachworth, 
embracing No. MC F-1574, R. C. Combs, purchase—William E. Teach- 
worth. Purchase by M G M Truck Lines, of Houston, Tex., of certain 
operating rights and property of William E. Teachworth, also of Hous- 
ton, doing business as Teachworth Truck Line, approved and authorized, 
subject to condition. Purchase by R. C. Combs, of Houston, doing 
business as Combs Truck Line, of certain operating rights of William 
E. Teachworth, doing business as Teachworth Truck Line, approved 
and authorized, subject to condition. 

No. MC F-1377, Thomas E. Marr, control—Citizens Truck Company, 
Ltd., embracing No. MC F-1472, Union Transfer & Storage Company of 
Los Angeles, purchase—Citizens Truck Company, Ltd. Application of 
Thomas E. Marr, of Los Angeles, Calif., for authority to acquire con- 
trol of Citizens Truck Company, Ltd., also of Los Angeles, denied. 
Purchase by Union Transfer & Storage Company of Los Angeles, of 
Santa Monica, Calif., of operating rights of Citizens Truck Company, 
Ltd., approved and authorized, subject to condition. 

No. MC F-1655, Karn’s Transfer, Inc., purchase—Charles C. Moyer. 
Petition for authority under section 210a(b) of Karn’s Transfer, Inc., 
of Hazleton, Pa., for temporary operation of motor-carrier properties 
of Charles C. Moyer, of Wilkes-Barre, Pa., granted September 30, 
1941, for 180 days, provided, within 15 days from September 30, 1941, 
Karn’s Transfer, Inc., shall have (1) filed with the Commission three 
conformed copies of a lease agreement embracing the terms of the 
lease authorized under section 210a(b), (2) complied with sections 
215 and 217 of the act and rules and regulations prescribed thereunder, 
(3) instituted operations pursuant to the authority granted, and (4) 
confirmed, in writing, to the Commission, immediately upon commence- 
ment of operations, the date operations were commenced. 

No. MC F-1367, Alabama Stages, Inc.—consolidation—Capital Motor 
Lines, et al.; Capital Motor Lines, et al.—control—Alabama Stages, 
Inc. 

Application for authority to consolidate certain operating rights 
and properties of Capital Motor Lines, Montgomery, Ala., J. R. Crow, 
doing business as Troy-Elba-Dothan Bus Line, Troy, Ala., and H. K. 
Livingston, doing business as Montala Coaches, Montgomery, Ala., 
denied. 

Application, in all other respects, dismissed. 

No. MC F-1559, B. F. Walker, Inc.—purchase—H. E. Blue. 

Purchase by B. F. Walker, Inc., of Fort Worth, Tex., of operating 
rights of H. E. Blue, of Wewoka, Okla., approved and authorized, 
subject to condition. 

No. MC F-1562, Rudolph E. Hoerler, et al.—purchase—Bruno T. 
Bisceglia, et al. 

Purchase by Rudolph E. Hoerler, Wm. G. Wahl, and J. Hills 
Wythe, partners, of San Jose, Calif., doing business as Security Truck 
Line, of operating rights and property of Bruno T, Gabriel A., and 
Joseph A. Bisceglia, partners, also of San Jose, doing business as 


B-Line Transport Company, approved and authorized, subject to 
condition. 

No. MC F-1530, Consolidated Freightways, Inc.—purchase—R. A. 
Davis. 


Purchase by Consolidated Freightways, Inc., of Portland, Ore., of 
operating rights of R. A. Davis, of Ontario, Ore., approved and author- 
ized, subject to condition. 

No. MC F-1608, Massachusetts Northeastern Transportation Co.— 
purchase—E. Belle Boyd and Samuel F. Boyd, Jr. 

Purchase by Massachusetts Northeastern Transportation Co., of 
Merrimac, Mass., of operating rights and property of E. Belle Boyd 
and Samuel F. Boyd, Jr., partners, doing business as Granite State 
Lines, of Newton, N. H., approved and authorized, subject to condi- 
tion. 

No. MC F-1609, Roadway Transit Co.—purchase—Willard Lutz. 

Petition for authority under section 210a(b) of Roadway Transit 
Co., of Dearborn, Mich., for temporary operation of motor carrier 
properties of Willard Lutz, of Rochester, N. Y., granted Oct. 2, 1941, 
provided within 15 days from Oct. 2, 1941, Roadway Transit Co. shall 
have (1) filed with the Commission three conformed copies of a lease 
agreement embracing the terms of the lease authorized under section 
210a(b), (2) complied with sections 215 and 217 of the act and rules and 
regulations prescribed thereunder, (3) instituted operations pursuant 
to the authority granted, and (4) confirmed, in writing, to the Com- 
mission, immediately upon commencement of operation, the date opera- 
tions were commenced. 


SIGNAL SYSTEMS 


The Northern Pacific has filed applications with the Com- 
mission for approval of proposed modifications of signal sys- 
tems or devices under section 25(b) of the interstate commerce 
act. Any interested party desiring hearing should advise the 
Commission and applicant in writing within 20 days from Sep- 
tember 26. 

The Cleveland, Cincinnati, Chicago and St. Louis; Chicago, 
Rock Island & Pacific; Georgia & Florida; Southern Pacific; 
Missouri Pacific; New York, Chicago and St. Louis; Boston and 
Albany; Chicago, Burlington & Quincy; Gulf, Colorado and 
Santa Fe; Pennsylvania; Detroif, Toledo & Ironton (amended 
application superseding application covered by public notice 
issued June 21, 1941); Northern Pacific have filed applications 
with the Commission for approval of proposed modifications of 
signal systems or devices under section 25(b) of the interstate 
commerce act. Any interested party desiring hearing should 
advise the Commission and applicant in writing within 20 days 
from September 27. 

Pennsylvania and New York Central have filed applications 
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with the Commission for approval of proposed modifications 
of signal systems or devices under section 25 (b) of the inter- 
state commerce act. Any interested party desiring hearing 
should advise the Commission and applicant in writing withi: 
20 days from September 30. 

Chicago & Western Indiana and Belt Railway of Chicago 
have filed applications with the Commission for approval of 
proposed modifications of rules, standards and instructions pre- 
scribed by order of April 13, 1939, under section 25 (c) of the 
interstate commerce act. Any interested party desiring hear- 
ing should advise the Commission and applicant in writing 
within 20 days from September 30. 

The Texas & Pacific; Chesapeake & Ohio; Northern Pa- 
cific; and Terminal Railroad Association of St. Louis have 
filed applications with the Commission for approval of pro- 
posed modifications of signal systems or devices under section 
25 (b) of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission and applicant 
in writing within 20 days from October 1. 

The Texas & Pacific has filed an application 
Commission for approval of proposed modification of rules, 
standards and instructions prescribed by order of April 13, 
1939, under section 25 (c) of the interstate commerce act. Any 
interested party desiring hearing should advise the Commis- 
sion and applicant in writing within 20 days from October 1. 

The New York Central; Erie; Northern Pacific; Southern; 
Chicago & North Western; Pennsylvania have filed applications 
with the Commission for approval of proposed modifications of 
signal systems or devices under section 25 (b) of the interstate 
commerce act. Any interested party desiring hearing should 
advise the Commission and applicant in writing within 20 days 
from October 2. 


with the 


Motor Service in New York Zone 


A brief in behalf of the section of law and enforcement of 
the Commission’s Bureau of Motor Carriers in MC C-265, Serv- 
ice Transportation Co.—contracts, agreements and arrange- 
ments with certain shippers, a Commission-initiated inquiry, 
recommends that Examiner Parker who took the testimony 
find that in the arrangement between the carrier and certain 
shippers for transportation between the New Jersey and New 
York parts of the New York commercial zone are in violation of 
sections 217 (b) and 222 (c) of the motor carrier act. 

The arrangements under investigation are between the 
carrier, on the one hand, and Sloane-Blabon Corporation, 
Philco Corporation and Philco Radio-Television Corporation, 
on the other. They provide for transportation between Secaucus, 
N. J., which is in the New York commercial zone and New 
York itself and within New York, on what might be inferred 
from the drayage tickets that are used, to be drayage within 
the zone. Equipment of the carrier and the shippers is used in 
the transactions, the condemnation of which is recommended 
by the law and enforcement section, the charges for the service 
being admittedly less than rates published by transportation 
company in an agency tariff. The transportation company also 
publishes a tariff of its own. 

The section’s brief says the examiner should find that the 
practices result in reducing the applicable tariff rates and 
charges of Transportation Service Co. and the granting 
and receiving of rebates and concessions; and in violation of the 
provisions of the law forbidding preference and prejudice. 

Issuance of a cease and desist order is recommended; also 
the retention of jurisdiction to make other appropriate orders 
gg necessary to bring about a cessation of violations of the 

aw. 

In a brief by the Service Transportation Co. it is contended 
that as there is no common control, management or arrange- 
ment among the respondents for continuous shipment to or 
from without the municipalities within the New York commer- 
cial zone the transportation is exempt from regulation and 
that the transportation is not interstate within the meaning 
of the law. The giving or receiving of rebates is denied. The 
brief said the proceeding should be discontinued. 

In a brief for itself and its subsidiaries, the Philco Corpora- 
tion contends, among other things, that they have the right to 
contract privately for the transportation of freight between 
Secaucus and New York at agreed rates differing from the pub- 
lished interstate rates referred to between those points. 


MILWAUKEE EQUIPMENT FINANCING 


An application has been filed with the Commission, in 
Finance No. 13471, by trustees of the Milwaukee for authority 
to issue, and assume obligation and liability therefor, $2,744,000 
of equipment trust certificates, series “W.” It is unusual in 
the sense that, according to the applicants, the proceeds of the 
proposed issue are to be used to finance not to exceed 50 per 
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cent of the cost of new equipment, estimated at $5,488,750. 
Generally, the railroads have been requesting authority to issue 
equipment trust certificates so as to finance 70, 80 or even 90 
per cent of the cost of equipment. 

As to the Milwaukee, in this application, the remaining 
cost of the equipment, not less than 50 per cent, will be financed 
by the advance rental payments which the applicants will make 
in accordance with the provisions of an equipment lease. The 
equipment is to consist of 1,000 40-foot 6-inch all-steel box 
cars, 500 40-foot 6-inch all-steel automobile cars, equipped with 
wide doors, 500 50-ton self-clearing hopper coal cars, and 25 
steel cabooses. In case the cost of the equipment shall not 
amount to at least $5,488,000, says the application, there will 
be subjected to the equipment lease and trust agreement suffi- 
cient other new standard gauge railroad equipment, approved 
as to character by the applicants, so that the aggregate cost 
of all the trust equipment will be at least $5,488,000. The cer- 
tificates are to be dated as of Nov. 1, 1941, will mature in 14 
equal semi-annual installments of $196,000, beginning May 1, 
1942, and ending Nov. 1, 1948, and will bear dividends at a rate 
to be determined by the bid of the successful bidder. The need 
for additional equipment, according to the application, is to 
handle increases in traffic incident to the national defense 
program. 


Certificate Revocation Modes 


The entire Commission listened to arguments lasting about 
two hours Oct. 2, in MC 16670, Smith Bros. revocation of cer- 
tificate, as to whether a certificate held by a common carrier 
was automatically revoked by reason of a condition in the cer- 
tificate saying it would become void through failure of its holder 
to operate or whether it was necessary for the Commission to 
conduct a proceeding looking to revocation. The arguments 
were made by F. B. Ennis, for Smith Brothers, operating be- 
tween Nashville, Tenn., and Chicago, Ill., and R. B. C. Howell, 
for Adkins Transfer Co., another line also operating between 
the cities mentioned. The Wilson Truck Co. is operating the 
Smith line which went through receivership, the president of 
the Wilson line having provided some money for continuance 
of operation by the Smith line after the Commission had denied 
an application of Wilson line for authority temporarily to 
operate the Smith line. 

Issues were *not very clearly drawn and at times the at- 
torneys did not appear to be discussing the same subject. Many 
questions came from the bench and answers to them in several 
instances did not appear to be responsive, Commissioner Aitchi- 
son expressing the wish that Mr. Howell would be more direct 
with him. In answer to a question as to what was the position 
of Adkins Transfer Co. Mr. Howell said it was that the Wilson 
Truck Co. had no right to operate the Smith lines by reason of 
transactions between the president of the Wilson line and the 
receiver of Smith Bros. Mr. Howell was subjected to consider- 
able questioning from the bench as to why his interest had not 
intervened in the proceedings before the chancery court han- 
dling the affairs of Smith Bros. Mr. Howell said he thought his 
interest would not have what in law or equity would be deemed 
an interest in the chancery court proceedings which resulted 
in the receivership and that it should proceed before the Com- 
mission. 

The question as to whether the certificate did not provide 
for its own revocation because of failure to operate under it 
arose from the fact that it was admitted that Smith Bros. did 
not continuously operate under their certificate. One such inter- 
ruption, according to Mr. Ennis, resulted from the Smith truck 
becoming mired and could not be extricated for about ten days. 

Commissioner Aitchison asked several times whether it 
was not a case of the Adkins Transfer Co. endeavoring to pre- 
vent competition to which Mr. Howell made the answer that 
the objection was to the manner in which the receiver carried 
on the operation of the insolvent line. Another contention was 
that the order of the Commission, by division 5, had not been 
complied with. 


RIGHTS UNDER A STATE CERTIFICATE 


_ In a brief for the applicant in MC 31326, Sub. No. 1, ap- 
plication of M & M Truck Lines, Inc., Akron, O., for a certifi- 
cate of registration, under the motor carrier act, so as to 
authorize that carrier, holding a grandfather certificate under 
Oh‘o law, to carry interstate freight under his Ohio certificate, 
Charles R. Iden, of Akron, discusses that phase of motor reg- 
Wation. It is his contention that the applicant is entitled to 
a registration of its certificate because M & M Truck Lines, 
as the successor of C. J. Colgrove, by undisputed chain of title, 
is entitled to registration by the federal body of that certificate 
granted to Colgrove in 1923 when Ohio began regulating motor 
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transportation under a statute which was later followed closely 
by Congress when it passed the motor carrier act. 

In the hearing on the application, the brief points out, 
against the protest of the applicant, a witness was permitted 
to testify, as an expert, that, in his opinion, the applicant had 
no right to transport interstate traffic. The applicant agreed 
with that, although the brief observes the witness was a rate 
man, and that what it was asking was that its Ohio authoriza- 
tion be registered by the Commission, as provided in the motor 
carrier act, so that it would have the right to carry such traffic. 


N. Y. C. Rail Lease 


The New York Central and the Chicago, Attica & South- 
ern, by a joint application in Finance No. 5690, application 
of the New York Central for authority to acquire control, 
under lease, of the railroad systems of the C. C. C. & St. L., 
the Michigan Central, and the Chicago, Kalamazoo & Saginaw, 
have asked the Commission to enter a supplemental order 
modifying the terms of the condition in its report of Jan. 
14, 1929, in such a manner as no longer to require that the 
N. Y¥. C. offer to acquire the property of the Attica. The 
Attica, by its receiver, Charles F. Propst, asks that its in- 
tervention in the proceeding be terminated and its proposal 
for inclusion in the New York Central system be withdrawn. 

In its report the Commission found, among other things, 
that the authorization of the unification should be on the 
condition that before the proposed leases by which the uni- 
fication was to be accomplished should become effective, the 
N. Y. C. should offer to acquire, among other properties, the 
railroad of the Attica for a consideration equal to the com- 
mercial value of that property as “determined by agreement 
between the parties or by arbitration, subject to approval by 
the Commission.” 

According to the joint application, the N. Y. C. and the 
Attica have reached an agreement under which the Attica 
can obtain additional through or overhead traffic. This agree- 
ment was reached, the application says, “with a view of 
maintaining independent operation of the Attica and develop- 
ing a feasible alternative to the acquisition” of the Attica 
by the N. Y. C. It provides for the publishing and putting 
into effect of through routes, with standard prorating ar- 
rangements, via the Attica, and is on condition that the 
N. Y. C. is relieved of the obligation to offer to acquire the 
Attica. It is estimated that additional gross revenues of 
$100,000 a year will accrue to the Attica and that independent 
operation of the Attica will be continued since the increased 
revenues will enable the Attica to continue to serve its local 
patronage. 


‘If said agreement is not effectuated and the Central 
is required to acquire the Attica,” says the application, “the 
Central asserts that all or substantially all of the present 
overhead traffic will be lost to the line, and that the probabili- 
ties are that the remaining local traffic will be so light as 
to warrant abandonment, in the public interest, of most of 
the line to avoid the imposition of an unreasonable burden 
of maintenance upon the Central. . . It is understood and 
agreed that the Central is under no obligation to continue 
said routes if the Attica is acquired by or otherwise unites 
with another railroad so that it ceases to be operated as an 
independent line.” 


Express Invading Freight Field 


Using exceptions to a recommended report in applications 
of the Railway Express Agency, Inc., for certificates authoriz- 
ing extensions of operations as a common carrier by motor 
vehicle in the transportation of general commodities in inter- 
state or foreign commerce for that purpose, Keeshin Motor 
Express, Inc., urges that neither the Railway Express Agency, 
Ire.. nor the Railway Express Motor Transport. Inc., its 
wholly owned subsidiary, be permitted to engage in the freight 
business or be permitted to render a freight service unless 
and until it has complied with the law in every respect. That 
compliance. says Keeshin, should include a proper showing 
as to public convenience and necessity. 

“We further urge,” says Keeshin, “that any authority is- 
sued to it or its subsidiary to engage in the express business 
and render an express service by motor vehicle. should contain 
conditions in the certificate itself that will definitely limit its 
service to that of express in terms that are clear and con- 
clusive with a sufficient and adequate definition of such service 
provided in such manner that the Agency and its subsidiary 
can not engage in the freight service under the guise of render- 
ing an express service.” 

These requests are made in an exception to the report and 
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order recommended by joint board No. 117, composed of E. J. 
Nolan of Ohio in MC 66562 and several sub-numbers, by the 
Railway Express Agency, Inc. The exception, says Keeshin, 
a protestant, does not disagree with the recommended report 
and order to the extent it deals with the proposed service of 
the applicant. However, it adds, the report does not deal with 
one of the most serious aspects of the service that is recom- 
mended to be authorized and that it is for the purpose of again 
directing the Commission’s attention to that particular aspect 
that the exception is filed. The exception points out that the 
joint board said that “it should be noted, however, that one 
of the principal issues relates to the definition of ‘expres busi- 
ness.’”’ Keeshin says that nowhere in Railway Express Agency, 
Inc., Determination of Status, 21 M. C. C. 161, or in any other 
case so far as the protestant can determine, is there a clear 
and precise definition of “express business” or “express trans- 
portation” clearly and unmistakably distinguishing it from 
“freight business” or “freight transportation.” The exception 
says that since the railway express business has been con- 
centrated into one agency for the purpose of rendering express 
service or express transportation, the railroads, in connection 
with their freight business have little or no difficulty in compet- 
ing with express service because the railroads own the agency, 
“the one and only agency or company that rendered express 
service today as it was ordinarily understood and looked on.” 

Keeshin said the applicant constantly insisted that further 
restrictions were unnecessary because it had no intention of 
invading the freight field. 

“That may be true,” says Keeshin, “and we do not wish 
to imply insincerity, but we do wish to point out that on dif- 
ferent occasions express rates have been manipulated and 
lowered in such a manner that it has amounted to the inva- 
sion of the field of freight transportation, not only freight 
traffic as handled by railroads, but also as handled by motor 
carriers and often such rates are established to meet motor 
competition.” 

It cited rates into and out of Chicago showing that on fish, 
fresh, frozen, smoked, dried, salted, pickled, or otherwise pre- 
served or cured maintained by the railway agency that were 
the same as those maintained by motor freight carriers and 
some even lower than those maintained by the motor carriers. 
One of the latter is a rate of 88 cents from Sturgeon Bay, Wis.. 
by express and 98 by motor freight. 


Rails Ask Chance to Carry Coal 


Railroads physically situated to carry coal from origin dis- 
tricts in Illinois, Indiana and western Kentucky to Dubuque, 
Ia., in fourth section application No. 19323, have asked the 
Commission for relief from the long and short haul part of 
the fourth section to make a uniform cut of 30 cents in rates 
on coal, without flattening them at intermediate points to 
enable them to compete with barges on the Mississippi now 
hauling fine coal to Dubuque. Their particular desire is to 
compete for the carriage of coal produced in Illinois groups 
and transported by rail to Liverpool or Alton, Ill., and thence 
by barge to Dubuque. 

According to the application, made by W. S. Mercer, 
their alternate agent, the annual consumption at Dubuque sub- 
ject to diversion from the rail lines to barges is 200,000 tons 
annually. River dock facilities, according to the application 
are now available at Dubuque for the handling of barge-trans- 
ported coal. Recently the Interstate Power Co. at Dubuque, 
the consumption of which is 100,000 tons a year, says the ap- 
plication, made a contract with the George M. Childs Barge 
Line to transport coal from Alton or Liverpool. As of Sept. 
10 the receipts of barge transported fine coal at Dubuque 
amounted to 26,900 tons. According to the application the 
volume of barge coal will continue at about 12,500 tons a 
month until such time as the railroads are able to meet the 
competition, says the application. 

After quoting barge costs the railroads said it was impos- 
sible for them, under the present rates to compete with the 
barge lines. Studies made by them, the application said, dis- 
closed that the combined delivered cost of rail and water- 
borne coal from Illinois origin groups “reflects savings of from 
37 to 47 cents per ton under the all-rail shipments, which 
margin is entirely too great for the rail carriers to meet.” But 
the railroads thought that a 30-cent cut in their rates, were it 
permitted with relief, might give them some tonnage. They 
said there was no actual or contemplated movement from coal 
origins’ in Indiana or western Kentucky. Nevertheless they 
desired relief as to rates from those origin territories. Their 
roads constituted the one element in the national economy that 
proposal was to publish relief rates, if granted permission, on 
the basis of the groun differentials established by the Com- 
mission in docket No. 26558, 232 I. C. C. 5. Notwithstanding the 
fact that there was no actual movement by rail and barge 
from the Indiana and Kentucky groups, they said there was 
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diversion of coal from those districts by change to the rail and 
barge moved coal from Illinois. 

“As there is a definite possibility of river tonnage in- 
creasing and that new plants with water facilities will be de- 
veloped,” says the application, “it is extremely important that 
the rail lines be in a position to continue to hold this traffic.” 

In addition to fourth section relief the railroads asked that 
there be avoidance of imposition of a provision against in- 
creasing rates to intermediate points. They said they desired 
authority to increase the rates on fine coal, from Illinois and 
western Kentucky mines to Dubuque and points intermediate 
thereto to which rates were reduced about Sept. 15, 1939, to the 
normal basis in effect immediately prior to that reduction. 

In justification of that request they pointed out that that 
was an effort to stop potential water competition, which had 
now become actual at Dubuque. That effort was made, they 
said, by a cut in the rates from Illinois, Indiana and western 
Kentucky of 16 cents a net ton and holding such rates as maxima 
at intermediate points, so as to avoid conflict with the fourth 
section. Notwithstanding that action, the railroads said, the 
construction of barge line facilities had been completed by the 
Interstate Power Co. and large quantities of fine coal were 
being handled over them. 

The railroads said that while there was no time limit in 
their application it was their intention to make an experiment 
lasting not more than a year and therefore they were pro- 
posing to limit the proposed rates, shown in tariffs now on file, 
dated to be effective Nov. 10. They said that if they were 
not permitted to establish the rates filed in connection with 
their application they would not be able to compete with barge 
transportation for the substantial tonnage yet to be moved to 


Dubuque. They asked for expedited action on their appli- 
cation. 


SCHEDULES ORDERED STRICKEN 


The Commission, by division 2, in I. and S. M-1440, cheese 
and sandwich spread between New Jersey, New York and 
Pennsylvania, has ordered the respondents to cancel schedules 
suspended in that proceeding on or before Nov. 1, on not less 
than one day’s notice, or show cause to the Commission at 
least ten days prior to the date mentioned why the order 
should not become effective on the date indicated. It further 
ordered the proceeding to be discontinued Nov. 1 unless the 
respondent showed cause why the order should not become 
effective. 

The Commission recited that the proceeding was assigned 
for hearing but that prior to the hearing date the respondent 
by special permission application declared an intention to 
cancel the matter under suspension and that such special per- 
miss‘on was granted whereupon the hearing was canceled. The 
Commission observed that the respondent had not canceled the 
suspended schedules. 

A similar order has been issued in I. and S. M-1485, L. R. 
Porter, commodities within western trunk-line territory. The 
respondent is ordered to cancel schedules as to which he ob- 
tained special permission on or before Nov. 1 unless at least 
10 days prior to Nov. 1 he shows cause why the order should 
not become effective. 


TIME ZONE INVESTIGATION 


Two members of Congress from Georgia, Representatives 
Pace of Americus and Brown of Elberton, appeared, among 
others, in arguments before the members of division 2 in No. 
10122, Standard time zone investigation as to the quality of 
the report Examiner Pine made with respect to Georgia’s desire 
to have the whole of that state included in the eastern standard 
time zone. Pine recommended some changes but did not in- 
clude the whole of Georgia. Instead he proposed a war-time 
zigzag line, affecting not only Georgia but territory beyond its 
lines. 

Others to whom time was assigned for argument were W. 
R. McDonald of the Georgia commission; W. N. McGehee, 
Southern Railway; W. C. Burger, Louisville & Nashville; 
George B. Barner, Seaboard Air Line and F. C. Tindell, Atlanta, 
Birmingham & Coast. 


CHANGES IN ACCOUNTING RULES 


The Commission, by division 1, has made changes in the 
classification of operating revenues and operating expenses and 
of income, profit and loss and general balance sheet account of 
steam railroads, effective Jan. 1, 1942; and the classification 
of investment in road and equipment for steam roads, also ef- 
fective Jan. 1, 1942. 

The same division has changed the effective date from 


Jan. 1, 1942, to Jan. 1, 1943, of the order of July 13, 1937, pre- © 


scribing operating revenue account 117, protective service— 
perishable freight for steam railroads. It has done likewise 
with respect to the order mentioned applying to electric rail- 
ways. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Washington, N. D.) Where the 
Interstate Commerce Commission at plaintiff's request from 
time to time continued effective date of order denying plaintiff 
a “grandfather” certificate as a common carrier and thereafter 
at court’s request extended order until June 15, 1941, so as 
to permit hearing of plaintiff’s action to set order aside before 
a three-judge court before final effective date, such considera- 
tion by the commission was substantial evidence that it was 
not arbitrary toward plaintiff as contended by plaintiff. Inter- 
state Commerce Act, Sec. 1, et seq., 49 U. S. C. A. Sec. 1 et seq. 

Where plaintiff seeking to set aside an order of the In- 
terstate Commerce Commission denying him a “grandfather” 
certificate as a common carrier did not bring before the court 
all the evidence considered by the commission, plaintiff could 
not question facts found by the commission, and the court was 
entitled to consider only whether the ruling of the commis- 
sion was supported by the findings as made by it. Interstate 
Commerce Act, Sec. 1 et seq., 49 U. S. C. A. Sec. 1 et seq. 

Findings of the Interstate Commerce Commission sup- 
ported conclusion that plaintiff, seeking to set aside an order 
of the Commission denying him a “grandfather” certificate as 
a common carrier, was not at all times from before June 1, 
1935, to January, 1938, a common carrier, and hence the court 
could not disturb the denial of the certificate by the commis- 
sion, since it was necessary that plaintiff should be a common 
carrier from June 1, 1935, to date when the commission passed 
on his application for a “grandfather” certificate. Interstate 
Commerce Act, Sec. 1 et seq., 49 U. S. C. A. Sec. 1 et seq. 

The Interstate Commerce Commission having authority to 
deny plaintiff’s application for a “grandfather” certificate as 
a common carrier had power to say when order should be ef- 
fective, and plaintiff could not make a part of the “grand- 
father” proceeding a subsequent BMC 8 application for a cer- 
tificate of public use and necessity so as to prevent final ac- 
tion on the “grandfather” proceeding until the BMC proceeding 
was ultimately disposed of. Interstate Commerce Act, Sec. 1 


et seq., 49 U. S. C. A. Sec. 1 et seq. (Lubetich vs. United States, 
39 Fed. Supp. 780.) 





(District Court, W. D. Washington, N. D.) The Interstate 
Commerce Commission was entitled to determine when its or- 
der partially denying plaintiff’s “grandfather” application as a 
common carrier by motor vehicle should be effective, and 
plaintiff's BMC 8 application seeking a certificate on the basis 
of convenience and necessity could not be made a part of the 
earlier “grandfather” proceeding so as to prevent final action 
on the “grandfather” application until the BMC 8 proceeding 
was ultimately disposed of. Motor Carrier Act, Sec. 207, 49 


U. S. C. A. Sec. 307. (Los Angeles-Seattle Motor Express vs. 
United States, 39 Fed. Supp. 783.) 


M. & ST. L. REORGANIZATION 


Jules S. Bache, Franklin Q. Brown and DeWitt Millhauser, 
as a committee representing holders of first and refunding mort- 
gage 4 per cent bonds of the Minneapolis & St. Louis Railroad 
Co., and the Iowa Central Railway Co., have asked leave to 
intervene in Finance No. 12414, application of the Minneapolis 
& St. Louis Railway Co., and the Minneapolis & St. Louis Rail- 
road Corporation, acquisition, operation, etc. They said the 
effect of the Commission’s action with respect to provisions of 
the plan of reorganization was that the plan would not contain 
any provision whatever for the payment of reasonable expenses 
of the committees responsible for its promulgation, “unless re- 
lief of the nature herein requested is granted.” 

The committee asks, on being granted leave to intervene, 
that the plan be amended to provide that expenses and obliga- 
tions amounting to $61,000 for the Bennett committee, $58,000 
for the Roosevelt committee, $100,575 for the Munsick com- 
mittee, $47,912.79 for the Bache committee and $16,300 for the 
Hawley committee, be reimbursed to those respective commit- 
tees, in the first instance, by the new company, and that, in 
respect of each share of stock of the new company distributable 
to holders of bonds or certificates of deposit entitled to partici- 
pate in the plan, there shall be paid by such holders to the new 
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company the sum of $1.90. 
mission on its application. 

The Bennett committee, created for the protection of first 
consolidated mortgage 5 per cent gold bonds of the Minneapolis 
& St. Louis Railroad Co., and the first mortgage 4 per cent 
gold bonds of the Des Moines & Fort Dodge, also has asked 
leave to intervene, saying it joined in certain prayers of the 
Bache committee: The Roosevelt committee, representing hold- 
ers of Iowa Central first mortgage 5 per cent, 50-year bonds, 
asked that the plan be amended in accordance with the prayer 
of the Bache committee, subject to provision. 


It also asks a hearing by the Com- 





GRANDFATHER SUIT DISMISSED 


A three-judge federal court for the district of Oregon has 
d:smissed civil No. 520, J. E. Johnson vs. United States and 
interstate Commerce Commission, thereby sustaining the re- 
fusal of the Commission to grant a grandfather clause cer- 
tilicate in MC 8522, Williams Brothers, Inc., common carrier 
application, 24 M. C. C. 141, as a common carrier of general 
commodities or a permit as a contract carrier between po.nts 
in California, Oregon and Washington, over irregular routes. 
‘the plaintiff was the successor in interest of the original ap- 
pl.cant. 

District Judge Fee, sitting alone, in November, 1940, is- 
sued a temporary restraining order. 

The Commission held that Fornaciari, the first claimant 
of the involved right, had not operated as a carrier from Feb- 
ruary to June, 1937, inasmuch as he received what he hauled 
from another carrier and was what is commonly called an 
owner-operator. Circuit Judge Haney, who wrote the opinion 
of the court, Judge Fee concurring, said there was evidence 
from which the Commission, if it believed it, could have drawn 
the conclusion that the applicant was entitled to a certificate, 
but that it drew an opposite conclusion, and that its conclu- 
sion in'such a conflict was conclusive. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Middle Pennsylvania district, at Harrisburg. Grayson O. 
Deardorff, of York, Pa., doing business as Reliable Transfer of 
York, has been fined $25,300, as a second offender, on being 
found guilty by jury on 25 counts of an information charging 
him with granting rate concessions and on 3 counts charging 
him with operating as a motor carrier without a certificate. 
The defendant was required to pay $2,300 in cash, payment of 
the remainder being suspended during a five-year probationary 
period conditioned on payment of the $2,300 in 12 monthly in- 
stallments beginning Oct. 1, 1941, and compliance with the 
provisions of the act. On June 10, 1937, Deardorff entered a 
plea of guilty to an information charging the granting of rate 
concessions and refusing the demand for access to an examina- 
tion of certain records by the Commission’s special agent. On 
this plea a fine of $10,900 was assessed, of which $500 was paid, 
and the payment of the remainder suspended during a proba- 
tionary period of 1% years. At the time of the violations there 
was, and now is, according to a statement by the Commission, 
in force an injunction restraining the defendant from trans- 
porting property in interstate commerce by motor vehicle over 
the public highways for a greater or less or different compen- 
sation than the rates and charges specified in his tariffs filed 
with the Commission. Notwithstanding the previous fine and 
injunction, within four months after the expiration of the pro- 
bationary period fixed by the court in the previous case, the 
statement said, the defendant resumed the practice of granting 
and giving rate concessions to shippers on the transportation 
of certain commodities between Baltimore, Md., and New Free- 
dom, Pa., and Hagerstown, Md., and Denver and Boyertown, 
Pa., and other points in Maryland and Pennsylvania. 

New Mexico district. A permanent injunction has been 
granted, in favor of the Commission, against Leasel R. Gal- 
breath, enjoining him from transporting property as a com- 
mon carrier by motor vehicle in interstate commerce until he 
files with the Commission security for the protection of the 
public, in accordance with the Commission’s rules. The Com- 
mission had found, on investigation, that the defendant had 
transported property between points in New Mexico and Texas 
without having on file requisite insurance or other approved 
security for the protection of the public. 

Minnesota district, third division. Harry J. Brenner, a mo- 
tor common carrier, of Eau Galle, Wis., was fined $200 on his 
plea of guilty to all counts of an information charging him 
with transporting shipments of property in interstate com- 
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merce without there being in force with respect to him a cer- 
tificate of public convenience and necessity issued by the Com- 
mission, with engaging in such transportation without having 
filed with the Commission and without having published and 
posted any rate or charge applicable to such transportation, 
without having filed with the Commission evidence of public 
liability and property damage insurance coverage, without hav- 
ing filed with the Commission eivdence of cargo insurance cov- 
erage and with having failed to require his driver to keep a 
driver’s log. 

Southern New York district. Curtis R. Stibitz, one of sev- 
eral motor carriers engaged in transportation of coal from 
mines in Pennsylvania to New York City and other New York 
destinations for compensation who were indicted by a grand 
jury May 5, 1941, for failure to obtain a certificate or permit 
from the Commission, was found guilty by a jury of engaging 
in the business of a contract carrier without having such per- 
mit and was fined a total of $125. 


Northern Texas district, Dallas division. Frank D. Scott, 
of Dallas, was fined $1,300 and Austin Brothers, a corporation, 
also of Dallas, was fined $400, on their respective pleas of nolo 
contendere to an information charging Scott with operating as 
a common carrier of property by motor vehicle without a cer- 
tificate or public convenience and necessity and with failure 
to file adequate security for the protection of the public, charg- 
ing Austin Brothers with aiding and abetting these violations, 
and charging both defendants with fraudulently seeking to 
evade and defeat regulation provided for motor carriers. Scott 
was required to pay $200 of his fine immediately and payment 
of the balance was suspended for a probationary period of a 
year. Austin Brothers was required to make immediate pay- 
ment of the full amount of its fine. 

Southern Ohio district, western division. Jacob Ear] Kinst- 
ler, a motor common carrier, entered a plea of guilty to each 
of six counts of an information charging him with granting and 
giving rate concessions, and was fined $230 on the first count, 
which was required to be paid, and $500 on each of the re- 
maining counts. Execution of the sentence on the latter five 
counts was suspended for a period of two years, conditioned 
on the defendant’s compliance with part II of the interstate 
commerce act. 

Southern Ohio district, western division. Lett & Co. of 
Indiana, Inc., of Indianapolis, Ind., was fined $100 on each of 
20 counts of an information charging the defendant with per- 
mitting and requiring the drivers in its employ to drive and 
operate motor vehicles for more than 10 hours in the aggregate, 
in a period of 24 consecutive hours without said drivers being 
off duty for eight consecutive hours during or immediately fol- 
lowing the 10 hours’ driving, and with failing to have in its 
files certificates of physical examination for new drivers enter- 
ing its employ. The defendant was required to pay a fine of 
$800 on the first eight counts of the information, and execu- 
tion of sentence on the remaining 12 counts was suspended for 
two years, conditioned on compliance with provisions of part II 
of the interstate commerce act. 


Northern Ohio district, western division. Julio dela Pena, 
of Realitos, Tex., was fined $1,000 and costs, one-half to be 
paid within a week and the balance on or before Oct. 17, 1941, 
and the Great Lakes Growers’ Employment Committee, Inc., 
of Findlay, O., was fined $2,000 and costs, to be paid forthwith, 
after the former defendant entered a plea of guilty to all counts 
of an information charging him with violations of part II of 
the interstate commerce act and a plea of nolo contendere by 
the latter to all counts of the same information charging it 
with aiding and abetting the commission of the violations by 
Julio dela Pena. The information, containing 45 counts, 
charged Julio dela Pena with having transported passengers in 
interstate commerce for compensation without requisite author- 
ity from the Commission, with having so transported passen- 
gers without having on file with the Commission his fares and 
charges for such transportation, and with having performed 
such transportation without having filed with the Commission 
evidence of public liability and property damage insurance 
coverage. In all counts the Great Lakes Sugar Co. and the 
Great Lakes Growers’ Employment Committee, Inc., were each 
charged with having knowingly and wilfully aided and abetted 
the defendant Julio dela Pena in committing the violations al- 
leged. It was agreed that a nolle prosequi be entered as to the 
defendant Great Lakes Sugar Co. on payment of the fine im- 
posed on Great Lakes Growers’ Employment Committee, Inc. 
Using two open trucks having 14-foot bodies, tarpaulins over 
their tops, and benches for seats, Julio dela Pena had trans- 
ported Mexican laborers from points in Texas to points in 
Ohio, 48 persons at one time in one truck, the fare of $9 each 
having been advanced by the Great Lakes Growers’ Employ- 
ment Committee, Inc., which assigned the Mexicans to work 
with sugar beet growers as field laborers. In three days of 
steady day and night traveling from Texas to northern Ohio, 
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it was Julio dela Pena’s custom not to make stops on the way 
of more than 30 minutes each. 

Western North Carolina district, at Shelby. Abron Plato 
Warlick, of Kings Mountain, N. C., was fined $850 on a plea 
of guilty to an information charging operation without a cer- 
tificate, transporting property without rates on file with the 
Commission, and granting concessions amounting to approxi- 
mately $22 a shipment in the period from Feb. 3, to April 9, 
1941. The court required payment of $350 of the fine and the 
defendant was placed on probation for one year with respect 
to the remaining portion. 


COTTON BELT REORGANIZATION 


Walter E. Meyer, of New York City, has filed with the 
Commisson a brief in support of his petition for reopening of 
the proceedings in Finance No. 11040, St. Louis Southwest- 
ern Railway Co. reorganization, with Leon Ulman joining him 
as a party to the brief. The petitioner asserts, among other 
things, that, in view of the prospective earning power of the 
debtor line as a part of the Southern Pacific system, the plan 
of reorganization should provide in full for all creditors and 
security holders of the Cotton Belt; that, in approving a plan 
of reorganization, the Commission is justified either in elimi- 
nating Southern Pacific’s claim as a creditor and stockholder 
of the debtor, or in subordinating that claim to the interest of 
all other creditors and security holders, and that the com- 
mission is “under a positive duty” to obtain the fullest and 
most complete information in connection with the preparation 
of the reorganization plan, but has not done so. If the pres- 
ent plan should be adopted, the brief avers, “grievous results” 
to security holders would follow. 


GULF & INTER-STATE ABANDONMENT 


The Railroad Commission of Texas, the Transportation 
Brotherhoods, -the Southwestern Rice Mill, Inc., and commer- 
cial organizations of Galveston, Tex., jointly have filed an ex- 
ceptions brief in Finance No. 13203, Gulf & Inter-State Rail- 
way Co. of Texas et al. abandonment, stating exceptions to the 
proposed report of Examiner Jerome K. Lyle in this proceed- 
ing (see Traffic World, Sept. 6, p. 577) and asking the Com- 
mission to deny the application. 

In the event the Commission should find, after oral argu- 
ment, that the abandonment by applicants is justified, it is the 
request of these protestants that the Commission require con- 
tinued operation for at least a year so as to avoid any dis- 
ruption in service in the rice season “which has just begun,” 
and that it require applicants to keep their records “in such a 
manner as may be deemed necessary by the Commission so 
that expenses and revenue earnings may be accurately deter- 
mined.” Galveston groups joining in the exceptions brief are 
the City of Galveston, the Galveston Chamber of Commerce, 
and the Galveston Cotton Exchange and Board of Trade. Ap- 
plicants asked authority to abandon a portion of a line 26.7 
miles long between Port Bolivar and High Island, Tex., and of 
a ferry operating between Galveston and Port Bolivar, 3.9 
miles. 


WOOL INQUIRY INSTITUTED 


The Commission, by division 2, has instituted on its own 
motion an investigation under the docket number and title 
of MC C-305, wool, Aberdeen and Mobridge, S. D., to Minne- 
sota points, for the purpose of prescribing such just, reasonable 
and otherwise lawful rates and charges, etc., as the facts and 
c:'rcumstances may warrant with respect to the transportation 
of wool, in the grease, minimum 24,000 pounds, maintained 
from Aberdeen and Mobridge, S. D., to twelve points in the 
Twin Cities area in Minnesota, by carriers parties to tariff MF- 
I. C. C. No. 186, as amended, of Agent Lou Hosking, of St. 
Paul, Minn. The new investigation has been assigned for hear- 
ing with I. and S. M-816 at a time and place to be announced 
ater. 


ERIE UNIFICATION 
Testimony in support of a further move by the Erie for 


unification of its system was heard by Examiners Brinkley and | 


Nye, Sept. 30, in Finance No. 11915, application Erie and 
Nypano, and Erie, Nypano and Cleveland & Mahoning Valley 
for authority to purchase properties of the Nypano and Cleve- 
land & Mahoning Valley and for authority to assume liability 
with respect to $18,000,000 of bonds. The testimony was given 
by John K. Thompson, vice president—accounting, finance and 
purchases. 

The parts to be bought are those between Salamanca, 
N. Y., and Dayton, O., originally the Atlantic & Great Western, 
later the New York, Pennsylvania & Ohio and now the Nypano; 
and between Cleveland and Youngstown, O., the latter city 
being in the valley of the Mahoning River. The unification is 
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to be accomplished by the exchange of securities. The bonds 
are to be Erie, Ohio division first mortgage obligations, sold to 
the First Boston Corporation, subject to authorization by the 
Commission. The bonds are to be used in taking care of other 
issues of securities. 

Another unification move was the proposed purchase by 
the parent company of the Chicago & Erie extending from 
Marion, O., to Chicago, Ill., now before the Commission. 


LOANS TO RAILROADS 


The receivers of the Seaboard Air Line, in Finance No. 
13473 have asked the Commission’s approval of aid from the 
Reconstruction Finance Corporation by the purchase of not 
exceeding $3,552,000 of Seaboard equipment trust certificate, 
series KK, bearing interest at the rate of 2% per cent payable on 
April and October 1 each year over a 12-year period. 

It is the purpose of the receivers to use the proceeds from 
the certificates for the acquisition of equipment of an esti- 
mated cost of $4,838,479 consisting of eight 1,000 horsepower 
Diesel locomotives, two 2,000 horsepower Diesel passenger loco- 
motives, three 5,400 horsepower Diesel freight locomotives, 
five hundred 50-ton all-steel double sheathed, double door, box 
cars, one hundred 50-ton all-steel flat cars, one hundred 70- 
ton all-steel hopper cars, and fifty 70-ton all-steel covered hop- 
per bottom cement cars. 

In Finance No. 13472, the receivers of the Seaboard Air 
Line ask the Commission to approve the application for aid 
from the RFC in the financing of the equipment purchase and 
for the issuance and sale of the equipment certificates; also 
the assumption of obligation and liability for the equipment 
trust certificates. 


EMINENT DOMAIN TO PIPELINE 


By a proclamation issued Oct. 1, President Roosevelt 
granted the right of eminent domain to the Portland Pipeline 
Co., under the Cole pipeline act, in connection with the con- 
struction of a petroleum pipeline extending from Portland, Me., 
through New Hampshire and Vermont to the international 


boundary and thence through the province of Quebec, Canada, 
to Montreal. 


RAIL AND PIPE LINE DEPRECIATION CHARGES 


The Commission, in No. 15100, depreciation charges of 
steam railroad companies, has prescribed depreciation rates 
applicable to the equipment of the Waynesburg & Washington, 
Atlanta, Birmingham & Coast, Greenville & Northern, Patapsco 
& Black Rivers, Pittsburgh, Allegheny & McKees Rocks, and 
Western Allegheny. 

In No. 19200, depreciation charges of carriers by pipe lines, 
the Commission has prescribed depreciation rates applicable to 
the pipe-line property of the Continental Oil Co., and the Globe 
Pipe Line Co. 


RAIL REVENUE FROM PETROLEUM PRODUCTS 


“Freight revenue of the railroads in 1940 from gasoline 
and other petroleum products totaled $232,000,000, an amount 
approximately equal to all the general property taxes paid by 
the railroads during that year,” says the American Petroleum 
Institute. “Gasoline constituted more than half of the carload 
shipments of petroleum products and, with other refined prod- 
ucts, accounted for one-seventh of all railroad revenue received 
during the year for the carload movement of manufactured 
products. 

“Besides this substantial freight revenue from petroleum 
products, the railroads also derived an additional $275,000,000 
in revenue from carload shipments of sand, gravel and other 
road building materials, automobiles, parts, tires, etc., making 
the total petroleum and automotive revenue for the year in 
excess of $500,000,000, an amount more than double that paid 
out by the railroads in general property taxes.” 


TANK TRUCKERS ORGANIZE 

Tank truck operators, with a view to protecting the operat- 
ing rights granted by the Commission and with a view to co- 
ordinating their efforts to meet the petroleum emergency, or- 
ganized a steering committee, October 3, headed by Karl K. 
Eisenhart of Coastal Tank Lines. The committee is to deal with 
Coordinator Ickes to assure distribution of products and with 
the Commission to protect rights and extend them, if neces- 
sary, to meet the situation of their having to haul from unusual 
points of origin instead of from tank ship terminals which, 
before the diversion of tank ships, brought refined products to 
Atlantic Coast ports. One aim will be to prevent issuance of 
temporary operating authority not strictly limited to the period 
of emergency. 
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Petroleum Transportation 


The Traffic World Washington Bureau 


“I see no point in a controversy about just how many surplus 
tank cars are available,” said J. J. Pelley, president, Association 
of American Railroads. in a brief statement issued after Petro- 
leum Coordinator Ickes had made public an oil industry com- 
mittee report showing a net surplus of only 5,192 tanks available 
as of September 7 (see Traffic World, Sept. 27, p. 787). That 
surplus was set against Mr. Pelley’s statement September 3 before 
the Senate committee investigating the alleged petroleum short- 
age because of lack of transportation facilities that he had seen 
a report by a man selected by tank car owners and lessees which 
indicated there was still a surplus of some 20,000 tank cars (see 
Traffic World, Sept. 6, p. 582). 

“The figures I gave the Senate committee were furnished by 
the people who own the tank cars,” said Mr. Pelley. 

“We are now moving to the Atlantic seaboard 75,000 barrels 
of oil a day, although the general rate reductions have been in 
effect only ten days. Railroads and oil companies are completing 
arrangements for a further substantial movement to the eastern 
seaboard. So far as I know, the oil companies who are now mov- 
ing and propose to move the oil are having no difficulty in get- 
ting tank cars.” 


Coordinator Ickes’ statement follows: 


Since June 25, the Office of the Petroleum Coordinator has urged 
the oil industry to use tank cars for the hauling of petroleum to the 
east coast. A public claim was made for the Association of American 
Railroads by Mr. John J. Pelley, that there were 20,000 idle and avail- 
able tank cars which could be used for this purpose. No evidence was 
ever produced by Mr. Pelley or by anyone else as to where these 
cars, if actually in existence, were located. Oil companies attempting 
to put tank cars to use met increasing difficulties in obtaining cars. 

Repeated requests were made by this office for information as to 
where these cars were located, and how quickly they could be made 


available. No satisfactory information has been produced in answer to 
the requests. 


On September 7, therefore, the tank car subcommittee of the oil 
industry transportation committee for District No. 1, undertook an 
actual inventory of railroad tank cars. To obtain information regard- 
ing how many cars were available, the subcommittee addressed tele- 
grams to the owners of 147,838 tank cars, asking how many of their cars 
could be made available for hauling petroleum to the east coast. One 
hundred and eighty-eight tank car owners and operators were contacted 
and all responded. They reported that a net surplus of only 5,192 tank 
cars were available as of that date. 


The inventory was a factual survey of the physical tank cars 
available for hauling petroleum to the east coast. 

This report was forwarded to me last week by Mr. W. Alton Jones, 
president of the Cities Service Oil Company and chairman of the trans- 
portation committee for district No. 1. 


It had been my intention to submit this report to the special 
senate committee investigating the petroleum shortage when and if 
I was called as a witness. Inasmuch as incomplete versions of this 
report have now been given public circulation, I now make it public. 
It speaks for itself. 


In a letter of transmittal to Ralph E. Davies, deputy petro- 
leum coordinator, Mr. Jones, referring to the report showing a 
net surplus of 5,192 cars, said there was “a wide discrepancy 
between this factual inventory of cars and statements which have 
appeared in the press recenty, which has left the impression 
that there are 20,000 idle tank cars now standing ready to be 
placed in the service for the transportation of oil to district one, 
which has felt most acutely the effects of the diversion of tanker 
transportation to the shuttle service.” 


Mr. Jones said further the subcommittee had been informed 
that the statements heretofore made as to surplus cars were 
based on a theoretical formula, which took into account many 
factors and operating practices not now uniform in the handling 
of equipment, such as seven-day loading, immediate loading and 
unloading of cars upon receipt by consignor or consignee, im- 
mediate picking up of loaded and empty cars by railroad equip- 
ment, etc.” Continuing he said: 


Investigation which has been made of practices now in effect by 
large oil companies utilizing tank cars for the movement of petroleum 
or its products in this district indicates that some companies are 
operating on a seven-day basis for loading and unloading, and have 
tried to effect maximum efficiency in the handling of this equipment 
in their own and the public interest. To what extent further efficiency 
might be gained through more prompt handling of equipment by the 
railroads and more prompt loading and unloading by shippers and 
consignees we cannot at this time determine. 


In submitting this report, it is recommended that the Petroleum 
Coordinator’s office undertake on its own account, or authorize the 
transportation committee of district one to do so, a reconciliation of 
actual inventory of cars available as of September 7 with the state- 
ments heretofore made by Mr. John J. Pelley before the Senate com- 
mittee. This recommendation is made in order that the public mis- 
understanding on this question be cleared as promptly and completely 
as possible. 
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Mr. Pelley said he would be glad to cooperate with the 
committee to obtain a reconciliation of the figures as suggested. 

Mr. Ickes made public a selection of 26 ‘‘typical responses 
to the inquiry received by the committee from the various tank 
car owners and operators contacted,” practically all being to 
the effect they had no surplus of tank cars. 


Ickes Attacks Pelley 


Calling Mr. Pelley a lobbyist and declaring that the ‘“mis- 
chief which this man has done is incalculable,’ Coordinator 
Ickes at a hearing October 1 of the Senate committee investi- 
gating the petroleum situation called to give the coordinator an 
opportunity to present his views, made a bitter attack on the 
A. A. R. president, and suggested to the railroads that they 
recall “Mr. Pelley and his storm troopers from Washington.” 

Mr. Ickes began by stating the conclusion of the committee 
in its preliminary report that the oil shortage was a shortage 
of surplus and not a shortage of products or a lack of facilities 
to transport them. He quoted from the committee’s report 
that its conclusion that there was no shortage of transporta- 
tion facilities was based on ‘the studied opinion and serious 
promises” of Mr. Pelley and Ralph Budd, defense transporta- 
tion commissioner. He also pointed out the committee had 
stated it believed the present restrictions should be lifted. 


Mr. Ickes said the whole issue involved in the hearings 
was whether—assuming there was a shortage either of oil or 
of “surplus’—sufficient unused and usable tank cars were 
available to make up such deficiency. He then took up the 
testimony of Mr. Pelley who, he said, was “sonorously de- 
scribed as ‘president of the Association of American Railroads, 
Washington, D. C.’” He said Mr. Pelley insisted there were 
20,000 surplus tank cars and that he was supported, to some 
extent, at least, by Mr. Budd. Mr. Budd, he said, thought there 
might be as many as upwards of 29,000 empty tank cars idle 
and uncalled for for a period of 24 hours or longer, whatever 
that might mean. But he thought it could validly be said that 
it was Mr. Pelley’s testimony, consistently if not assertively 
put forth, that was the basis of the conclusion that if there was 
a shortage of oil there were plenty of tank cars to wipe it out. 
He referred to statements made by Deputy Coordinator Ralph 
K. Davies; C. F. Dowd, traffic manager of Tidewater Associated 
Oil Co., and Senator Downey, of California, questioning state- 
ments as to surplus tank cars. He referred to a suggestion of 
Senator O’Daniel, of Texas, that a practical way to ascertain 
whether there was a shortage of tank cars was to order them 
from the railroads. 


“Gentlemen, I sincerely regret that you did not ask for 
this type of testimony, instead of accepting the hypothetical 
figures of a lobbyist whose chief concern was to prevent the 
building of a pipeline,” said Mr. Ickes. “I regret that you did 
not call witnesses from the railroads, from the tank car com- 
panies which own the great majority of tank cars, or from the 
oil companies supplying the eastern states.” 

Mr. Ickes then referred to the survey of the tank car situa- 
tion made public Sept. 27, showing a net surplus of 5,192 cars 
on Sept. 7. In his office, said he, “we have acted upon the 
theory that the way to find out about tank cars is to ‘ask the 
man who owns one.’”’ After further discussion of the tank car 
committee survey, Mr. Ickes said: 


So, there, gentlemen, you have a drama in three acts: 

Act I—Mr. Pelley blithely assures you that he can snap his fingers, 
and—presto-—20,000 cars will be whisked onto sidings in the oil fields. 

Act II—An actual survey among owners of more than 147,000 cars 
shows that 5,192 cars—not 20,000—are claimed by their owners to be 
available if they can be located. 

Act III—A major oil company 
5,192—and can get only 160. 

Mr. Chairman and gentlemen, I submit that this is not funny. Your 
committee has issued a report which has gravely handicapped the pro- 
gram of the Petroleum Coordinator’s office, and the major findings of 
that report were predicated in large measure upon the so-called ‘‘studied 
opinion and serious ‘promises’ *’ of a man who has now been proven 
to have given testimony which was utterly without foundation—and I 
believe he knew that it was without foundation. 

The mischief which this man has done is incalculable, and I say this 
entirely without personal consideration. If Mr. Pelley attacks Harold 
Ickes, that is not important. But, when Mr. Pelley undermines and 
sabotages our efforts to protect perhaps the most vital material we 
have-—petroleum—his action simply cannot be overlooked. I, therefore, 
ask you to consider some questions for a moment: 


asks for one thousand cars—not 


Uses S€nate Hearing Matter 


First, who is Mr. Pelley? Well, he describes himself as ‘‘President 
of the Association of American Railroads.’’ This is long for ‘‘lobbyist.’’ 
I submit that the very fact of his generally known activities in Wash- 
ington should have called for a careful exploration into his interests 
and motives, and a testing of the reliability of his evidence. 

What is the Association of American Railroads? According to 


Senate committee print 76th Congress, 3rd Session, Temporary National 
Economic Committee, Monograph 26 (pages 144-149), the Association of 
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American Railroads is ‘‘. . . the strongest lobby in Washington.’’ What 
does it do? It spends—and I still quote— “. . ON propaganda and 
lobbying activities, sums so high as to be almost incredible, running 
to far over $100,000,000 for the period since 1918.’" I hand you this 
report (Exhibit C). You may find it interesting. 

How does Mr. Pelley operate? Well, at the T. N. E. C. hearings in 
1939, evidence was introduced to show that Mr. Pelley tried to stop oil 
trucking in the Southeast by approaching oil companies with a memo- 
randum which they correctly interpreted as an open invitation to violate 
the anti-trust laws. He offered the oil companies better rates if, in 
return, they would stop using trucks for hauls of more than fifty miles, 
and if they would also refuse to deliver products to dealers’ or buyers’ 
trucks at oil terminals. He even offered to revise the leases of railroad 
property for filling stations as an inducement to the oil companies to 
join his conspiracy. I offer you this report by a Senate committee, tell- 
ing the story. (Exhibit D.) I ask that the memorandum be incor- 
porated in the record. 

Yes, Mr. Pelley is an old hand at conniving to stifle any and all 
competition for the railroads. His efforts to wreck the oil trucking 
business in the southeast was paralleled more recently by his attempt to 
block two petroleum pipelines in the same region. Mr. Pelley was 
not even embarrassed when he admitted openly that his lobby success- 
fully blocked the construction of the Plantation and the Southeastern 
pipelines until the Congress enacted the Cole act, which overcame 
obstructions to rights-of-way. 

Yet, when Senator Maloney asked him, at the request of Senator 
Downey (page 104) whether the railroads were opposing construction 
of the proposed crude oil pipeline from Texas to the East Coast, Mr. 
Pelley managed to keep a straight face as he replied that he did not 
know of any such opposition. In view of his record, I ask you gentle- 
men: Do you believe him? 

Even on his record as a prophet, can you believe him? I have here 
the hearings of the Senate banking and currency committee on the 
works financing act of 1939, Senate 2759 (page 172). This record is 
most interesting, for in it we find that at that time, Mr. Pelley con- 
fidently told you, Senator Maloney, that there were plenty of idle loco- 
motives, and that there were also 200,000 idle freight cars. This is the 
same Mr. Pelley who appears again before you, Senator Maloney, and 
confidently assures you that the pipeline to supply oil to the east coast 
shouldn’t be built, because the steel is so badly needed for new freight 
cars that only a short time ago he could not foresee as being necessary. 
I offer you this printed record. (Submit Exhibit E.) 

But it might be said, ‘‘That was two years ago, and on a different 
issue.’’ That is true. But on June 13 of this year, Mr. Pelley went on 
the air over the Red Network of the National Broadcasting System to 
Pelleyanna to the nation about the condition of the railroads and their 
needs for equipment. He told them that everything was just fine— 
simply dandy. I offer you a copy of that statement, (Submit Exhibit F) 
and ask that the last paragraph be incorporated in your record. 

What does this add up to? 

In 1939, Mr. Pelley has 200,000 idle freight cars. 

In June, 1941, Mr. Pelley says that ‘‘rail transportation is adequate 
to meet present demands.”’ 

But in September, 1941, Mr. Pelley is desperately short of freight 
cars. So short is he that a pipe line must not be built because it would 
take steel that is badly needed for car construction. 

I do not want to be unfair to the railroads as an industry. While 
some of their representatives have left something to be desired in the 
way of foresighted compliance with the President’s preparedness pro- 
gram, there are railroads—and outstanding ones at that—which are en- 
titled to the highest praise for the energy and intelligence that they 
have put behind this program. Some of them, I have reason to believe, 
are definitely disgusted with Mr. Pelley’s recent machinations. I think 
that all of them should realize the harm that he is doing to their 
reputation. 

I feel confident that Mr. Budd has not been pleased with the per- 
formance. Mr. Budd has shown an earnest wish to help, rather than 
to confuse. In fact, on September 23, replying to an inquiry from me 
concerning the tank car situation, he wrote in part: 


‘“.., ILhave not at any time expressed the belief that the curtailment 
of the use of gasoline in the East is unnecessary or unwise, or that all 
of the shortage in gasoline could be made up by rail transportation. 
On more than one occasion, I have said that in view of the world 
shortage of tankers, it should not be assumed that tank cars can fully 
meet the requirements.’’ 


In all candor, gentlemen of the committee, Mr. Pelley owes not only 
to you, but to the American people whom he has wantonly and 
maliciously deceived, an abject apology. Mr. Pelley has imposed upon 
you. Mr. Pelley has trifled with a serious situation. Mr. Pelley has 
confused the public mind; he has stood in the way of national unity 
at the most critical period of our history. Mr. Pelley has shown that 
he is willing to sacrifice the safety and the security of his own country 
for the base purpose of preventing transportation facilities that could 
undersell the railroads. 

I suggest to the American railroads, as a test of their patriotism 
and as proof that they repudiate such a disservice as Mr. Pelley has 
committed them to, that they recall Mr. Pelley and his storm troopers 
from Washington and render him powerless to commit further mis- 
chievous acts. 


Mr. Ickes said Mr. Davies had submitted to the committee 
a factual presentation of the many positive and effective steps 
taken by the coordinator’s office to make up for the deficiency 
in oil transportation to the east coast and then reviewed these 
steps, asserting that as a result the shortage of transportation 
facilities estimated at between 352,000 and 400,000 barrels daily 
last spring had been reduced to 174,500 barrels daily. Under 
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date of July 20, 1940, he had reported to the President, he said, 
that an emergency might develop with respect to transportation 
of petroleum, and suggested inquiry into the pipeline situation. 

Saying that he still contended there was a shortage of 
petroleum transportation, Mr. Ickes asserted that when reserves 
had dropped, when replacements had dropped, and when trans- 
portation facilities had been cut 20 per cent or more with pros- 
pects for still greater cuts, with the demand up 10 or 11 per 
cent, that, to him, meant shortage. 

“IT say this in spite of the photographs which Mr. Pelley 
gave to this committee, allegedly showing idle tank cars stand- 
ing around on tracks,” said Mr. Ickes. ‘He told you that these 
pictures were taken in Philadelphia. I am also going to hand 
you some pictures of tank cars standing on tracks. The first 
three are of the Union Tank Line Co. holding and repair yard 
at South Philadelphia. This seems to be the same place that 
Mr. Pelley took his picture, but he didn’t tell you that it was 
a holding and repair yard. Such an assemblage of cars 
waiting to be repaired or shipped out to users would hardly 
be called idle by anyone but Mr. Pelley. The fourth picture 
also was taken at South Philadelphia in the Girard Point yard. 
This is the ‘supporting yard’ for the Gulf refinery. From these 
tracks, cars are moved into the refinery tracks. You will notice 
a switch engine at work moving some of the cars. They, too, 
are standing on tracks. No one except Mr. Pelley would con- 
sider that these cars waiting to go on the loading tracks are 
idle.” 

Mr. Ickes asserted that the demand for 100 octane aviation 
gasoline to supply Britain and Russia as well as domestic needs, 
was taxing the capacity of U. S. refineries. He mentioned this, 
he said, to show that transportation was not the only bottle- 
neck for petroleum. He said it would be unthinkable to remove 
the restrictions on gasoline consumption which his office had 
found it necessary to impose. He said he thought that, on the 
basis of the exhibits he had presented to the committee, every 
tank car presently available was being used. 

“T’d like to add, too, that more ears will be available,” 
he continued. “We are informed that the approaching end of 
the road-building season will release some 3,000 to 5,000 tank 
cars now being used to transport road oil. We are planning 
on those cars and intend to see that they are used. I mention 
this advisedly so that Mr. Pelley will not come in next week 
and say: ‘Look! I put in my thumb and pulled out 5,000 more 
cars!” 

As to the hope expressed by Chairman Land of the Mari- 
time Commission, in his testimony before the Maloney com- 
mittee, that release of 22 tankers immobilized in South Amer- 
ican ports might serve to relieve the petroleum situation on the 
east coast, Mr. Ickes said this assistance was not likely to ma- 
terialize, and that it seemed there were only three or four of 
those tankers actually “in immediate prospect.” 


Under questioning by Senator Burton, of Ohio, Mr. Ickes 
referred inquiries as to the present oil situation on the east 
coast to Deputy Coordinator Davies, who said the overall short- 
age now was not materially different from what it was when 
he testified before the committee three weeks earlier. Senator 
Burton said the committee had hoped that something would be 
done by the petroleum coordinator’s office in those three weeks 
to bring more oil into the affected area. He reviewed the steps 
that had been recommended in the previous hearings for in- 
creasing the oil supply in the eastern states, saying it had been 
agreed that realization of those steps would reduce the short- 
age to 127,000 barrels a day from 174,000 barrels. Senator 
Burton then cited oil reserve stock figures for 1939, 1940 and 
the first three-quarters of 1941, to reach the conclusion that, 
if the five steps to speed the flow of petroleum into the affected 
area and to conserve the supply were one-half realized, there 
would be a shortage for the first quarter of 1942 of only 
13,000,000 barrels, as compared with 11,000,000 barrels for the 
first quarter of 1941. Mr. Davies said he regarded Senator 
3urton’s arithmetic as too optimistic and contended that the 
demand in the first quarter of 1942 would exceed “anything we 
have yet seen.” 

Favorite Oil Companies? 


Senator O’Daniel pursued a line of questioning seeking to 
show that eleven major oil companies had “the inside track’ 
in the petroleum coordinator’s office, to exclusion of consid- 
eration of the welfare of smaller, independent oil companies. 
He asked Secretary Ickes whether he had persuaded the 11 
major oil companies to which he referred to join in a proposal 
for construction of a large pipeline from Texas to the New 
York-Philadelphia area, and Mr. Ickes said he had conferred 
with the oil company representatives about the matter but that 
he had not “pounded the table” or tried to force them to enter 
into the proposal. He said the understanding was that any 
company desiring to do so could take part in financing of the 
pipeline. Senator O’Daniel recalled that a proposal for con- 
Struction of a natural gas line of the same size and serving 
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the same territory as the proposed petroleum pipeline under 
discussion had been submitted to the Federal Power Commis- 
sion in August, 1940. Texas did not object to supplying petro- 
leum for national defense, but it did object to a natural gas 
pipeline such as that proposed and feared the prospect that 
the petroleum line in question ultimately might be converted 
into a natural gas line, he said. Senator O’Daniel read a letter 
from an official of an independent oil company at Houston, 
Tex., which stated that there was no shortage of gasoline on 
the east coast because that company had been unable, until a 
few days ago, to find a market among the major oil companies 
and many independent oil companies in the eastern states for 
two tanker cargoes of petroleum, after several weeks of effort, 
and had failed to obtain assistance from the petroleum market- 
ing committee for that area, operating through the petroleum 
coordinator’s office. Mr. Ickes said he believed the reason for 
the lack of interest among the major oil companies was that 
the oil in question came from Mexico and that they did not 
wish to benefit a country which had expropriated their oil 
properties. 

Senator O’Daniel said that the 11 oil companies previously 
mentioned had lobbied in the Texas legislature for legislation 
to restrict the supply of oil, and that they then had come to 
Washington to obtain authority for construction of a pipeline 
because of an asserted oil shortage in the east. 

Senator Maloney, before questioning the petroleum coordi- 
nator, made a statement in which he defended Mr. Pelley, 
although, he said, he was sure Mr. Pelley “doesn’t need me to 
defend him.” ‘The committee, he added, was interested only 
in the testimony Mr. Pelley had given before it and not in what 
he had said at any other time. 

Mr. Ickes interjected that such statements by Mr. Pelley 
“might affect his credibility.” 

“T have complete confidence in him,” said Chairman Ma- 
loney. “I have known him for many years. I knew him before 
I came to Washington.” 


He added that there was “good” lobbying and “bad” lob- 
bying. He declared that Mr. Pelley had based his figures, 
in part, on a study by the petroleum companies themselves, 
through the American Petroleum Institute. Mr. Budd, he said, 
had been in complete accord with Mr. Pelley. To this, Mr. 
Ickes replied that the letter he had received from Mr. Budd 
Sept. 23 showed a reversal of position by Mr. Budd on this 
matter, and that Mr. Budd now stated that there were not 
enough tank cars to meet the demand. 


Senator Maloney announced that Mr. Pelley had given 
him a report that was “not complete, but very interesting.” 
That report, compiled after all the railroads in the United 
States had been asked to find out what tank cars were avail- 
able “as of 8 o’clock last Saturday morning” showed that these 
lines had a total of 42,420 empty tank cars on hand at that 
time, he said. Of these, 11,759 were “spotted for loading,” cars 
ordered placed for loading, and 12,095 were undergoing repairs 
or reconditioning—“they were in the garage, so to speak” 
he added. He said he had been told that oil companies re- 
garded as idle tank cars those spotted for two days. On the 
basis of those figures, he asserted, there was available a total 
of 18,331 tank cars as of 8 a. m., Sept. 27. 


Moreover, he said, a report had been given Mr. Dowd by 
E. C. Graves, of the Union Tank Car Co., in response to a 
telegraphed request of Sept. 10, stating that that company had 
6,640 tank cars in excess of cars ordered on the date of the 
report, after deducting 2 per cent for “cripples” and two days’ 
car supply. An official of another large tank car company 
had reported that his company had no tank cars available, 
sa'd Chairman Maloney. He said he understood that this was 
because that company operated on a different basis of figures 
and that it leased out the cars. He expressed the belief that 
a study should be made as to whether tank cars are being 
hoarded by some companies. 


Coordinator Ickes said that when the Maloney committee 
“assured the people” in its preliminary report that there was 
no shortage, either of petroleum or transportation facilities, 
“the situation changed rapidly for the worse,” and that gasoline 
stations which formerly had held down their sales “blew off 
the lid.” 


Answering a question by Chairman Maloney, Mr. Ickes 
said he had no reason to be more optimistic about the petro- 
leum problem than he had been before the committee began 
its investigation. To show that his office as petroleum co- 
ordinator had been active in attempts to bring about greater 
use of tank cars in transporting petroleum, he said he had 
called a meeting, last July, of representatives of government 
agencies “even remotely interested in oil” and that Chairman 
Eastman of the Interstate Commerce Commission, one of those 
present, had been asked about rail freight rate reductions on 
petroleum. Mr. Ickes said Mr. Eastman had stated that there 
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was a possibility that when oil moved in trainload lots the 
railroads might be able to make a rate reduction. ; 

“I think you have dealt unfairly with this committee,” said 
Chairman Maloney, “when you say we have very gravely handi- 
capped your program.” 

“I regret it,” said Mr. Ickes, “but that was and is my de- 
liberate conclusion.” 

While discussing activities of the petroleum coordinator’s 
office for bringing more petroleum to the east coast area, Chair- 
man Maloney asked Mr. Ickes what he thought of the idea of 
the government acquiring 10,000 tank cars. Mr. Ickes in- 
dicated by his replies that he was opposed to the idea. 


Budd’s Letter to Ickes 


The letter sent to Mr. Ickes by Transportation Commis- 
sioner Budd under date of Sept. 23, in which, according to the 
former’s testimony before the Maloney committee, Mr. Budd 
had reversed his position with respect to the supply of tank 
cars, follows: 


As you state in your letter of Sept. 17, it seems very desirable that 
we may clearly understand each other. To this end I call your attention 
to the fact that I have not at any time expressed the belief that the 
curtailment of the use of gasoline in the east is unnecessary or unwise 
or that all the shortage in gasoline could be made up by rail trans- 
portation. 

On more than one occasion, I have said that in view of the world 
shortage of tankers, it could not be assumed that tank cars can fully 
meet the requirements. Indeed, no one can tell what requirements may 
arise from day to day. 

My position has been and is that since it will be some time before 
relief can be obtained by building tankers, ocean barges, river barges 
or pipelines, every possible use should be made of the facilities for 
moving oil by rail. 

The conclusion that tank cars are available for this emergency 
service is supported by the basic data from which my office prepared 
and sent reports to your office almost daily during August. Tank car 
owners and users furnished me figures showing the use they had made 
of tank cars for the first seven months of 1941. My report was to the 
effect that the petroleum traffic handled in tank cars in July could have 
been handled with 22,605 less tank cars, even though not all of the tank 
car users admitted that they had more cars than they needed. The 
figures which have been furnished your office do not include cars not 
usable because of physical defects or failure to meet requirements of 
state or federal law. But the figures for cars available for eastern 
emergency service take into consideration the necessity of not interfer- 
ing with the normal flow of traffic in other parts of the country. In the 
two meetings which the transportation and tank car people had with 
Mr. Russell it was agreed that in addition to information already 
arranged for, reports of performance would be obtained from the 
railroads for the joint use of the administrations which are concerned 
with moving more oil to the east. 

You ask what tank cars ‘“‘are actually, physically idle and so 
available for service.’’ We furnished your office a report of the spot 
check made Aug. 7 of ali empty tank cars on each railroad in the 
country, but such a mere count of empty cars alone does not indicate 
that they are all the cars available for emergency service. From a 
transportation standpoint, the problem is not so simple as merely count- 
ing empty cars on a certain day, but involves consideration of the 
potential transportation capacity of all cars under efficient handling 
and operation. Our studies indicate, as reported to you, that some 
shippers, through ownership or lease of tank cars, have a supply in 
excess of the present movements, which excess could be utilized in 
transporting oil to the east. I believe also that the railroads have 
the power and other facilities for handling all the tank cars which 
can be used in this emergency service. 


In my testimony before the Senate committee, I said that it is 
not a part of my division to deal with rates, but in my opinion the 
matter of costs seems so controlling that in order to be sure that 
all of the tank cars are being used which could be made avialable, 
a way must be found to reimburse those who incur the added expense 
of shipping by railroad. 

I also call your attention to a letter which I addressed to Chair- 
man Maloney Sept. 6, 1941, which appears on page 381 of the printed 
hearings, touching on the matter of transportation costs, and also on 
the possible further complications caused by future withdrawals of 
tankers from the California-Puget Sound service. 

My sole concern is in having tank cars move as much petroleum 
as shippers may want to move by that means. The purpose of the 
tank car office in Chicago is to discover where and how better utiliza- 
tion of tank cars may be obtained. 


M. S. Stout, president of the Gasoline Jobbers’ Association, 
of San Antonio, Tex., testified briefly before the committee, stat- 
ing that many tank cars were being used in the San Antonio 
area in what was described as a “shuttle service,” delivering 
gasoline from refineries to consuming points. He suggested 
that tank trucks could be substituted for tank cars, at what 
he said would be only a slight increase in transportation cost, 
thus releasing the tank cars for transportation of oil to the 
eastern seaboard. In that connection, Senator O’Daniel read 
a telegram from the Webb Oil Co., of San Antonio, which said 
that 100 tank cars now delivering gasoline to consumers in that 
area could easily be replaced by available truck transportation. 


Pelley Replies 


J. J. Pelley, president of the Association of American Rail- 
roads, accepted the opportunity given him by Chairman Ma- 
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loney to answer the charges made by Coordinator Ickes, and 
told the committee, as he testified before it Oct. 2, that his 
assertions before the committee Sept. 3 that there were 20,000 
surplus tank cars available for handling more oil to the Atlan- 
tic seaboard and that the railroads could handle 200,000 bar- 
rels a day were based on information furnished by the owners 
of petroleum tank cars and were conservative statements. Con- 
tinuing, he said: 


Complying with your request to keep you advised I submit to you 
today a progress report of developments in the movement of oil into 
the east by rail. At the time of my previous appearance on September 
3, the railroads were moving approximately 15,000 barrels of oil per 
day into the Atlantic states area, most of it on special reduced rates 
which had recently been put in effect. This movement has now 
increased until we are moving about 80,000 barrels of oil per day into 
the east. The increase of approximately 65,000 barrels a day since 
September 3 requires the use of about 4,000 tank cars. 

Among the scheduled movements which have been arranged since 
I was last before you are movements of crude oil, fuel oil and gaso- 
line from producing areas and pipe line terminals in Texas, Oklahoma, 
Illinois, Indiana, Kentucky and Mississippi to refineries and consuming 
points on the Eastern Seaboard from Florida to New Hampshire. 


In order to be in a position to carry out my promise to keep your 
committee currently advised of the situation, 1 asked the various 
railroads in the United States to make a check of the tank car situa- 
tion on their lines as of 8:00 a. m., Saturday, September 27. On 
that morning there were 41,993 empty tank cars on hand at petroleum 
loading points. The loadings at these points for the five days preceding 
averaged only 9,613 cars per day. There were on hand at loading 
points on September 27 enough empty cars to take care of the loadings 
for that day and the next day, with a surplus of 23,595 cars besides. In 
addition, there were stored elsewhere than at loading points 993 
serviceable empty tank cars, making a total surplus that day of 
more than 24,000. As cars are loaded out, of course, the supply is 
constantly renewed by other cars which come in empty. I hand you 
a statement showing the information received from the railroads giv- 
ing the location of these cars. 

Although about 4,000 cars have been assigned to the Atlantic Sea- 
board oil service since I appeared before your committee, there still 
remained on last Saturday, September 27, a surplus of substantially 
more than 20,000 cars, over and above a supply ample to take care of 
loadings for two days. 

The 80,000 barrels of oil per day which are now moving are being 
handled without difficulty. To haul the entire 200,000 barrels a day 
which I said we could move would mean a loading of 800 to 900 cars 
per day. The railroads are now loading in excess of 150,000 cars per 
day, so that this increase in daily loading would amount to less than 
6/10ths of one per cent. To handle that presents no problem for the 
railroads. 

There, gentlemen, are the facts about the tank car supply and the 
ability of the railroads to move the oil. I had hoped that this discus- 
sion would be kept on a plane of the facts about the oil situation 
with which your committee is dealing; but statements have been made 
to your committee so seriously reflecting upon the integrity and the 
patriotism of railroad representatives, including myself, that I cannot 
let them stand in your records, uncontradicted. 

My testimony before your committee did not impede the move- 
ment of oil. We have made no effort to impose upon this committee, 
to deceive the American people, to trifle with the situation, or to 
stand in the way of national unity. We have done no more than to 
tell the facts and move the oil that has been offered. 

Your committee has been told that the Association of American 
Railroads spends ‘‘on propaganda and lobbying activities, sums so 
high as to be almost incredible, running to far over $100,000,000 for 
the period since 1918.’’ 

It is indeed almost incredible that anyone in a responsible posi- 
tion should continue to repeat this statement in view of the record, 
and of the number of times that its untruth has been exposed. It 
was made the last time in a monograph prepared for the Temporary 
National Economic Committee by members of that committee’s staff 
and issued without any responsibility by the committee for its cor- 
rectness. 

I hand you, for the record, a copy of my letters of March 13 and 17, 
1941, to Senator O’Mahoney, dealing with this subject. 

The sums mentioned as having been spent by the railroads ‘‘on 
propaganda and lobbying activities’’ were actually those spent through 
the years by various associations and committees in doing for the rail- 
roads those things which can be done better by joint action than they 
can by each railroad individually. Nearly two-thirds of the sum 
mentioned was spent for the joint preparation and publication of tariffs 
as required by law. Other large amounts were spent on joint research 
projects, on the joint car service work which keeps track of freight 
cars all over the continent, and on many other like activities of the 
sort which no one railroad can well do for itself. 


The Association of American Railroads does represent the railroad 
industry. It represents it before committees of Congress whenever 
and wherever that is necessary. It presents the facts about the rail- 
road industry both to Congress and to the public, through means 
which are open and aboveboard and well known. By far the greatest 
part of its work, however, deals with the direct daily operation of 
railroads. 

An effort was made yesterday to discredit me in general and par- 
ticularly with reference to a proposed pipe line to be built from Texas 
to New York. You were told that I testified in the summer of 1939 
that the railroads had 200,000 surplus freight cars. I did so testify 
and the statement was correct, but remember that that was in the 
summer of 1939 when the world was still at peace. 

You were told also that on June 13, 1941, I assured the country 
by radio that rail transportation was adequate to meet present de- 
mands and that it would be kept adequate. I did so assure the public 
at that time and the statement was correct. 
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In an effort to lead your committee to believe that my statements 
were unworthy of credence, you were further told that in September, 
1941, I said that the railroads were desperately short of cars. That 
is not correct. I said nothing of the kind. What 1 said to your com- 
mittee about the 1941 car supply, and I refer to the records which you 
have, was that we would have 20,000 less cars on October 1st than 
we would have had if we could have gotten more prompt delivery on 
steel for car construction. That was all I said to you about 1941. I 
said we were apprehensive of difficulties in getting the new cars we 
will need in 1942 if we could not get better delivery on steel, and that 
in view of that 1942 situation, somebody has got to decide which is 
the more important—to have railroad cars for the general uses of 
defense, or to have a pipe line to transport oil. My position today 
is the same as it was on September 3rd. 

The record of the railroad industry since the present emergency 
arose two years ago is one that justifies confidence in our statements 
as to what we can do. We handled all the business offered in 1939, 
as we said we would do. We did the job again in 1940. We will do 
it again this year, and if we can get the material we need for the 
construction and maintenance of cars, locomotives and other facilities, 
we will do it next year. I can assure the committee of the desire and 
determination of the railroads to cooperate in every way with shippers 
and with departments of the government in furnishing the rail trans- 
portation which is so vitally necessary to our national defense. Our 
performance is known and appreciated by shippers and by government 
official generally, especially by those who are in position to know 
something about it. As an illustration, on last Thursday, September 
25, the Honorable Clarence F. Lea, chairman of the committee on 
interstate and foreign commerce of the House of Representatives, said 
on the floor of the House: ‘In all the world no job is being better done 
today than by the American railroads.”’ 


Before Mr. Pelley read his statement, Chairman Maloney 
observed that it had been stated that he (Mr. Pelley) was not 
under oath when he made his previous appearance before the 
committee. Chairman Maloney said he was not a lawyer and 
professed he did not know the proper procedure for swearing 
in a witness, and Senator Barbour, of New Jersey, thereupon 
administered the oath, with the comment that he was not a 
lawyer, either. After the statement had been read, Senator 
Barbour said he had no questions to ask the witness, adding 
that he thought the statement was “very clear and very com- 
pelling” as far as he was concerned. 


Senator Burton said the testimony by Deputy Coordinator 
Davies had shown an original forecast of a petroleum shortage 
of 353,200 barrels a day in the east coast area, and that steps 
taken by the coordinator’s office together with certain contem- 
plated measures to compensate for the diversion of tankers 
would reduce the shortage to 174,500 barrels a day. Senator 
Burton recalled that Mr. Davies said his office had taken into 
account the anticipated use of 10,000 additional tank cars as 
representing a saving of 73,700 barrels a day to be credited 
against the total shortage originally forecast. Senator Burton 
wanted to know if the railroads had enough tank cars to trans- 
port the 174,500 barrels a day which Mr. Davies had said would 
be needed even after 10,000 additional tank cars had been 
placed in service. To this, Mr. Pelley replied that an addi- 
tional 65,000 barrels of oil a day already had started to move 
into the east coast area, and that the railroads could easily 
handle 135,000 more barrels a day. Senator Burton reiterated 
a number of petroleum “efficiency” steps which he had dis- 
cussed with Mr. Davies and added that if those steps, which 
he believed could save 127,000 barrels a day for the affected 
area, were only 50 per cent effective, the petroleum shortage 
would be negligible. 


Chairman. Maloney read a letter from Russell E. Singer, 
general manager of the American Automobile Association, urg- 
ing that night closing of filling stations be discontinued, with 
the contention that it had not contributed to conservation of 
gasoline. 

Ralph E. Moores, of Portland, Ore., granted an opportunity 
to testify, offered a proposal for construction of wooden ships 
without engines, with “U-shaped” wooden tanks inside their 
bulkheads, the tanks to be made secure with steel bands and 
syrayed on the interior with plastics. Such ships, he said, 
could be treated as barges until after the present emergency, 
when, with engines installed, they could be used as “coasters” 
for the transportation of lumber from the Pacific northwest. A 
tugboat could pull three of these ships, each having a capacity 
of 35,000 barrels, at a speed of 8 miles an hour, he said. He 
contended they would cost 40 per cent less than steel barges, 
that their construction would require a minimum of materials 
needed for defense, and that a shipyard and ten ways could 
be built in 60 days at Portland. About 100 days would be 
required for completion of the first three wooden ships, and 
after that period they could be completed at the rate of one 
every three days, he added. He said he had received no en- 
couragement from the Maritime Commission, but that he had 
been told by “two large oil companies in New York” that his 
proposal was feasible. 


After brief questioning of the witness, Chairman Maloney 
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announced that the committee session was adjourned, subject 
to call by him. 


Maloney Satisfied 


After the hearing, Chairman Maloney said he saw no rea- 
son to change the conclusions stated by his committee in its 
preliminary report to the effect that the shortage was one of 
surplus rather than of petroleum products or facilities to trans- 
port them. If there had been any change in the situation since 
that report was issued September 11, it had been one for the 
better, he said. 

Increased Use of Tanks 


Before he appeared before the Senate committee, Mr. 
Ickes had issued a statement in which he said reports by oil 
companies indicated that since June the use of tank cars in 
transporting oil to the east coast had increased by almost 5,000 
cars. In June, the reports showed, 18,315 railroad tank cars 
were being used in district No. 1 (the Atlantic coast states), 
by 15 reporting companies. In September the same companies 
used 23,294 cars in that district. This all followed “con- 
tinuing recommendations and directions” of the coordinator’s 
office, it was stated. Increased shipments of oil were moving 
and eventual volume would depend on availability of tank cars, 
said Mr. Ickes’ office. 

The companies which reported the use of 23,294 tank cars 
in District No. 1 in September, as compared to 18,315 cars in 
June, included the Gulf Oil Corporation, the Standard Oil 
Company of New Jersey, the Texas Company, the Atlantic 
Refining Company, the Socony-Vacuum Company, the Tide- 
water Associated Oil Company, the Cities Service Company, 
the Consolidated Oil Company, the Sun Oil Company, the 
American Oil Company, the Shell Oil Company, the Richfield 
Oil Company, the American Mineral Spirits Company, the 
Barber Asphalt Company, and the Petrol Corporation. 


Gasoline Deliveries Cut 


The division of priorities; OPM, announced late Septem- 
ber 30 that gasoline deliveries in the Atlantic coast area would 
be cut 10 per cent in October under an order signed by Donald 
M. Nelson, director of priorities. The order, recommended by 
Mr. Ickes, takes the place of the 10 per cent reduction pro- 
vided August 15 by the former OPACS. 

“So far as the ordinary motorist is concerned,” sa'd the 
division, “the order means ‘that filling’ stations, by and large, 
will have 10 per cent less gasoline to fill their wants. 

“Full deliveries may be made for some important uses 
however. These exemptions apply to federal, state and local 
governments, and limited exceptions are provided on del'ver es 
of gasoline for defense projects, for agricultural activities and 
for the operation of vehicles, such as interstate trucks, op- 
erating under certificates of convenience and necessity. 

“The cuts will apply, however, to operations of delivery 
trucks and taxicabs as well as to passenger cars.” 

The order contains a percentage formula which states 
the total quantities of gasoline which may be delivered in the 
Atlantic coast states and the amount of gasoline which may 
be delivered to consumers within those states. These percent- 
ages vary by states but the overall cut for the area approx- 
imates 10 per cent. These percentages have been fixed for 
October but they may be changed in later months. 

The order, it was stated, required that total deliveries of 
gasoline by all primary suppliers importing to or producing 
motor fuel in the Atlantic coast area “shall be 10 per cent less 
than average monthly deliveries for the months of May through 
July, 1941.” The original program required a 10 per cent 
reduction below July deliveries. The change was recommended 
by Mr. Ickes, it was stated. In a letter to Mr. Nelson Mr. 
Ickes said: 

Increased efficiencies in the use of tankers and a modification of 
the statutes and international conventions governing the depth to which 
tankers may be loaded have reduced an indicated transportation deficit 
by 60,000 barrels per day. This deficit has been further reduced by 
20,000 barrels per day through adjustments in the use of existing pipe 
lines, by another 10,000 barrels per day through the increased use of 
barges, and by still another 15,000 barrels per day through the increased 
use of trucks. 

Finally, the oil companies have committed themselves to us to move 
additional supplies to the east coast by tank car, and we have assumed 
that between now and the end of the year railroad tank cars should 
be able to contribute an average of 73,700 barrels per day of transporta- 
tion from the equivalent of some 10,000 cars which we hope can be 
gained by speeding up the time of loading, unloading, repair, and move- 
ment of tank cars already largely in use. Yet even with all of the 
foregoing adjustments, the total amount of anticipated transportation 
available for east coast movement is still approximately 174,000 barrels 


per day less than that required to replenish and maintain inventories 
at safe levels. 


Commission Goes Ahead 
Without worrying about the supply of tank cars, the Com- 
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mission, Sept. 29, authorized the Gulf Refining Co. to establish 
a rate of 30 cents a barrel on crude petroleum, on one day’s 
notice, from Oklahoma producing points, of which Tulsa and 
Cushing were typical, to Martinsville, Ill. The plan is to send 
crude by pipe line to that point and thence to eastern refinery 
points in an effort to hold to the lowest possible point the ex- 
pected shortage in petroleum products due to the withdrawal 
of tank ships from the coastal to the trans-Atlantic service. 

The rate is the same as that which the Commission author- 
ized the Oklahoma Pipe Line Co. to establish on short notice, 
the effective date of the rate so authorized being July 5. 

This authorization, in a tariff sense, is not connected re- 
motely with the gasoline pipe line rates authorized to be estab- 
lished by the Southeastern Pipe Line Co. which, in connection 
with the rates of common carrier tank trucks, will be the foun- 
dation for “cut back” or varying proportionals, the size of the 
proportional to a given point depending on the amount of the 
tank truck rate from the pipe line outlet to final destination 
(see Traffic World, Sept. 27, p. 773). The Southeastern’s rates 
are to apply specifically on the refined product, not the crude 
oil, such as the rates from Cushing and Tulsa to Martinsville 
will be. The Southeastern’s rates will provide gasoline for the 
southern part of the territory already on such rationing of gaso- 
line as results from the closing of filling stations from 7 p. m. 
to 7 a. m. The gasoline resulting from the Oklahoma crude 
will go to the northern part of it. 


Both sorts of rates are to be published with expiration 
dates, generally about June 30, 1942, unless sooner canceled. 
By that time the Commission and the petroleum industry traffic 
men hope, if they do not expect, the emergency to disappear. 
In asking for the emergency rates it has been authorized to 
establish the representatives of the Southeastern admitted that 
some of the proportionals that would be the result of the so- 
called cut-back rate could not be justified except on the theory 
that there was an emergency and that the company, in an effort 
to meet it was justified in making rates to points as far from 
Atlanta, Ga., as to Asheville, N. C., under which the pipe line 
proportional would be only 8 cents a barrel for the transporta- 
tion to the outlet where the tank trucks would pick up the 
traffic, on the out-of-pocket cost basis. 


Railroad Earnings 


Class I railroads of the United States in the eight months 
of this year ended August 31, had an estimated net income, 
after interest and rentals, of $298,524,000, according to reports 
filed by the carriers with the Bureau of Railway Economics of 
the Association of American Railroads. 

For the corresponding period in 1940, net income of those 
same roads, after interest and rentals, was $29,350,000, says a 
statement by the bureau, which added: 


Net railway operating income, before interest and rentals, of the 
Class I carriers in the eight months of 1941 amounted to $651,089,274, 
which was at the annual rate of return of 4.12 per cent on property 
investment compared with $369,778,456 or 2.36 per cent in 1940 and 
$545,262,898 or 3.45 per cent in 1930. 

Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies, and cash. 
The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings for the eight months of 1941 is 
based on reports from all Class I railroads, representing a total of 
232,281 miles. 

Total operating revenues in the eight months of 1941 totaled $3,- 
403,544,150, compared with $2,744,138,975 in the same period in 1940, 
and $3,572,873,894 in the eight months of 1930, an increase of twenty- 
four per cent in 1941 ubove 1940, but 4.7 per cent below 1930. Operat- 
ing expenses in the eignt months of 1941 amounted to $2,302,227,120, 
compared with $2,027,486,510 in the corresponding period in 1940, and 
$2,701,718,583 in the same period in 1930. Operating expenses in the 
eight months in 1941 were 13.6 per cent above the corresponding period 
in 1940, but 14.8 per cent below the like period in 1930. 


Class I railroads in the eight months of 1941 paid $361,754,168 in 
taxes, compared with $260,265,237 in the same period in 1940, and 
$240,197,403 in the same period in 1930. For the month of August 
alone, the tax bill of the Class I railroads amounted to $56,850,302, 
an increase of $20,332,605 or 55.7 per cent above August, 1940. 


Twenty-nine Class I railroads failed to earn interest and rentals 
in the eight months of 1941, of which six were in the Eastern District, 
three in the Southern District, and twenty in the Western District. 

Class I railroads in August, 1941, had an estimated net income, after 
interest and rentals, of $66,793,589 compared with $22,058,543 in August, 
1940. Those same roads in August of this year, had a net railway 
operating income, before interest and rentals, of $111,317,825 or 4.04 
per cent on property investment compared with $66,530,180 or 2.44 per 
cent in the same month of 1940 and $94,327,471 or 3.33 per cent in the 
corresponding month in 1930. 

Operating revenues for the month of August totaled $493,674,008 
compared with $381,538,438 in August, 1940, and $460,973,773 in August, 
1930. Operating expenses in August this year totaled $313,843,279 com- 
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pared with $267,571,190 in the same month in 1940, and $323,571,474 
in August, 1930. 


Eastern District 


Class I railroads in the eastern district in the eight months of 
this year had an estimated net income, after interest and rentals, of 
$175,302,976, compared with $75,107,708 in the same period last year. 

Those same roads in the eight months of 1941 had a net railway 
operating income, before interest and rentals, of $325,098,558, which 
was at the annual rate of return of 4.13 per cent on property invest- 
ment compared with $223,191,187 or 2.87 per cent in the same period 
in 1940, and $297,728,078 or 3.92 per cent compared with 1930. 

Operating revenues of the Class I railroads in the eastern district 
in the eight months of 1941 totaled $1,698,681,004, an increase of 22.5 
per cent compared with the same period in 1940, but a decrease of 5.1 
per cent compared with the same eight months in 1930. Operating 
expenses in the eight months of 1941 totaled $1,136,386,880, an increase 
of 15.3 per cent above 1940, but a decrease of fifteen per cent under 
1930. 

Class I railroads in the eastern district for the month of August 
alone had an estimated net income, after interest, and rentals, of $32,- 
845,859, compared with $16,465,346 in August, 1940. Net railway op- 
erating income, before interest and rentals, in August amounted to 
$52,205,110 compared with $35,375,428 in August, 1940, and $44,949,205 
in the same month of 1930. 


Southern District 


Class I railroads in the southern district in the eight months of 
this year had an estimated net income, after interest and rentals, of 
$48,670,122, compared with a deficit of $2,388,391 in the same period 
last year. 

Those same roads in the eight months of 1941 had a net railway 
operating income, before interest and rentals, of $91,688,925, which 
was at the annual rate of return of 4.62 per cent on property invest- 
ment compared with $42,824,186 or 2.16 per cent in the same period 
of 1940, and $54,190,288 or 2.56 per cent compared with 1930. 

Operating revenues of the Class I railroads in the southern district 
in the eight months of 1941 totaled $446,098,319, an increase of twenty- 
seven per cent compared with the same period in 1940, and an increase 
of 1.2 per cent compared with the same eight months in 1930. Operat- 
ing expenses in the eight months of 1941 totaled $299,036,401, an increase 
of eleven per cent above 1940, but a decrease of 14.7 per cent under 
1930. 

Class I railroads in the southern district for the month of August 
alone had an estimated net income, after interest and rentals, of 
$6,626,853 compared with a deficit of $903,384 in August, 1940. Net 
railway operating income, before interest and rentals, in August 
amounted to $12,583,547 compared with $5,354,802 in August, 1940, and 
$5,820,065 in the same month of 1930. 


Western District 


Class I railroads in the western district in the eight months of this 
year had an estimated net income, after interest and rentals, of $74,- 
551,252, compared with a deficit of $43,369,173 in the same period last 
year. 

Those same roads in the eight months of 1941 had a net railway 
operating income, before interest and rentals, of $234,301,791, which 
was at the annual rate of return of 3.93 per cent on property invest- 
ment compared with $103,763,083 or 1.75 per cent in the same period 
in 1940, and $193,344,532 or 3.17 per cent compared with 1930. 

Operating revenues of the Class I railroads in the western district 
in the eight months of 1941 totaled $1,258,764,807, an increase of 25.1 
per cent compared with the same period in 1940, but a decrease of 6.3 
per cent compared with the same eight months in 1930. Operating 
expenses in the eight months of 1941 totaled $866,803,839, an increase 
of 12.2 per cent above 1940, but a decrease of 14.6 per cent under 1930. 

Class I railroads in the western district for the month of August 
alone had an estimated net income, after interest and rentals, of 
$27,320,877 compared with $6,496,581 in August, 1940. Net railway op- 
erating income, before interest and rentals, in August amounted to 
$46,529,168 compared with $25,799,950 in August, 1940, and $43,558,201 
in the same month of 1930. 


TAXES AND TRANSPORTATION 


Manufacturers, wholesalers and retailers dealing in ar- 
ticles subject to the new federal manufacturers’ excise taxes 
have been asked by Leon Henderson, administrator, Office of 
Price Administration, to exert their utmost efforts to prevent 
price increases to ultimate consumers exceeding the actual 
amount of the additional taxes. 

Excise taxes of 10 per cent will apply, effective October 1, 
for the first time to such articles as electric, gas and oil ap- 
pliances, including flat irons, fans, stoves, mixers and vacuum 
cleaners; to a large list of rubber products, excluding foot- 
wear, and to electric light bulbs. As applied to articles that 
have carried excise taxes previously—such articles as automo- 
biles, tires, tubes, radios, and household refrigerators—the 
new rate will be double or nearly double the old one. 


“The increased prices paid by consumers as the result 
of the new levies should in no case reflect more than the actual 
dollar amount of the manufacturers’ total excise tax,” Mr. Hen- 
derson stated. “This policy should be applied to cases where 
excise taxes are continued and increased as well as where 
taxes are now being levied for the first time.” 
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Car Supply and Leadings 


A shipper demand for about 47,000,000 or 48,000,000 car- 
loadings is expected in 1942, an increase of 30 per cent above 
1940, according to an analysis of the car supply and demand 
situation by Donald E. Church, of the Department of Com- 
merce, in the department’s “Domestic Transportation.” 

“In view of the indicated seasonal variations in maximum 
railroad capacity, that anticipated traffic level should approx- 
imately equal or exceed railroad capacity nearly all of next 
year, unless a sharp increase above recent levels in equipment 
supply and utilization is obtained,” said Mr. Church. 

“The fall seasonal rise this year began about on schedule— 
early August—but has been somewhat sluggish largely because 
of the recent trends in coal and grain loadings. On the other 
hand, miscellaneous shipments have increased at approximately 
the normal seasonal pace.” 

Mr. Church said if a full seasonal expansion from recent 
levels were to be realized, peak carloadings this fall would 
be upwards of 1,050,000 carloadings. Such a high figure would 
not be reached, he continued, because many industries already 
were operating at capacity and many others would be unable to 
expand because of material shortages and other bottlenecks. 

“However,” said he, “there should be a shipper demand 
for upwards of 1,000,000 carloadings per week, although the 
actual loadings may fall short of that volume because of 
probable transportation delays.” 

The major increase in carloadings over comparable periods 
of last year, Mr. Church points out, continue to be concen- 
trated in the Allegheny region, although very substantial in- 
creases were reported in all the districts. In August, he 
said, carloadings in the Allegheny region were 48 per cent 
above the same month last year and in the first eight months 
this year were 25 per cent above the same period of 1940. That 
high level, he remarked, largely reflected business activity in 
Pennsylvania, New Jersey and eastern Ohio. Continuing, he 
said: 

The active campaign to increase the utilization of freight cars during 
recent months appears to be paying dividends. Car utilization during 
June, July, and August was at record levels for those months, and 
the degree of improvement over recent years was somewhat larger than 
might be expected from the basic relationship between car supply and 
traffic volume. Furthermore, utilization during September and October 
normally is better than in preceding months. 

For those reasons, considerable weight is given to the expectation 
that car utilization during October will be improved to about 1.6 active 
cars per carloading. On the other hand, it should be pointed out that 
the maximum utilization so far achieved this year was 1.7 active cars 
per weekly carloading (August). In view of the sharp drain upon the 
surplus car supply during recent months and the increasing difficulties 
encountered in improving car utilization, the achievement of a ratio 
better than 1.6 during October would represent a substantial achieve- 
ment. 

Probable Maximum Capacity 1941 

The significance of the preceding paragraph lies solely in its im- 
plications regarding the probable maximum sustained capacity during 
the peak weeks of 1941. In the July report, that capacity was stated as 
being ‘‘in the neighborhood of 950,000 carloadings weekly’’ without 
concurrent widespread shortages. 

However, the active car supply has been increased somewhat more 
than anticipated, because the carriers were able to reduce the surplus 
car supply by some 20,000 cars below the minimum working levels 
recently believed necessary by railroad operating officials. In addition, 
it has been found possible to transfer several thousand cars from han- 
dling railroad owned materials to revenue service. If a utilization ratio 
of 1.6 can be achieved, the estimate of maximum capacity should be 
raised somewhat—to 960,000 or 970,000 carloadings weekly. 


Surplus Cars Declining 


Mr. Church observes that the supply of surplus cars has 
been declining almost without interruption since last April and 
1as been below a desirable working level since the beginning 
of August. He shows that the surplus declined from an aver- 
age daily supply of 80,000 cars at the middle of June to 
47,000 cars at the end of August and 44,000 cars in early Sep- 
tember. Continuing, he said: 

The small supply of surplus equipment is rather evenly distributed 
among the carriers. Only 15 of the 108 railroads reporting to the Asso- 
ciation of American Railroads during the week ended August 16 had a 
surplus in each category of common types of cars (i. e. box, gondola, 
hopper, and flat cars). No surplus whatever was reported by 36 rail- 
roads, ranging from large systems to small carriers; 20 other carriers 
reported a nominal surplus of less than 50 cars; while the remaining 37 
railroads had a surplus of more than 50 cars but lacked a surplus of one 
or more of the common types. 

With such low levels of ‘‘stand-by’’ equipment, it is evident that 
any further substantial increase in carloadings must be obtained through 
greater utilization of equipment and increased installation of new cars, 
rather than by a further drain upon the surplus supply. 


Car Supply Increase 


Active car supply in Class I railroad service increased 136,200 cars 
between January 1 and August 15 this year, of which only 28,200 
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cars were attributable to an increase in the total equipment owned. 
The balance was obtained by a reduction of 30,000 in the unserviceable 
supply and by drawing 78,000 cars from the surplus stock. Although 
installation of new and rebuilt cars averaged 6,100 per month during 
the first eight months, the total number of cars owned by Class I 
railroads increased only 3,800 monthly, largely because of the effect of 
retirements. 

During August, only 5,900 cars were installed, as compared with 
6,900 in the preceding month. Installations in five of the preceding 
seven months this year were larger than in August, despite a near 
record backlog of orders, apparently because the high priority granted 
to car builders has not yet released adequate material for this purpose. 


White on Car Supply 


It had been to the “everlasting credit” of the nation’s 
railroads that, “even though 10 years of depression had bled 
them white,” they had taken the heavy defense traffic loads 
in stride, had maintained the best service in their history, and 
were continuing to do so, paying their own way, said Roy 
B. White, president, Baltimore and Ohio-Alton, Baltimore, 
speaking at the annual transportation luncheon of the Illinois 
Chamber of Commerce at the Palmer House, Chicago, October 
2. More than 1,000 persons attended the luncheon. H. B. Voor- 
hees, vice-president, executive representative, B. and O., Chi- 
cago, acting chairman of the chamber’s transportation com- 
mittee, who was toastmaster, said the attendance was larger 


than for any of 22 previous annual transportation luncheons 
held by the chamber. 


Mr. White said that the people who had “sold the railroads 
short” in the years of the depression were now turning to the 
railroads “as the only transportation agency capable of han- 
dling the mass traffic load.” The railroads in 1941 would 
handle 25 per cent more traffic than in 1918, with 500,000 fewer 
freight cars than were owned then, without congestion, he 
said. The railroads had spent $10,000,000,000 in the past 20 
years improving their equipment, he said, adding that that 
expenditure had enabled them to provide more than sufficient 
facilities needed last spring to handle an unexpected movement 
of coal and an extraordinary wheat movement. He pointed out 
that government construction of approximately 275 canton- 
ments and ordnance projects in 1940 and 1941 had gone ahead 


on schedule largely because the railroads had delivered ma- 
terials promptly. 


Much credit, he continued, should go to the Association 
of American Railroads for the coordination of the facilities 
of its member lines and for persuading the shipping public to 
utilize freight cars efficiently. The shippers, too, should receive 
credit, he said, for responding in a “spirit heretofore unheard 
of.” Shippers realized that it was of the utmost importance 
to them to keep the railroads functioning and they had aided 


materially in preventing the use of freight cars as warehouses. 
he said. 


He said that Ralph Budd, transportation member of the 
Advisory Commission to the Council of National Defense, had 
recently stated that no need had developed for creating a new 
defense transportation organization and that efficiency in trans- 
portation could be obtained by the employment of such existing 
organizations as the Commission, the A. A. R., the regional 
shippers advisory boards, and others. On the other hand, he 
said, Mr. Budd had not minimized the difficulty presented by 
the lack of materials needed for the railroad equipment build- 
ing program. 

Continuing, he said: 


Of course, the question might be asked: ‘‘Why didn’t the railroads 
build all these locomotives and cars before we got into this emergency ?’’ 
As a matter of fact that very question was asked recently at a com- 
mittee hearing in Washington. The railroad spokesman responded by 
asking, ‘‘Why didn’t the government build its planes and guns and 
ships before the emergency arrived?’’ 


We are getting very few complaints of car shortages and they are 
usually about minor and temporary conditions. Now and then a situa- 
tion is bound to arise when some interruption to service has resulted 
in a temporary shortage of empties. As was pointed out recently in 
a railroad advertisement, it wasn’t news in the peak week of October, 
1939, after the phenomenal rise of 55 per cent in car loadings in the 
preceding six months of that year, that each day in that week the 
railroads placed 140,000 cars for loading, and had a surplus of 67,000 
cars. But it was news that orders for 63 cars a day went unfilled. 


Fortunately, the shippers of the country have their feet on the 
ground and have paid little attention to rumors of car shortages. In- 
stead, they sit down with railroad men, talk over their needs, consider 
the situation in a businesslike way, and are giving us the best co- 
operation we can remember. 


Since the national defense program got under way we have been 
hearing a great deal about bottlenecks, and the astounding thing is 
that in such an unprecedented production effort there should not have 
been more of them. 

But there has been no genuine bottleneck on the railroads and, 
so nearly as we can see, there will not be any. Certainly there will be 
none unless difficulties now unforeseen appear to plague us. 
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Lea on Transport Emergency 


In discussing the subject, “Transportation and Our Present 
Emergency,” in the House (see Traffic World, Sept. 27), Chair- 
man Lea, of the House committee on interstate and foreign com- 
merce, pointed out that, in the last world war “the government 
found it necessary to take over control of the railroads and con- 
tinue that control for more than one year after the war was 
over.” 

“We are now engaged in a defense program which may 
place upon our transportation agencies burdens greater than 
those carried during the World War,” said he. “Looking back 
to that precedent many are apprehensive as to whether or not 
our railroads are, under private management, equal to the job 
that would be placed upon them.” 

The primary object of the government taking over the rail- 
roads in December, 1917, said Mr. Lea, was to break the conges- 
tion of traffic and move supplies, primarily for military needs. 
One of the main reasons, if not the principal reason for the con- 
gestion of traffic was the system of granting transportation priori- 
ties to traffic by different agencies without unified coordination 
and in disregard of whether or not there were facilities for un- 
loading the cars when delivered, said he. Panic buying increased 
congestion, he said. The railroads had operated under war con- 
ditions when labor and material costs were rising rapidly with- 
out a comparable increase in their regulated incomes, he said. 


“Our transportation picture is radically different from that 
of 24 years ago,” said he, pointing to air, highway and waterway 
transportation, and the vast expenditures made by the railroads 
on their plant. 


Modernized Plant Now 


“Tt is a modernized transportation system that faces the 
carrier problems of 1941,” said he, adding: 


With these new investments our transportation system is unques- 
tionably the best the world has produced. 

The railroads have gone through a long period of reduced earnings. 
They have maintained a credit for equipment beyond that available for 
other purposes. In nearly all cases railroad betterment has been given 
first place over dividends and other desirable expenditures. They have 
frequently spent money not earned in order to keep up their equipment. 

Twenty-one years have witnessed many changes in railroad man- 
agement that have improved efficiency, economy, and service. Scarcely 
any of these changes were spectacular. They came as a result of hard- 
headed experience urged on by the necessities of their time. In the 
aggregate, the practical accomplishments growing out of these improve- 
ments represent a marvelous record. These things have been done with 
little fanfare and accomplished without any decoration of heroes. 

Twenty years ago one tie out of every five was of treated timber 
which has two or three times the life of untreated ties. Now only one 
out of five is untreated. 

Twenty years ago less than 2 per cent of the rails of the country 
weighed as much as 110 pounds to the yard. Today, 22 per cent of the 
rails are of that weight or heavier. 

Twenty years ago there was less than one-half mile of sidings and 
terminal tracks per line mile where now there is two-thirds of a mile 
of such trackage. 

Twenty years ago hot boxes were five times as frequent as today; 
and engine failures were seven times as frequent. 

In the same time the average capacity of freight cars has increased 
over 7 tons, the pulling power of the locomotives 40 per cent, the speed 
of trains 45 per cent and the average transportation production per hour 
of each train has doubled. 

For nearly a year the railroads have been delivering an average 
of 5,000 carloads of defense materials a day to widely scattered govern- 
ment projects. There has been no delay due to failure of rail trans- 
portation. The roads made deliveries promptly and the government 
agencies and contractors unloaded and released the cars in an average 
time of 1% days per car. There has been no shortage of cars for over 
10 years. 

In the first 5 months of 1941 the railroads transported a million 
and a half service men in trains nearly 3,000 of which were special, 
without any substantial interference with regular traffic. In the first 5 
months of this year the railroads moved 19,000,000 more tons of freight, 
as measured by ton-miles, than they moved during the same period in 
1918. This has been accomplished without congestion or car shortage 
and with 625,000 less cars than in 1918. 

In the first 6 months of 1939 the net ton-miles handled per freight 
car increased 57 per cent over 1918 and 33 per cent over 1929. This 
was a performance over 50 per cent greater than in 1918 and 33 per cent 
greater than in 1929. 

A freight car spends nearly one-half of its life in the hands of the 
shipper, awaiting loading or unloading. A car ordered prematurely, or 
unduly delayed in loading or unloading, to that extent lowers trans- 
portation efficiency, increases costs and in times of peak loads creates 
what is called ‘‘car shortage.’’ In a time of national emergency we 
should have no car shortage until we have the utmost efficiency in the 
maintenance and operation of rail facilities, the most direct routing, 
cars well loaded, and, through cooperation of shippers, ordered, loaded, 
and released with the greatest practical promptness. 


Commends Cooperation 


A condition today of fine improvement over 20 years ago is the fine 
cooperation due to the creation of shippers’ advisory boards and the 
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aid of many other groups cooperating with the various railroads to 
expedite freight and reduce costs of operation. 

A national emergency like the present places an unusual burden 
upon our transportation facilities. To accommodate railroad operation 
to a variable need is part of the experience of the ordinary railroad. 
In an ordinary year the demands for their services are seasonable and 
variable. Expansion and contraction of service is routine. One week 
in May, 1939, the railroads carried 554,000 cars and 1 week in October, 
5 months later, they carried 856,000 cars or 54 per cent more than in 
May. To anticipate and prepare for the excessive demands or a great 
emergency, nevertheless requires a high degree of management efficnency. 

Today the first problem as to possible car shortage is not the lack 
or condition of tracks, treminals, or rolling stock but rather the efficient 
use of the rolling stock available. Under normal conditions a freight 
car is actually engaged in transportation only about 2% of the 24 hours 
of the day. If the average use could be stepped up one-half hour per 
day the increased transportation product would equal 30,000 freight 
cars. If national necessity should require it, with the full cooperation 
of shippers, full loading, direct routing, and 24-hour loading and un- 
loading, the present service of these cars could be greatly increased. 


Equipment Problem 


Generally speaking, the situation of the railroads as to condition of 
their tracks and facilities and rolling stock is good. Their cooperative 
relation with shippers and the public is probably the best it has ever 
been. The roads are in condition to give good service within the limits 
of their physical properties. We have, however, a less favorable situa- 
tion as to available equipment, particularly cars and locomotives. 

We have a second problem of perhaps equal or greater importance, 
and that is as to the supply of new rolling stock and repair of equip- 
ment. In 1940 it was agreed that railroad-owned cars should be built 
up to 1,700,000 by October 1 of this year. In part, this program was 
aided by the increased repair of cars. Over 112,000 new cars were 
actually ordered. There has been an inability to secure materials to an 
extent that this program will be 20,000 cars short on the 1st of October. 

An estimated need of 1,800,000 cars by October 1, 1942, will fall 
short by 100,000 cars unless needed construction materials can be pro- 
vided in the near future. 

It must not be forgotten that the transportation system of the 
country is the connecting link between production, distribution, manu- 
facture, and use. It is the basic activity on which other defense suc- 
cesses must rest. It would seem every effort possible should be made 
to supply that deficiency in materials for which priorities have not been 
granted. There will always be the opportunity to improve the service 
by use of equipment in existence, but transportation cannot be increased 
through any degree of efficiency by equipment ordered but not in use. 


No Job Better Done 


Today we have a railroad management schooled in our transporta- 
tion difficulties in the World War and trained in efficiency under the 
pressure of unfavorable economic conditions and keen competition of 
the last two decades. In all the world no job is being better done today 
than by the American railroads. 

All I have said does not preclude the idea that there is still room 
for further efficiency and higher accomplishments by the industry. 

I believe the nation can allay any undue apprehension and look 
with confidence to the performance of our railroads even though their 
task may become very great. However great that task may become, it 
cannot be performed to the highest degree of satisfaction without 
friendly understanding, cooperation, and support of the shipping in- 
terests of the country. That support I believe the people will give, 
and with a better understanding of how essential their cooperation 
may be. 


Advisory Boards’ Annual Meeting 


The annual meeting of the National Association of Ship- 
pers’ Advisory Boards will be held at the Stevens Hotel No- 
vember 10 and 11. The tentative program calls for reports 
from chairmen of the regional boards and from standing com- 
mittees of the national association as well as for a number of 
— of timely transportation subjects. The latter in- 
clude: 


Loss and damage prevention and Perfect Shipping Month: W. J. 
Williamson, general traffic manager, Sears Roebuck and Company, 
Chicago; G. H. Shafer, general traffic manager, Weyerhaeuser Timber 
Service, St. Paul, Minn. 

Procedure before railroad rate committees: A. J. Reed, consulting 
traffic manager, Birmingham, Ala.; A. F. Cleveland, vice-president, 
traffic, Association of American Railroads. 

Accomplishments of freight car efficiency or vigilance committees: 
A. B. Barber, manager, transportation-communications department, 
United States Chamber of Commerce; F. A. Schleifer, traffic manager, 
Franklin County Coal Corporation, Chicago; W. B. Shepherd, assistant 
general traffic manager, Aluminum Company of America, Pittsburgh, 
Pa.; H. E. Stringer, vice-president, Hydraulic Press Brick Company, 
Washington, D. C.; Walter S. Johnson, president, Tarter, Webster and 
Johnson, Inc., San Francisco, Cal. 

Complete unloading of cars: M. L. Pieper, traffic commissioner, 
Springfield, Ill., Chamber of Commerce; R. C. Huntington, secretary, 
Casey Jones Company, Baltimore, Md. 

Railroads and national defense: Captain E. C. R. Lasher, United 
States Army, quartermaster corps; A. H. Gass, manager, military 
transportation section, A. A. R. 

Looking ahead in transportation: C. H. Buford, vice-president, 
operations-maintenance department, A. A. R.; C. H. Goodyear, traffic 
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manager, Philadelphia and Reading Coal.and Iron Company, Philadel- 

yhia, Pa. 

' The port situation: G. C. Randall, manager of port traffic, A. A. R. 
Pending legislation affecting shippers and the railroads: W. H. 

Day, Manager, traffic department, Boston Chamber of Commerce; 

R. V. Fletcher, vice-president and general counsel, A. A. R. 


M. J. Gormley, executive assistant, A. A. R., will be the 
speaker at a luncheon session to be held on the second day of 
the meeting. A. W. Vogtle, manager of transportation and 
sales, DeBardeleben Coal Company, Birmingham, Ala., pres- 
ident of the association, will preside. 


LUMBER FOR RAILROAD CARS NEEDED 


Reporting on a survey of the current position of the lum- 
ber industry, the Department of Commerce says that lumber 
is urgently needed for ship and boat building and railroad car 
construction, among other things, and that national lumber pro- 
duction must be stepped up “if stocks can be kept in proper 
balance and in sufficient volume.” The report said there was 
no existing overall lumber shortage, although, it added, there 
was a scarcity in special items and grades. Unfilled orders at 
the end of July, it said, were equal to 54 per cent of the gross 
stocks on hand. 


Revenue Freight Loading 


Loading of revenue freight the week ended September 27, 
totaled 919,510 cars, according to the Association of American 
Railroads. The increase above the corresponding week in 1940 
was 97,076 cars or 11.8 per cent and above the same week in 
1939 was 89,814 cars or 10.8 per cent. 

Loading of revenue freight for the week ended September 
27 increased 11,541 cars or 1.3 per cent above the preceding 
week. 

All districts reported increases compared with the corre- 
sponding week in 1940 and 1939. 


1941 1940 1939 

Cs Se ae a a ner 2,740,095 2,557,735 2,288,730 
4 weeks Of February. ......csccsece 2,824,188 2,488,879 2,282,866 
S WE GT Is ko be cctv caccece 3,817,918 3,123,916 2,976,655 
XL.) CS eee 2,793,563 2,495,212 2,225,188 
sf & | Sener er rrr 4,160,527 3,351,840 2,926,408 
GS eo See errr 3,510,137 2,896,953 2,563,953 
BS Ee Soc ac aweendvascocsn 3,413,427 2,822,450 2,532,236 
i NN oon hk ob enw eee 4,464,458 3,717,933 3,387,672 
Week of September 6............... 797,740 695,094 662,357 
Week of September 13.............. 913,952 804,265 800,431 
Week of September 20.............. 907,969 813,329 809,752 
Week of September 27 .............- 919,510 822,434 829,696 

Ns owe as Chava nea wee snes 31,263, 484 26,590,040 24,285,944 


Revenue freight loading by districts the week ended Sep- 
tember 27 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 6,895 and 6,850; live 
stock, 1,092 and 1,030; coal, 34,507 and 30,866; coke, 3,709 and 3,331; 
forest products, 2,186 and 1,900; ore, 6,028 and 6,595; merchandise. 
L. C. L., 43,736 and 41,310; miscellaneous, 89,327 and 75,268; total, 
1941, 187,480; 1940, 167,150; 1939, 170,566. 

Allegheny district: Grain and grain products, 3,964 and 3,602; live 
stock, 1,042 and 1,130; coal, 45,854 and 38,832; coke, 6,484 and 5,166; 
forest products, 1,846 and 1,064; ore, 14,057 and 12,746; merchandise, 
L. C. L., 31,162 and 28,672; miscellaneous, 95,258 and 79,595; total, 
1941, 199,667; 1940, 170,807; 1939, 168,420. 

Pocahontas district: Grain and grain products, 265 and 233; live 
stock, 328 and 290; coal, 43,869 and 40,424; coke, 631 and 527; forest 
products, 828 and 697; ore, 271 and 484; merchandise, L. C. L., 5,241 
and 5,922; miscellaneous, 8,488 and 7,842; total, 1941, 59,921; 1940, 
56,419; 1939, 57,522. 

Southern district: Grain and grain products, 2,487 and 2,665; live 
stock, 1,274 and 1,099; coal, 22,878 and 23,946; coke, 487 and 326; 
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forest products, 15,057 and 12,413; ore, 1,702 and 1,592; merchandise, 
L. C. L., 26,000 and 28,049; miscellaneous, 58,894 and 45,282; total, 1941, 
128,779; 1940, 115,372; 1939, 114,952. 

Northwestern district: Grain and grain products, 13,898 and 13,288; 
live stock, 3,726 and 4,217; coal, 6,666 and 6,557; coke, 2,217 and 1,900; 
forest products, 12,348 and 11,585; ore, 43,636 and 40,510; merchandise, 
L. C. L., 19,208 and 18,993; miscellaneous, 44,014 and 39,572; total, 
1941, 145,713; 1940, 136,622; 1939, 133,440. 

Central Western district: Grain and grain products, 9,593 and 8,963; 
live stock, 7,170 and 7,981; coal, 11,565 and 11,783; coke, 254 and 312; 
forest products, 9,133 and 7,981; ore, 5,166 and 4,719; merchandise, 
L. C. L., 25,026 and 24,619; miscellaneous, 65,948 and 53,123; total, 
1941, 133,855; 1940, 119,481; 1939, 123,873. 

Southwestern district: Grain and grain products, 3,378 and 3,791; 
live stock, 1,881 and 1,770; coal, 5,420 and 6,076; coke, 118 and 128; 
forest products, 4,890 and 5,028; ore, 407 and 569; merchandise, L. C. 
L., 10,220 and 10,469; miscellaneous, 37,781 and 28,752; total, 1941, 
64,095; 1940, 56,583; 1939, 60,923. 


Mid-West Board Meets 


Approximately 200 members of the Mid-West Shippers 
Advisory Board attended the fall meeting at the Palmer House, 
Chicago, October 2. Chairmen of commodity committees pre- 
sented reports that had been made public last week (see 
Traffic World, Sept. 27, p. 788). 

Fred A. Schleifer, traffic manager, Franklin County Coal 
Corporation, Chicago, general chairman of the board, presided 
at the meeting. He said no transportation shortages had oc- 
curred in the territory. If shippers and carriers continued to co- 
operate in the future, he said, there would be no car shortages. 
He urged that the members adhere to “ten commandments” 
adopted by the board last spring in the interest of preventing 
shipping congestion (see Traffic World, April 19, p. 993). 


Irving M. Peters, general secretary of the board, and divi- 
sion traffic agent, Corn Products Refining Company, Chicago, 
reported for the executive committee. He said the delivery 
of freight cars was approximately 20,000 units behind expecta- 
tions, as of October 1, largely due to difficulty experienced in 
obtaining steel. He urged the board to adopt a motion recom- 
mending that the government grant priorities to car builders to 
“assure the prompt and continuing delivery of necessary steel” 
for use in constructing rolling stock. He said that “priorities in 
transportation would be most unfortunate and inability of 
carriers and car builders .to obtain necessary materials might 
lead to the establishment of transportation priorities.” Such 
a motion was adopted with the direction that the action be 
called to the attention of Donald Nelson, acting director, Supply 
Priorities and Allocations Board, Washington, D. C. 


Generally satisfactory conditions were predicted by most 
of the commodity committees, a few indicating that shortages 
of preferred types of cars were forcing some shippers to take 
cars of the other types. A number of committees reported that 
a paper shortage had developed resulting in a scarcity of wrap- 
ping papers used to line cars for certain types of shipments. 
L. Farlow, secretary, Farmers Grain Dealers’ Association of 
Illinois, Bloomington, reporting as chairman of the soy bean 
committee, said that, though his committee had predicted a 
25 per cent increase in the movement of that commodity for 
the quarter, a shortage of warehousing space might reduce the 
percentage. Approximately 35,000,000 bushels of soy beans 
were scheduled for shipment early this fall, he said. C. T. 
Burwell, vice-president and traffic manager, A. E. Staley Manu- 
facturing Company, Decatur, Il., said that there was a shortage 
of warehouse space at Decatur, where approximately 75 per 
cent of Illinois and Iowa soy beans were processed. It was said 
that unless the Commodity Credit Corporation could succeed 
in moving some corn from Decatur warehouses to Buffalo, 
the soy bean movement would not develop to the extent pre- 
dicted by Mr. Farlow’s committee. 

A. H. Schwietert, traffic director, Chicago Association of 





Revenue Freight Car Loading—Week Ended Saturday, Sept 27 


Grain and Live 
Grain Prod. Stock Coal 
1941 40,480 16,513 170,759 
Patee a0 DOORS os 5 kc cckaniavs 1940 39,392 17,517 158,484 
1939 45,370 20,252 164,369 
Preceding week Sept. 20.......... 1941 44,839 15,482 158,989 
Per cent increase over............ 1940 2.8 Ay 
Per cent decrease under.......... 1940 5.7 
Per cent increase over............ 1939 3.9 
Per cent decrease under.......... 1939 10.8 18.5 4 
1941 1,524,338 433,316 5,551,060 
Cumulative 39 weeks to Sept. 2724 1940 1,395,913 463,247 5,059,664 
{1939 1,455,932 479,600 4,182,181 
Per cent increase over............ 1940 9.2 9.7 
Per cent decrease under.......... 1940 6.5 
Per cent increase over............ 1939 4.7 32.7 


Per cent decrease under.......... 1939 9.7 


Per cent to 15 year average, 106.0. 


Forest Mdse. 

Coke Preducts Ore L.C. L. Miscellaneous Total 
13,900 46,288 71,267 160,593 399,710 919,510 
11,690 40,668 67,215 158,034 329,434 822,434 
11,038 37,116 60,400 162,404 328,747 829,696 
12,876 45,364 69,721 160,224 400,474 907,969 
18.9 13.8 6.0 1.6 21.3 11.8 
25.6 24.7 18.0 21.6 10.8 

1.1 

506,439 1,634,113 2,056,732 6,049,967 13,507,519 31,263,484 
390,552 1,298,624 1,610,137 5,713,301 10,658,602 26,590,040 
261,246 1,134,925 1,124,915 5,858,246 9,788,899 24,285,944 
29.7 25.8 27.7 5.9 26.7 17.6 
93.9 44.0 82.8 3.3 38.0 28.7 
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Commerce, made a report for the board’s vigilance committee 
for car efficiency, of which he is chairman. He said the com- 
mittee had set up 48 district committees in the territory, the 
membership in which totaled more than 800. Those committees, 
he said, had had success in dealing with a number of problems, 
including the elimination of circuitous routing; maintenance of 
crews large enough to unload freight cars promptly on arrival 
at destination; removal of debris from cars, and the like. The 
committee members had found shippers and consignees willing 
to cooperate with railroads, he said. When in rare cases, ship- 
pers were found “wasteful,” he said, the committees contacted 
the officials of those companies personally. There had been no 
plans for acting beyond that point, but if necessary the com- 
mittees probably would call the Commission’s attention to 
cases of that kind, he said. He said the railroads would be able 
to handle approximately 1,100,000 carloads of freight weekly, 
if need be. 

The one aspect of the general transportation picture he 
pointed to as dangerous was that the railroads might experience 
a reduction in revenues because of increased transportation of 
government shipments at rates lower than the regular com- 
mercial rates. 

J. E. Bryan, Chicago, general traffic manager, Wisconsin 
Paper and Pulp Traffic Association, and president, National 
Industrial Traffic League, told the members that it would be 
well not to accept ‘‘these rosy reports’ without considering 
the less encouraging aspects of the transportation situation. 
There would be tight spots, he warned. Only if the shippers 
worked together with utmost cooperation, would the fall ship- 
ments be delivered on time, he said, adding that in his opinion 
“we are going to get out of this mess without much trouble.” 

L. M. Betts, manager, closed car section, car service divi- 
sion, Association of American Railroads, speaking on “General 
Transportation Conditions,’ said that loadings were being 
handled satisfactorily, much to the disappointment of critics 
who seemed to hope that private management would fail in 
operating the railroads. Bad order cars were currently only 
4 per cent of the total, the lowest percentage in years, he 
said. The capacity of the nation’s car supply was limited only 
by the time of turn around, which for the week of September 
13 had been at the low figure of 12.2 days a car and which 
would probably drop even lower, he said. If the average turn 
around became as low as 11.2 days, which had been the average 
in the peak traffic period in 1939, he continued, the railroads 
would be able to move 992,000 cars weekly if necessary. He 
said he believed the demand for cars would be less than that, 
probably not much more than 950,000 weekly. 

Mr. Betts presided while the individual railroads reported 
as to the condition of their equipment. All railroad spokesmen 
said that the equipment situation was satisfactory. 


A. F. McSweeney, superintendent, freight transportation, 
Pennsylvania Railroad, Chicago, reported as chairman of the 
railroad contact committee. He said the railroads in the terri- 
tory had reported that the percentage of cars “completely” 
unloaded had increased between 30 and 60 per cent in recent 
months, which had contributed materially in reducing the turn 
around time for freight cars. He offered a motion that the 
beard’s coal committee be commended for its work in per- 
suading shippers and consignees to move considerable amounts 
of coal before the peak season arrived. The motion was adopted. 

Mr. Schleifer appointed the following as members of a 
nominating committee to select a slate of officers and executive 
board members to be voted on at the winter meeting: 


Mr. Bryan, chairman; M. L. Pieper, traffic commissioner, Spring- 
field, Ill., Association of Commerce; A. A. McGinness, general traffic 
manager, Servel, Inc., Evansville, Ind.; R. D. Waller, general traffic 
manager, Farley and Loetscher, Dubuque, Ia.; J. R. Davy, traffic com- 
missioner, Cheboygan, Mich., Chamber of Commerce. 


It was announced that the winter meeting would be held 
January 8, 1942, at the Palmer House, Chicago. 





GREAT LAKES BOARD FORECASTS 


Forecasts of carloadings on 29 commodities, made by com- 
mittees of the Great Lakes Regional Advisory Board for the 
fourth quarter of 1941, show loadings 5 per cent over those of 
the fourth quarter of 1940. The estimated figure is 543,831, 
and the actual loadings for the last three months of last year 
were 518,106. 

Topping the list of 23 commodities for which increases are 
predicted is chemicals and explosives, 71.4 per cent, followed 
by lumber and forest products, 61.8 per cent; agricultural im- 
plements and vehicles other than automobiles, 53 per cent; ma- 
chinery and boilers, 34.6 per cent; gravel, sand and stone, 25.4 
per cent, and lime and plaster, 24.9 per cent. Decreases were 
predicted on automobiles, trucks and parts, 14.1 per cent; fresh 
fruits other than citrus, 10 per cent, and coal and coke, 8 per 
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cent. No change was predicted in the loadings of hay, straw 
and alfalfa, potatoes, and fresh vegetables other than potatoes. 





Pacific Northwest Carloadings 


Carloadings of 32 commodities, covered by committees of 
the Pacific Northwest Advisory Board, will be 11.9 per cent 
higher in the fourth quarter of 1941 than they were in the last 
quarter of 1940, according to reports made at the meeting of 
the board in Spokane, Wash., last week. The estimated load- 
ings are 242,921, as compared with actual loadings in the last 
quarter of 1940 of 217,090. Topping the list of commodities in 
the percentage of predicted carloading increases was castings, 
machinery and boilers, 106.5 per cent, followed by gravel, rock 
and sand, 85 per cent; canned food, 65.2 per cent; wood pulp, 
52.4 per cent; dried fruit, 42.9 per cent; cement and concrete 
products, 42.5 per cent; paper and paper products, 40.2 per 
cent; fresh vegetables, other than potatoes, 35 per cent; agricul- 
tural implements and vehicles, 34.6 per cent; fertilizer, 34.6 per 
cent, and lime and plaster, 32.8 per cent. Decreases were pre- 
dicted on poultry and dairy products, 12 per cent; fresh fruits, 
8.9 per cent, and potatoes, 6.1 per cent. No change was expected 
in the loadings of sheep. 

G. C. Randall, manager of port traffic, Association of Amer- 
ican Railroads, speaking at the meeting, said that the rumors, 
apparently emanating from government sources, that a car 
shortage threatened were false. He said estimates varied be- 
tween 950,000 and 1,100,000 cars, for the peak week’s loading 
for 1941, but that it now seemed clear that the peak would not 
exceed 975,000. Under those circumstances, he said, there was 
no question as to the ability of the railroads to handle “every 
demand for transportation.” He said the outlook for adequate 
car service was bright for 1942. The ports were handling all 
exports without trouble and were capable of handling 25 per 
cent more than at present without congestion. He said that 
British ships were sailing from north Atlantic ports “with the 
same regularity as before the war.” 

Speaking at a luncheon session, at which Raymond P. 
Kelley, president, Spokane Chamber of Commerce, was toast- 
master. J. N. Davis, assistant to the trustee, Milwaukee Road, 
described the efficiency with which the railroads had handled 
thus far the increased commercial and defense traffic without 
delays to either. He said the fine record was due to cooperation 
among railroads, shippers, port authorities, contractors and gov- 
ernment agencies. A continuation of that cooperation would 
ensure efficient handling of future traffic, he said, and obviate 
government ownership. “Government cooperation, not govern- 
ment operation, does the trick,” he said. 





Freight Loading Forecast 


Freight carloadings in the fourth quarter of 1941 are ex- 
pected to be about 11.8 per cent above actual loadings in the 
same quarter of 1940, according to estimates compiled by the 
thirteen Shippers’ Advisory Boards. 

On the basis of those estimates, freight carloadings of the 
twenty-nine principal commodities will be 7,052.638 cars in 
the fourth quarter of 1941, compared with 6,307,278 actual car- 
loadings for the same commodities in the corresponding period 
in the preceding year. 

All the thirteen Shippers’ Advisory Boards estimate an 
increase in carloadings for the fourth quarter of 1941, com- 
pared with the same period in the preceding year. Tabulation 
below shows actual carloadings for each district in the fourth 
quarter of 1940, the estimated loadings for the fourth quarter 
of 1941, and the percentage of increase or decrease: 


Shippers’ Advisory Actual Loadings, Estimated Loadings, Per Cent 


Boards Fourth Quarter, 1940 Fourth Quarter, 1941 Increase 

New England ............ 105,449 115,991 10.0 
Atlantic States ........... 624,361 688,160 10.2 
rer ern 930,936 1,040,583 11.8 
Se REO 6 5. kiiokiow en's Gre 703,867 829,744 17.9 
NE, Waite biich danas ca 724,064 796,766 10.0 
Ce EMO ig viva ow nto e'swa 518.106 543,831 5.0 
Central Western ......... 224,618 251,620 12.0 
Mid-West ...... See a 911,837 1,033,172 13.3 
I Siciucuccbteunes 412,168 448,922 8.9 
Trans-Missouri-Kansas ... 298,272 323,281 8.4 
EL. knnicwwae sh beeme 379,053 450,048 18.7 
Pn SNE oc kcicasnceues 265,517 297,695 12.1 
Pacific Northwest 205,030 232,825 11.4 

| rere fe 7,052,638 11.8 


The Shippers’ Advisory Boards estimate an increase in 
the fourth quarter of 1941 compared with the same period one 
year ago in the loading of 24 of the 29 principal commodities 
included in the forecast. Decreases are estimated for five. 


Oct« 


Amc 
follo 
per ¢ 
jams 
and 

and 

€ xpl 
per | 
per | 
cent: 
syru 
9.6 ] 
and 


follc 
seed 
pote 
two: 


carl 
of 


Grai 
Flou 
Hay, 
Cott 
Cott 
Citri 
Othe 
Pota 
Othe 
Live 
Poul 
Coal 
Ore 

Gra\ 
Salt 
Lum 
Petr 
Sug: 
Iron 
Mac 
Cem 
Bric 
Lim 
Agr 


Aut 
Fert 
Pap: 
Che! 
Can! 


A, 


car 
the 
atic 
sho 
ing 


ord 


ten 
Sait 
in 

cre 


pro 
by 

pre 
me 
dif 
per 
Inc 
ing 
las 
eql 
me 
wh 
he 
thi 
wa 


RLD 


straw 
atoes. 


es of 
cent 
> last 
ng of 
load- 
> last 
ies in 
tings, 
rock 
pulp, 
icrete 
2 per 
ricul- 
6 per 
» pre- 
ruits, 
ected 


\mer- 
mors, 
4 car 
d be- 
ading 
d not 
> was 
every 
quate 
1g all 
> per 
| that 
h the 


nd =P. 
toast- 
Road, 
ndled 
ithout 
ration 
1 gov- 
would 
oviate 
yvern- 


;e GCi- 
in the 
yy the 


of the 
irs in 
il car- 
period 


te an 

com- 
lation 
fourth 
uarter 


or Cent 

1crease 
10.0 
10,2 
11.8 
17.9 
10.0 
5.0 
12.0 
13.3 
8.9 
8.4 
18.7 
12.1 
11.4 


11.8 


ase in 
1d one 
odities 
five. 


October 4, 1941 


Among those commodities showing the greatest increase are the 
following: 


Agricultural implements and vehicles other than automobiles, 29.9 
per cent; canned goods and all canned food products, including catsup, 
jams, jellies, olives, pickles and preserves, 27.7 per cent; gravel, sand 
and stone, 26.9 per cent, machinery and boilers, 23.9 per cent; brick 
and clay products, 20.9 per cent; cement, 19.3 per cent; chemicals and 
explosives, 18.5 per cent; paper, paperboard and prepared roofing, 17.7 
per cent; hay, straw and alfalfa, 15.7 per cent; lime and plaster, 15 
per cent; coal and coke, 14.9 per cent; ore and concentrates, 13.1 per 
cent: citrus fruits, 12.8 per cent; iron and steel, 12.1 per cent; sugar, 
syrup and molasses, 1).3 per cent; petroleum and petroleum products, 
9.6 per cent; poultry and dairy products, 9.5 per cent; and lumber 
and forest products, 9.2 per cent. 


The five commodities for which decreases are estimated 
follow: Automobiles, trucks and parts, 14.6 per cent; cotton 
seed and products, except oil, 10.5 per cent; cotton, 7.9 per cent; 
potatoes, 2.8 per cent, and fresh fruits other than citrus fruits, 
two-tenths of one per cent. 

Actual loadings for the fourth quarter of 1940, estimated 
carloadings for the fourth quarter of 1941 and the percentage 
of increase or decrease for each of the 29 commodities follow: 


-—-—Carloadings——. Estimated 
Actual Estimated Per Cent 


Commodity 1940 1941 Increase 
I gt eee oi AG te Chee eat aids 215,865 228,908 6.0 
Flour, meal and other mill products.... 194,838 210,925 8.3 
FIO, GUTRW GRA GUAM occ vckccceccccss 15,124 17,494 15.7 
OE ea ce a eats ee pete ae 83,390 76,815 sales 
Cottonseed and products, except oil..... 27,167 24,303 *10.5 
RE MG gona ms on cing os .e wee ee wows 35,379 39,908 12.8 
oS ee 61,863 cine * 2 
SSE rae Se eee ee 39,595 38,508 * 2.8 
Other fresh vegetables ................. 49,062 52,227 6.5 
ON ee ee 212,772 222,621 4.6 
Poultry and dairy products ............ 32,135 35,187 9.5 
EE re te ee 2,012,439 2,312,320 14.9 
Ore and concentrates ...............ee: 512,673 579,965 13.1 
Gravel, sand and stone ................ 344,500 437,231 26.9 
I sa gas a ack ail ware w dieters 31,017 33,197 7.0 
Lumber and forest products............ 534,633 583,839 9.2 
Petroleum and petroleum products...... 515,560 565,044 9.6 
Sugar, syrup and molasses ............ 54,098 60,203 11.3 
a INO a on gg n's 6 tldia 538,375 603,687 12.1 
Machinery and boilers ................. 35,198 43,599 23.9 
NN oo org Se lc eg el cle alg 145,544 173,689 19.3 
Brick and clay products................ 63,651 76,956 20.9 
ee ee 40,344 46,405 15.0 
Agricultural implements and _ vehicles, 

other than automobiles ..... ibatinae 18,856 24,501 29.9 
Automobiles, trucks and parts ......... 220,245 188,181 *14.6 
Fertilizers, all kinds ................... 76.778 78,450 2.2 
Paper, paper board and prepared roofing 100,875 118,761 17.7 
Chemicals and explosives .............. 40,587 8,112 18.5 


Canned goods—all canned food products 
(includes catsup, jams, jellies, olives, 
pickles, preserves, etc.) ...........- 54,715 69,844 27.7 
Per cent decrease. 


7,052,638 11.8 


A. A. R. Directors’ Meeting 


Shortage of materials for the building and repair of freight 
cars was discussed at the monthly meeting of the directors of 
the Association of American Railroads September 26. The situ- 
ation was said to be serious and the feeling was that nothing 
should be left undone to remedy it, it was said after the meet- 
ing. One railroad president stated, it was said, that material 
ordered last year had not yet been delivered. 

C. H. Buford, vice president, A. A. R. operations and main- 
tenance department, in a report on the car supply situation, 
said there had been further improvement as of September 1 
in the number of serviceable box cars in circulation, the in- 
crease amounting to about 16,000 cars as compared with July 
1, 1941. Requirements for loading of box cars had been well 
protected so far this year, said he. Complaints had been made 
by a number of roads as to failure of their cars to be returned 
promptly. He urged the quickest possible handling of cars to 
meet peak loading requirements. There had been no car supply 
difficulties for any grain movement, said he. There was im- 
pending a heavy movement of soybeans in the Iowa-Illinois- 
Indiana-Ohio territory, the crop for commercial movement be- 
ing estimated at 109 million bushels against 79 million bushels 
last year. Government truck loading in end-door and device 
equipped cars had continued heavy, said he, but all require- 
ments had been protected either with these cars or open-tops 
where such loading had been authorized. Demand continued 
heavy for all types of open tops to protect loading requiring 
this class of equipment. He reported the car service division 
was making special comprehensive checks on individual roads 
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to get as complete a picture as possible of car handling. This 
was a departure from past practice, he said. All points were 
being watched for accumulations, labor difficulties, and other 
causes which held equipment under load, and corrective action 
was being taken, he said. The field force of the I. C. C. was 
working to that end, said he. 

Movement of coal to upper lake docks would probably not 
be -over 5,000 tons less than it was in 1940, he said. Against 
that there was a carryover as of April, 1941, of something in 
excess of 2,000,000 tons. It would appear that the requirements 
of coal for the upper lake docks would be met without diffi- 
culty, said he. 

Dunnage Conference 


An appeal for establishment of a reasonable allowance for 
dunnage to protect freight loaded in closed cars was made by 
a committee representing the National Industrial Traffic 
League and the National Association of Shippers Advisory 
Boards. W. J. Williamson, chairman of the League’s classifica- 
tion committee, and A. W. Vogtle, president of the association 
of advisory boards, made the presentation. H. W. Frazer, gen- 
eral traffic manager, Woolworth Company, New York, and 
E. F. Lacey, executive secretary of the League, were the other 
committee members present. The matter was taken under ad- 
visement by the A. A. R. board. The shippers had been un- 
successful in obtaining such an allowance and the matter was 
then carried to the A. A. R. board for action. 


Materials for Freight Cars 


“One development which can be expected to work itself out 
over a period of months is an increased emphasis on direct 
allocation of materials,’ said Donald M. Nelson, director of 
priorities, OPM, in a statement urging strict compliance with 
priorities regulations. 

Use of the allocation method was seen as possibly an 
answer to the problem of the freight car builders who have 
been unable to get the steel they need for cars ordered by the 
railroads. As shortages of materials increased, said Mr. Nel- 
son, allocation would have to be used more and more. Con- 
tinuing, he said, in part: 


When allocation is carried out fully—typically by issuing instruc- 
tions as to how much of what can be shipped to whom—this provides 
a clear-cut and exact way of dividing up any given scarce material. 
To the extent that allocation is used, it tends to diminish the need 
for use of preference rating certificates, especially among those primary 
consumers who are specifically selected to receive material. 

In making such allocations, of course, consideration is always given 
to the end use of the material desired by a particular consumer. Thus 
a company using aluminum for airplanes enjoys a better standing than 
one using aluminum for less essential purposes. 

When this field of operations has been fully explored, we can 
give more emphasis to two things; (1) allocation of raw materials 
into industrial channels, and (2) some method of classifying end uses 
of these materials in accordance with the interests of defense. Alloca- 
tion on the one end, classification on the other—these are two basic 
aspects of any sound, simple priorities system. We are already doing 
both to some extent; we expect to do more along the same line. To 
the extent that this works out, we can expect to diminish the need for 
individual preference rating certificates, although neither the certifi- 
cates nor any other part of the present system are likely to be given 
up altogether. 


Decision by the supply priorities and allocations board, 
OPM, that a further expansion of 10,000,000 tons annually in 
the nation’s steel-making capacity was desirable, was being 
carried forward this week py OPM officials, it was stated. 
Included in the shortages to be met by the increased produc- 
tion, was steel for freight cars and ships. Steel companies had 
already submitted definite proposals for expansion of capacity 
by 13,118,768 tons, it was stated. Most of this would require 
government financing, it was added. 


COAL PRICES AND TRANSPORT 


The bituminous coal division of the Department of the In- 
terior has announced it has granted changes in minimum mine 
prices for coals shipped from mines in District 8 to the city of 
Cincinnati, O., and seven other consumers in the Cincinnati area 
in order ‘to permit them to enjoy savings in transportation 
costs by purchasing coal shipper via river barges instead of 
rail.” In its announcement the division said: 


The other consumers are the Cincinnati Board of Education; the 
County of Hamilton, Ohio, for consumption at the county home, the 
court house and tuberculosis hospital; Champion Paper & Fiber Co., 
Hamilton, Ohio; Lawrenceburg Roller Mills Co., Lawrenceburg, Ind.; 
the Old Quaker Co., Lawrenceburg; James Walsh & Co., Lawrenceburg, 
Ind., and Joseph A. Seagram & Sons, Inc., Lawrenceburg. 

A division order authorizes producers in District 8 (eastern Ken- 
tucky, southern West Virginia) to sell coal to the eight consumers at 
minimum mine prices based on delivery, via barges, ‘‘free alongside’’ 
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river docks, rather than at minimum prices based on railroad ship- 
ments. 

The order, signed by Division Director Howard A. Gray, adopted 
recommendations made by Trial Examiner Floyd McGown, who con- 
ducted a public hearing in the matter. McGown found that in the 
past these consumers, by purchasing coal shipped via barges on the 
Kanawha and Ohio rivers from mines in District 8, have regularly 
saved money over available prices of comparable coals shipped via 
rail or truck. The director held that they were entitled to purchase 
coal under the ‘‘free alongside’ regulations established by the division. 
These regulations were designed to permit consumers to enjoy, under 
minimum prices, any savings which they previously had regularly and 
continuously received by shipping coal via river barges, or to permit 
them to enjoy such savings now if they have been made possible by 
developments since the minimum prices were established. 


RAILROAD ADJUSTMENT BOARD CASE 


The Delaware and Hudson has filed notice in federal court 
at Chicago of its intention to appeal the court’s decision, Sep- 
tember 17, in Civil No. 3021, D. and H. vs. ten members of the 
National Railroad Adjustment Board and Royal A. Stone, mem- 
ber of the Minnesota supreme court, who acted as mediator 
with the board. The court had ruled that the board was within 
its rights in permitting rail labor unions to withdraw 170 com- 
plaints which they had submitted to the board for arbitration. 
The plaintiff had maintained that the board should have con- 
tinued to hold conferences with Judge Stone and should have 
gang A decision on the complaints (see Traffic World, Sept. 

» P. . 


CROWSON ON RAIL ACHIEVEMENT 


The greatest achievement in the history of American rail- 
roading has been the handling of the “greatest amount of trans- 
portation in all history . . . after having subsisted for ten years 
on a starvation diet of traffic and earnings,” said George M. 
Crowson, assistant to the president, Illinois Central, in an ad- 
dress at a Gulf states meeting of the Brotherhood of Locomo- 
tive Firemen and Enginemen at Shreveport, La., October 2. 
Credit for the achievement, he said, went to all railroaders, 
because railroading was “a matter of teamwork” on the part 
of the management and the workers. 

He commended the understanding shown by both sides in 
the existing rail wage dispute and said he hoped the emergency 
board now sitting on it would reach a conclusion that would do 
justice to all involved. 


RAIL PENSION DATA, ETC. 


The Railroad Retirement Board has announced that re- 
tirement certifications in August amounted to $10,409,441, 
bringing total payments from the beginning of its operations 
to $450,946,944. It reported that since its establishment it had 
certified 147,717 employe annuities, 48,537 pensions, 3,021 sur- 
vivor annuities, 5,794 death benefit annuities, and 44,927 lump- 
sum death benefits. 

Employee annuities in force at the end of August totaled 
120,083, with a monthly amount payable of $7,892,240, the 
average monthly payment being $65.72, the board said. It 
noted that assets of the railroad retirement account at the end 
of August consisted of a cash balance of $507,279 and Treasury 
notes amounting to $101,850,000. 

For the period from Aug. 2 to 29, unemployment insurance 
claim receipts totaled 29,996, averaging nearly 7,500 a week 
as compared with 7,200 for the last two weeks of July when 
claims for the new benefit year were first received, the board’s 
report showed. It said that although the increase probably 
reflected a small increase in the number of layoffs, the num- 
ber of people added to the payroll in August was so much 
larger that there was a net increase in employment. 

Benefits certified in August, according to the report, 
amounted to about $520,000, with $507,815 being certified on 
claims for the current benefit year. The average certification 
which included waiting-period credit was $14.24 and the aver- 
age for benefits only was $23.34. 

The board said the employment service was notified of 
4,889 openings in August, of which 3,562 were with railroad 
employers, while referrals were made of 4,680 qualified work- 
ers, employment being obtained by 2,483. The weekly average 
of 621 placements was the highest in any month since employ- 
ment service operations began, according to the report. 


STATUS OF ENGLISH RAILWAYS 


Ralph Budd, defense transportation commissioner, said in 
an informal discussion at a meeting of the Washington Trade 
Association Executives, October 2, that he had received that day 
a cable from London stating that the status of the English rail- 
ways was now the same as it was in 1939. 

Mr. Budd said he had read recent statements in newspapers 
to the effect that the English railways had been taken over 
by the government. He said he sent an inquiry to London 
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about such reports and received the cable referred to in reply. 
He said he was anxious to have his statement published. 

Changes in the relationship between the British gov- 
ernment and the railways have been effected recently with 
respect to guaranteed net revenue and financial agreements, 
according to reports from England which were not clear as 
to how they affected the matter of government control. 


RAIL TROOP MOVEMENTS 


The War Department has announced that the army al- 
ready is planning for the expected heavy traffic of soldiers on 
furloughs during the Christmas and New Year holidays. lt 
said orders had been issued to commanders of camps to co- 
operate “‘to the fullest extent” with the authorities of railroads 
who might desire information concerning furloughed military 
personnel. That information, it added, would include the num- 
ber of men in camps, the approximate number to be fur- 
loughed, the location of their homes, etc. 


SHORTAGE OF CARS IN CANADA EXPECTED 


A shortage of freight cars in the Dominion of Canada is 
expected to develop because of war-expanded industrial pro- 
duction in Canada, a report to the Department of Commerce 
states. Local shippers have been informed that in order to save 
car days they must not waste time in loading and unloading; 
that they must give advance notice of car requirements; com- 
modities to be transported; space needed; switching needs; and 
provide storage space for their goods so as to obtain protection 
in case of emergencies and car shortages. Orders for railway 
equipment are expected to be placed with producers within the 
next sixty days. As far as can be ascertained, the new rolling 
stock will consist mostly of box freight cars. 


RAIL TAX PAYMENTS HIT NEW MARK 


Setting a new annual record, Class I railroads in 1940 paid 
$398,724,967 in taxes to federal, state and local governments, 
according to the Association of American Railroads. The pre- 
vious record was made in 1929 when their tax bill amounted 
to $398,384,711. 

The 1940 taxes, averaging more than $1,089,000 a day, were 
an increase of $40,279,891 over 1939 and an increase of $55,531,- 
177 over 1938. 

“Of the total amount of taxes paid in 1940, $213,845,061, 
or 53.6 per cent went to state and local governments and $183,- 
546,195 was paid to the federal government,” says the associa- 
tion. “The remaining $1,333,711 was paid by those railroads 
in taxes to Canada, Mexico, Cuba and Hawaii. The amount 
of taxes paid to state and local governments decreased $22,678,- 
927 but federal taxes increased $62,464,242 in 1940 compared 
with the preceding year. 

“The railroads in 1940 paid in taxes 36.8 cents out of each 
dollar of net earnings before taxes, compared with 37.7 cents 
in 1939. In 1929 they paid 24.1 cents out of each dollar of such 
net earnings. 

“Out of each dollar of operating revenue, the railroads in 
1940 paid in taxes 9.2 cents compared with 6.3 cents in 1929. 
In 1939 they paid 8.9 cents. 

“Taxes paid to the federal government by the Class I rail- 
roads for the most part, represent income taxes for corporations 
and payroll taxes. The principal taxes paid to state and local 
governments are assessed on roadway and other property.” 





LEAVE PAY FOR I. C. C. MILITARY MEN 


In answer to an inquiry by Chairman Eastman Comp- 
troller General Warren has made a ruling as to the manner 
of computing and charging pay in lieu of leaves of absence for 
employes of the Commission ordered to active duty with the 
military forces. The act of Aug. 1 provides that such em- 
ployes shall receive compensation for leave periods in addi- 
tion to their military pay. 

The Comptroller General said the annual leave for which 
pay was authorized must be applied for, administratively 
granted and computed the same as in any other case of annual 
leave, except, of course, that it needed not be applied for or 
granted in advance. The period immediately following the 
last day of active service in a civilian position, he said, was 
the period for which such compensation was payable, and to 
the extent covered by accumulated and accrued granted leave, 
with credit for Sundays and other non-work days. 

Inasmuch as some parts of the leave would be in the fiscal 
year 1941 which expired with last June and some in the fiscal 
year 1942, Chairman Eastman also asked questions as to 
which appropriations the money paid out should be charged. 
The answers to them will be of interest only to the disbursing 
officers when they make their book entries, and not to the 
recipients of the money. 
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Emergency Board Hearing 


Operating brotherhoods, under the leadership of C. M. 
Hay as counsel, began putting in testimony on their demands 
for a 30 per cent wage increase before the President’s emer- 
gency fact-finding board at Chicago the afternoon of Septem- 
ber 26. The non-operating case rested after a brief cross- 
questioning of E. A. Keller, Brotherhood of Maintenance of 
Way Employes (see Traffic World, September 27, p. 781), in 
which he admitted that the increase from 20 to 36 cents an 
hour in the wages of maintenance workers since 1938 repre- 
sented an 80 per cent raise. However, he compared it to an 
increase in Chinese labor rations from one spoonfull to two 
spoonfulls a day. The Chinese, he said, “got a 100 per cent 
increase in rations, but they were still hungry.” 

In response to a question by Thomas R. Powell, board 
member, the witness said that the establishment of a 70-cents- 
an-hour minimum wage among rail workers would narrow the 
spread among the various classes of labor, but added he 
thought “that might be a good thing.” 

Carl J. Goff, assistant president, Brotherhood of Loco- 
motive Firemen and Enginemen, was the first operating witness. 
He confined himself to a history of the instant dispute. He 
said the vote by which the members of the brotherhoods had 
agreed to strike should the wage demand not be met was 
by a 98.8 per cent majority. On cross examination, J. Carter 
Fort, railroad counsel, asked the witness why the brother- 
hoods had declined the Mediation Board’s suggestion for ar- 
bitration. His answer was that the brotherhoods felt they 
would sooner have a Presidential board pass on the issue than 
an arbitration board and, further, that they had lost faith 
in arbitration in 1927 and 1928, when the western railroads 
attempted to have an arbitration decision set aside and would 
not accept the increases granted to firemen and hostlers until 
their petition had been denied in the federal district and ap- 
peal courts. 

H. W. Fraser, president, Order of Railway Conductors, 
described the work of the members of his organization as 
hazardous and as entailing great responsibility. Their work 
was irregular, he said, especially in years when they were on 
extra shifts, and much of their time was spent away from 
home. In effect, he said, the conductors were policemen in 
charge of their trains. They were also the first line of the 
railroads in their contact with the public. He mentioned the 
practice of the railroads of selling liquor on trains as adding 
to the troubles of the conductors. 


The witness said he had spent eight years in railroad offices 
before he went into train service. Mr. Fort wanted to know 
why he made the change. He said the chief reason was be- 
cause he liked outdoor work. Apropos of the hazards of the con- 
ductor’s occupation, Mr. Fort wanted to know whether the 
witness knew that there had been an “amazing” reduction in 
such things as breaking of trains and hot boxes since 1923. The 
witness said he did not know whether the improvement was 
“amazing” or not, but that he did know that, with the co- 
operation of all rail workers, rail accidents had decreased 
greatly. That did not make the conductor’s work in watch- 
fulness and vigilance any less onerous, he added. 

The third train service witness, the morning of Septem- 
ber 27, was Alvanley Johnston, grand chief engineer, Brother- 
hood of Locomotive Engineers. He spoke of increased power 
and weight of locomotives and increased speed of trains as 
reasons why engineers should have more pay. Many new 
mechanical devices had been added to locomotives in recent 
years to complicate the work of the engineers, he said. Mr. 
Fort asked him, also, why he had forsaken work as a railroad 
stenographer to become, first a fireman and then a locomotive 
engincer. He said he supposed it was because every boy in 
his day had that job as the acme of his ambition. 

“Tf you should have it to do over again,’ asked the rail- 
road lawyer, “would you still want to follow the career you 
did follow?” 

“I guess I’d still want to be a locomotive engineer,” the 
witness answered. 

“You wouldn’t care to be a railroad lawyer. 
asked Mr. Hay. The witness said he would not. 

“Well, at least you’re wise there,” said Mr. Fort. 


Duties of Employes 


_ The operating unions, September 29, placed on the stand 
witnesses to describe the duties of various train service em- 
ployes, the responsibilities connected with their jobs, and the 
dangers they faced. The first was Fred Maneely, freight con- 
ductor, Illinois Central, who quoted his wife as saying, on his 
thirtieth wedding anniversary, that his job had kept him away 
from home fifteen of those years. Questions by Board Member 
Powell revealed the fact that he included in his away-from- 
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home time the time workers in other industries spent on their 
jobs. He said he did not know just how much more time the 
railroad worker spent away from home than the ordinary office 
worker. In response to a question by Mr. Fort, he said he 
frequently took time off to attend to his work as general chair- 
man of the Order of Railway Conductors on the Illinois Central, 
but that those activities did not interfere with his seniority. 

Knute Carlson, engineer on the Burlington’s Zephyr, said 
he received $15.80 a round trip from Lincoln to Hastings, Neb., 
but that there was a 20-hour “layover” at Hastings. He could, 
if he wished, “deadhead” back to his home in Lincoln for the 
day, he said, but, to make sure that he would be on the job 
for the return trip from Hastings, he usually stayed in Hastings 
overnight. He remarked that going home for the day meant 
“200 miles of riding without being paid for it.” 

J. T. Shields, temporary assistant to the grand chief, Broth- 
erhood of Locomotive Engineers, described advances in loco- 
motive design in recent years and a number of the appliances 
and devices added to them. He said that, while, generally, it 
required no greater effort to drive a modern locomotive than 
one of older design, the whole object of building it heavier and 
stronger was to make it more efficient andt oenable it to haul 
heavier loads. That meant more responsibility for the engineer, 
he said. 

T. C. Cashen, international president, Switchmen’s Union of 
North America, described the hazards of yard and line switch- 
ing. He said the proportion of casualties among yard workers 
in 1916 was higher than among members of the American 
Expeditionary Force in the World War. He compared wages 
paid to switchmen by the railroads with those paid to men doing 
the same kind of work on the plant tracks of the Ford Motor 
Company. The latter, he said, were higher. Mr. Fort wanted 
to know, whether the witness knew that Ford had to pay 
switchmen higher wages than the railroads because railroad 
employment offered advantages Ford could not give his men. 
The witness said he couldn’t imagine what those advantages 
were, and the railroad attorney did not follow up the question. 


Whitney Statement 


A. F. Whitney, president, Brotherhood of Railroad Train- 
men, read a statement in which he commented on the “abysmal 
ignorance” of those who did not admit that railroad workers’ 
duties and responsibilities had increased while their wages re- 
mained stationary. He dwelt on the “skill and precision” of 
rail workers as the reason for reductions in railroad accidents, 
in spite of an increase in the length of trains from 40 cars to 
“7 or 100 cars,” each car “made up of units pregnant with 
danger.” He scored the “effrontery” of “railroad propagand- 
ists” who did not admit that all this increased the work and 
hazards of railroad workers. 

He said the “personal appearance and manners” of dining 
car stewards was determining in the degree of good will of 
the public toward the railroads, and that they could “shift posi- 
tions with the caterers of the great Waldorf-Astoria without 
embarassment.” He drew a picture of trainmen “cruelly 
hurled from tops of trains,” and “breathing poisonous gases” 
in long tunnels. 

Practically every improvement and safety device the rail- 
roads had adopted had been forced on them after a struggle 
against them by “high powered lobbies and attorneys”; it 
usually took an act of Congress backed up by order of “the 
highest court in the land” to make the railroads adopt such 
improvements, he asserted. 

Mr. Fort’s cross-examination consisted of a single question. 
He asked the witness whether he knew about and had given his 
consent to the printing in the Railroad Trainman, organ of his 
union, of a statement characterizing the trainmen and their 
families as getting “greater satisfaction out of life’ than any 
other group (see Traffic World, September 20, p. 722). The 
witness said he guessed he couldn’t deny that. 


The chairman then asked Mr. Whitney what it had cost the 
B. of R. T. to conduct its strike vote. He said $100,000. Mr. 
Fort wanted to know whether the union couldn’t have saved that 
money by accepting the Mediation Board’s suggestion for 
arbitration. He answered that, in the first place, his organiza- 
tion would sooner have a fact-finding board sit on the matter 
than a board of arbitration and, second, that there was no as- 
surance that, should the matter be arbitrated, a strike vote 
wouldn’t be necessary anyway. 


“In effect, then,” said Mr. Fort, “your vote wasn’t for a 
strike, but in favor of an emergency board.” 

“That is true,” answered the witness, “up to this time.” 

Charles Decker, dining car steward, Southern Pacific, 
testified about the work of his kind of employes and the level of 
their wages which, he said, were lower than train porters’. He 
didn’t mean Pullman porters, who got tips, he explained, but 
train porters who gave hat bags and pillows to coach pas- 
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sengers and kept the cars clean en route. Stewards got no tips, 
he said. 


Short Line Statement 


C. A. Miller, vice-president and general counsel, American 
Short Line Railroad Association, appeared and filed a state- 
ment of the points made in his oral argument a week earlier 
for the exclusion of the short lines from the proceedings (see 
Traffic World, September 27, p. 781). He said that, since his 
earlier appearance, he had learned that strike votes had been 
taken on those short lines on which he had said earlier they 
were omitted, and he wanted to correct his statement. The 
chairman said the written statement would be considered by the 
board in executive session. 

The chairman said he had received a letter from M. J. 
Gillen of the University of Notre Dame, consultant on railroad 
securities, offering to the board a number of exhibits of the 
value of such securities and offering, also, to appear before 
the board, if it so desired. The chairman referred to the de- 
cision of the board not to seek the services of consultants or 
advisors. The Gillen documents would not be put in the 
records, he said, but they would be made available for examina- 
tion to counsel for both sides so that either might call him as 
its own witness if it so desired. 


Board to Ride Freight Train 


The chairman also announced that the board had con- 
sidered a suggestion that its members make “visitations” to 
railroad classification yards and take a ride on a freight train, 
and that it had decided to accept. The visitations and trips, 
however, he said, would have to be arranged for evenings or 
week-ends. 


Increase for Lower Paid? 


Observers at the hearing inferred, from a question asked 
by the chairman the morning of September 30, that the board 
was considering making recommendations in its report for 
wage increases among the lower-paid classes of railroad em- 
ployes without making similar recommendations for those in 
the higher pay brackets. 

The question, styled hypothetical by the chairman, was: 


Suppose the board should come to the opinion that one class of 
employes—class X, let us say—is underpaid. Is it the opinion of 
counsel for the parties that, in those circumstances, the board properly 
could recommend in its report that the compensation of class X shouid 
be increased without applying that recommendation to all classes of 
employes? 


The chairman said he did not desire an immediate answer, 
but that he would like to have counsel “think it over,” so that 
it could be discussed at some future time. 

Testimony of operating union representatives continued on 
that day. On cross-examination, Mr. Decker admitted that his 
statement about dining car stewards getting less pay than train 
porters was based on a calculation made by dividing the total 
monthly pay of stewards by the hours they were away from 
home in the month, without regard to the number of hours on 
duty. He said he averaged about 9 free days at home each 
month, that his wages had averaged over $200 a month in the 
last three years, and that in 1940 they totaled $2,473. On the 
basis of time actually on the job, he earned 78% cents an hour, 
he said. 

Train Service Pay Basis 


Mr. Goff returned to the stand to enter a defense of the 
“dual system” of pay for train service employes. He described 
it as being based on miles a day, 100 taken as the normal and 
the pay rate set at 1/100 of the daily rate for each mile over 
which the man worked in a day, with 8 hours as the maximum. 
There was no overtime for miles in excess of 100, he said, other 
than the added payment at the established mileage rate; but 
there was time-and-a-half on the basis of 3/16 of the daily rate 
for freight employes and 1/8 the daily rate for passenger em- 
ployes for each hour worked overtime, regardless of the num- 
ber of miles covered. He quoted, from reports of William Z. 
Ripley and Coordinator Eastman, statements to the effect that 
that system of compensation calculation for train service em- 
ployes was fair. 

On cross-examination, Mr. Fort brought out that the 30 
per cent wage increase proposal of the operating unions would 
include similar increases in constructive allowances paid to 
workers while waiting to go to work, and to the guarantees un- 
der which they now drew daily pay for 100 miles or 8 hours re- 
gardless of the miles covered or hours worked. 


W. B. Woodward, general chairman for the Brotherhood 
of Locomotive Firemen and Enginemen on the Pennsylvania 
Railroad’s eastern lines, testified on the details of working and 
operating rules for firemen and engineers. He entered 10 books 
containing those rules as exhibits. 


TRAFFIC WORLD 


H. G. Aries, statistician for the same union, entered ex- 
hibits showing rates of pay for train and yard workers in 1920 
as contrasted with the present. They showed, generally, that 
average daily rates had gone up between 7.65 and 17.20 per 
cent for the various classifications in that period. 


W. B. Cantley, manager of the statistical bureau, Brother- 
hood of Railway Trainmen, said the average earnings of pas- 
senger conductors in 1920 was $2,992 and in 1940 $3,322; for 
freight conductors in 1920, $3,025 and in 1940, $3,123; for pas- 
senger engineers in 1920, $3,347, and in 1940, $3,650, and for 
freight engineers in 1920, $3,455, and in 1940, $3,517. His aver- 
age for all classes of train and yard employes was $2,550 in 
1920 and $2,575 in 1940. While the increases in some classes 
ranged as high as 11.4 in the 20-year period, he said, the in- 
crease in the average for all was exactly 1 per cent. 


On cross-examination, he said freight trainmen were lim- 
ited to 3,500 miles of operation in a month and passenger train- 
men to 5,500 miles a month. This, he said, was not to give 
the men more free time, but to “divide the work more equitably 
and to reduce unemployment.” He admitted that it was pos- 
sible for a man to reach the limit of his monthly mileage in 10 
days, but insisted thatthat didn’t often happen and, like others 
before him, indicated that he thought time away from home 
ought to be considered working time whether or not the worker 
was on duty. 


The chairman read into the record a letter from the trus- 
tees of the Norfolk Southern Railroad Company protesting 
against inclusion in the proceedings. He said the earlier ruling, 
that all parties mentioned in the President’s proclamation were 
included, would stand. 


Long Hours Worked 


J. H. Cover, consulting economist, retained by the train 
service brotherhoods, was on the stand the whole of October 
1, explaining figures in an exhibit of 131 pages in an attempt 
to show that operating employes worked long hours; were 
producing more work at no more pay than they were getting 
in the 1920s; that the railroads were currently hauling more 
traffic at a lower unit cost than a few years ago; that the rail- 
roads were making enough money to stand a wage increase; 
that the cost of living was rising, and that compensation for 
workers on comparable duties in other industries were higher 
than on the railroads. 


He and Mr. Fort, on cross-examination, made an issue of 
the length of time worked and spent away from home by 
G. M. Webb, a switchman on the Erie Railroad at Marion, O., 
in the month of October, 1940. The witness said Webb had 
“invested” 671.5 of the 720 hours in the month in his job, al- 
though he actually was on duty only 282.33 hours. There 
were only 48.5 hours in the month when he was “a compara- 
tively free man,” he said, and he calculated his wages on 
the “invested hours basis” at .368 an hour. He admitted, on 
cross-examination, that the case wasn’t typical and said he 
d‘dn’t know whether the month selected was near the average 
for Webb. He received $247.48 for his month’s work, he said. 


Mr. Fort asked for an explanation of what the witness 
understood by “local switching,” the description he had made 
of Webb’s work. Mr. Cover replied that he thought that 
meant pick-up service. As to the latter, he said he didn’t know 
what it was, which caused Fort to remark that he didn’t believe 
the witness was “much of an expert after all.” 


The witness summed up his estimates for business for 
1941 at 44,000,000 carloadings and said that the forecast was 
“for business this fall and winter beyond the capacity of the 
railroad plant.” The 30 per cent increase demanded by the 
operating unions, he said, would cost the railroads $213,350,000 
a year, but in view of the fact that, according to his calcula- 
tions, they would have net operating revenues for the year 


of $1,249,000,000, it ought to be easy for them to pay the added 
wages. 


Mr. Fort led him through a series of calculations, in- 
cluding the subtraction from his net operating revenue esti- 
mate of such things as the cost of joint facilities and rentals, 
and taxes, and obtained, finally, an admission that the re- 
sulting net operating income would not be sufficient to meet 
the demands of the two groups of unions. 


jet oa 
Hearing Day Lengthened 

After a discussion with counsel, in which it developed 

that the unions had used practically all of the twelve days 


originally allotted to them without reserving any time for 


cross-examination or rebuttal, and in the course of which Mr. 
Fort remarked that the railroads would be “hard pressed” 
to get their evidence in in the fifteen allotted days, the chair- 
man announced that the hearing day would be lengthened 
by adding a half hour at each end. They would hereafter 
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begin at 9:30 a. m. instead of 10:00, he said, and close at 4:30 
instead of 4:00 p. m., with the usual “motion hour” to follow. 


Whitney Again 


After a brief appearance on the stand the morning of 
October 2, to complete his cross-examination, Mr. Cover gave 
way to Mr. Whitney, whose second appearance took up the 
rest of the day. He began by attempting to introduce, as an 
exhibit, his book, “Main Street, Not Wall Street,” prepared for 
the fact-finding hearing on the railroads’ wage reduction pro- 
posal in 1938. On objections by railroad counsel, it was not 
admitted in evidence. The same was true of a statement 
entitled, “‘The Milwaukee Railroad, Known and Loved by the 
Bankers as the St. Paul,” and portions of other exhibits which 
the chairman said were argumentative. 

A number of other exhibits presented by him were ad- 
mitted in evidence. One of them purported to show that fixed 
charges of 25 railroads that had undergone or were undergoing 
reorganization had been or would be reduced from $130,117,650 
to $39,217,041, or 69.9 per cent, although A. P. Matthew, rail- 
road counsel, brought out on cross-examination that his calcula- 
tion did not take into account the interest the reorganized ra’‘l- 
roads might have to pay on contingent securities issued to 
replace mortgage and other bonds. In another exhibit he sought 
to show that the book value of railroad securities was fictitious 
by $9,404,254,949, the amount by which that value exceeded 
their market value. Still another consisted of listings of stock 
dividends issued by 13 railroads between 1921 and 1936 and 
the cash dividends paid on such stock dividends, totalling 
$526,059,030, which he said only “scratched the surface” of 
the “free money” the railroads had passed out in that manner. 
Finally there was an exhibit showing increases in pay granted 
by railroads to officials with salaries of $10,000 a year and 
over since December 31, 1937, which period included that time 
in 1938 when the railroads were attempting to reduce wages 
by 15 per cent. 

He had a great deal to say about the “financial waste” 
of the railroads and about various “stock-jobbing activities of 
the bankers” which he claimed had “milked” them of millions 
of dollars in recent years. He stressed the fact that he confined 
himself to current matters of this kind and that he did not 
include “ancient history.” He said these acts on the part of 
the “railroad bankers” proved that they had not changed their 
financial philosophy in the last 75 years, “except to become 
bolder.” 


Among the railroads singled out for particular condemna- 
tion were the Wabash, in its relations with the Pennsylvania 
and its subsidiaries; the Missouri Pacific and others involved 
with the Van Sweringen brothers and the Allegheny Corpora- 
tion; the dealings between the Chesapeake and Ohio and the 
Chicago and Eastern Illinois; the ‘deliberate bankruptcies” 
of the Milwaukee, and the Chicago, Great Western-Bremo Cor- 
poration affair. He sprinkled his discussion liberally with 
excerpts from the report of the Wheeler investigation, already 
in the record as an exhibit. 


Through manipulations such as these the “Wall Street 
bankers” had “milked” the railroads for more than $9,000,000,- 
000 in recent years, he said. If those practices were not 
stopped, he added, he would recommend to the President that 
the government take over the railroads. 


Railroads’ “Propaganda Machine” 


While the railroads “pleaded poverty in answer to fair 
and just demands of their workers,” he said, ‘they have been 
wasting millions of dollars in the maintenence of a vast and 
far-flung propaganda and lobby machine,” citing the $60,000 
a year salary of J. J. Pelley, president of the Association of 
American Railroads, and the $50,000 salary of R. V. Fletcher, 
its vice-president and general counsel, as indicating that that 
organization was the “pivot” of that machine. He estimated 
the expenditures of the railroads for that and similar organ- 
izations, and for contributions to outside organizations, as 
totalling $225,000,000 since 1925. 


The railroad propaganda machine was again striking 
against labor in the instant proceeding, said he. The kind of 
campaign it was waging was illustrated, he said, by editorials 
in Railway Age, the editor of which was “Samuel O. Dunn, 
director of the Western Railway Committee on Public Rela- 
tions, one of the Association of American Railroads’ major sub- 
sidiary organizations.” He said that publication and the Traffic 
World had printed editorials “going so far as to attack the 
very integrity of this fact-finding board.*” The Traffic World 
editorial of September 20, he said, was “contemptuous propa- 
ganda” in a magazine “listed by the Association of American 
Railroads in its publication ‘Quiz on Railroads and Railroading’ 

*That is a lie so far as The Traffic World is concerned.—Editor The 
Traffic World. 
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as an ‘outstanding’ periodical in the railway transportation 
field.” To illustrate how the A. A. R. was spending money for 
propaganda, he displayed advertisements from the Traffic 
World and other publications “inserted and paid for’ by that 
organization. 

At the end of his direct testimony, he threw in the remark 
that the railroads were “kidding themselves” if they thought 
they could revise operating working rules. He said the labor 
leaders would meet the railroads “here next year and preserve 
those rules intact.” 


Record Becomes Voluminous 


Mr. Whitney was the final witness for the labor unions. 
At the time he finished his direct examination, just before the 
October 2 session ended, there was more than 2,600 pages 
of testimony and 93 exhibits in the record, some of the latter 
running to many pages. The unions had then already exceeded 
by nearly a day the time originally allotted. Observers noted 
that a great deal of the time had been spent by witnesses in 
reading figures contained in the exhibits. A good portion of 
the testimony, also, was prepared in statement form, but 
carefully read. Mr. Whitney’s second session on the stand, for 
instance, exclusive of exhibits and side remarks, covered 30 
typewritten pages. Although a press release, handed out at that 
time, indicated that a crowded hall hung on his words, the 
general impression with reference to the way his and other 
testimony was put in was that the sessions were dull and tire- 
some. Spectators were observed catching up with their sleep 
and even one of the board members occasionally fell into a 
cat-nap. 

In refusing to accept Mr. Whitney’s book as an exhibit, 
the chairman said the board would admit no exhibits except 
those the board considered it its duty to read in their entirety. 
The state of the record and the pile of exhibits, as the third 
week of the hearing drew to a close, indicated that, if that 
resolution was to be carried out, the board had set up for 
itself a herculean job. 


Whitney Cross Examined 


Mr. Matthew, in his cross examination of Mr. Whitney, 
the morning of October 3, obtained admissions that many of 
the activities of the A. A. R. were of a service nature—such as 
those of the car service division, the Bureau of Railway Eco- 
nomics and the Freight Container Bureau. The witness added, 
however, that even such offices were “impregnated with propa- 
ganda.” 


Board Member Powell wanted to know whether the wit- 
ness, who had asserted that the financial manipulations he de- 
scribed were attributable to bankers and not to railroad man- 
agers, also held the managers blameless in his propaganda 
allegations. He said he supposed the managers were at least 
partly responsible for those practices. Chairman Morse asked 
whether it was the witness’s position that wages ought to be 
raised uniformly, regardless of the varying financial conditions 
of the individual railroads and whether he held that wages 
ought to be raised and maintained on the higher level regard- 
less of what might happen to the general economic condit’ ons 
of the country. He answered that there was a “basic” cul- 
tural” under which wages ought not to be allowed to drop, 
but that there was a margin above that level in which there 
might be some fluctuation. Raising the existing wages as de- 
manded by the unions would just bring them to the “cultural 
level,” he said, and if the railroads became so poor that they 
could not pay them “the government ought to do somethin: 
about it.” 


Railroad Case Begins 


In a brief opening statement for the railroads, Mr. Fort 
said it was their position that the railroads had been and were 
being run with as much or more honesty and integrity as any 
other large enterprise, whether labor unions. government or 
business. If there had been any untoward incidents in that 
management down the years, they were no more than “ripples 
among the great waves of the ocean,” he said. The general 
accusations of illegal manipulations and bad financial and other 
management made by Mr. Whitney and other labor witnesses, 
he said, were “loose and reckless.” 


The first railroad witness was J. H. Parmelee, director of 
the Bureau of Railway Economics, which he described as one of 
the divisions of the A. A. R. 


He said an increase in rail wages at this time would tend 
toward inflation, to which the President and Congress were 
strongly opposed, and a consequent tendency toward the even 
worse danger of deflation after the present “temporary and 
artificial” increased railroad activity, “resulting from public 
spending for defense and lend-lease programs,” came to an end. 
He said each of the three general rail wage increases in the 
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last 23 years had been followed promptly, as effect followed 
cause, by a general increase in freight rates and passenger fares. 

The future welfare of the railroads, “a vital public con- 
cern,” could only be insured if operating costs were held 
“within reasonable limits,” he said, adding that, if those costs 
were increased through wage raises, they “would exert an 
adverse influence on the general economy; on the ability of 
the railroads to serve the nation in time of peace, threatened 
war, or in wartime itself; on their ability to maintain or in- 
crease their working forces, and on business conditions through- 
out the United States. 

“Above all, increased transportation costs, leading eventu- 
ally to increased freight and passenger rates, will only add 
stimulus to an inflationary trend that may develop in the fu- 
ture. Increased costs are clearly not in the railway interest, 
nor in the public interest, at this time.” 


Board “Visitation” 


The schedule for the board’s inspection trip called for leav- 
ing Chicago on the Santa Fe’s Chief for Galesburg, Ill., the 
afternoon of October 4, and the inspection of the freight yards 
of the Santa Fe and the Chicago, Burlington and Quincy in 
that city. Return was to be made on a Burlington freight 
train the following morning with stops en route to inspect 
other freight yard operations. Railroad and labor lawyers and 
leaders were to accompany the board on the trip. 


COMPTROLLER GENERAL RULING 


The Comptroller General of the United States has issued 
the following ruling: 


B-20568. Assignment of Claims—Amounts Due for Transportation of 
Government Property on Government Bills of Lading. 

A government bill of lading constitutes a contract for transporta- 
tion of the goods involved and as such comes within the authority in 
the Assignment of Claims Act of 1940 to assign moneys due or to become 


due ‘‘under a contract providing for payments aggregating $1,000 or 
more.”’ 


Where a shipper has assigned to a bank all moneys due for freights 
on the outward voyage of a vessel, and the government bills of lading 
representing numerous shipments on the vessel constitute the only con- 
tract for the transportation, the assignment may be recognized, under 
the Assignment of Claims Act of 1940, as authorizing payment in the 
name of the assignee only with respect to each such bill of lading which 
involves a payment of $1,000 or more, but where the amount involved 
is less than $1,000, payment should be made in the name of the trans- 
portation company and the check mailed in care of the assignee. 


PASSENGER SERVICE COORDINATION 


Officials of the interested railroads this week said that 
plans for pooling passenger services on Chicago-St. Louis and 
Chicago-Twin Cities runs, consideration of which started last 
summer after J. J. Pelley, president, Association of American 
Railroads, requested that passenger services be coordinated in 
the interests of freeing cars to handle national defense traffic, 
had not progressed very far. Mr. Pelley’s letter to the carriers 
was sent out late in July (see Traffic World, Aug. 2, p. 279). 
Since then, the only plan worked out has been that of the 
Chicago and Eastern Illinois, Illinois Central, and the Pennsyl- 
vania Railroad and southern railroads for coordinating Chicago- 
Florida services (see Traffic World, Sept. 20, p. 729). 

Representatives of railroads operating between Chicago 
and St. Louis have held conferences, it was reported, but fur- 
ther consideration has been postponed until the results of 
studies to be made of October passenger statistics can be de- 
termined. It was indicated that negotiations concerning the 
Chicago-Twin Cities runs had not as yet gone even that far. 


REFRIGERATED STORAGE SPACE 


There is ample refrigerated warehouse space to preserve 
the nation’s perishable food supplies for both civilian and de- 
fense needs, according to a survey made public September 29 
by Ralph Budd, transportation commissioner, Office of Emer- 
gency Management. 

The survey, made by the warehousing and transportation 
unit of the transportation division, showed that there was 120 
million cubic feet of space vacant at the middle of June. 

“This appears ample for current needs although second 
choice space may have to be used at times,” Harry D. Crooks, 
consultant on warehousing, said. “The survey shows no dan- 
gerous condition which might interfere with the defense effort. 
On the other hand, the fact produced will form a basis for 
planning of storage necessary in connection with the stockpil- 
ing of food under the new agricultural expansion program.” 

This is the first of three major surveys, recommended by a 
committee of representatives from all defense offices, which 
the warehouse unit of the transportation division is un- 
dertaking. Two others—of merchandise storage facilities 
and vacant building space which might be converted to ware- 
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house use—will be completed soon, according to the transpor- 
tation division, which added: 


In the past 20 years, warehouse space has expanded by 221 million 
cubic feet to make a total of 765 million cubic feet available for use. 
Except for the 1933-1935 period when some obsolete warehouse space 
was abandoned, the industry has shown a steady growth since 1921. 

At the middle of June, 1941, space occupancy varied considerably 
by type of plant. One-crop storage, such as fresh fruit, is usually 
handled by private plants where cooler space predominates. This type 
was Only 27% per cent occupied while meat-packing plants were operat- 
ing at 94% per cent capacity. 

Most of an additional 33 million cubic feet of space could be used 
for food storage in an emergency, the survey shows. 13 million cubic 
feet is now unused but could be conditioned for use almost immediately. 


The remaining 20 million cubic feet is now used exclusively for ice 
storage. 


The survey, which charted breakdowns of space by type of plant 
for the whole U. S. as well as by regions and states, showed an oc- 
cupancy of 53.1 per cent in the country as a whole. 

A more detailed report covering all phases of the survey and in- 
cluding breakdowns by states, regions and important cities will be 
issued in the near future. 


C. OF C. AND TRANSPORT 


The transportation committee of the Chamber of Com- 
merce of the United States in a report to the chamber’s board 
of directors has suggested ways and means for easing trans- 
portation difficulties due to the defense program. The report 
included recommendations made by the Central Motor Trans- 
portation Committee for increasing motor truck efficiency. It 
urged tighter traffic control on the highways, pending projected 
road construction, especially in defense areas. Revision of 
materials allocation procedure, it said, would better enable 


transportation agencies to meet increased demands made upon 
them. 


PUBLICITY FOR ATTORNEYS’ FEES 


Senator Wiley, of Wisconsin, has introduced S. 1934, re- 
quiring that any person who receives over $10,000 for acting as 
counsel, attorney or agent for another in the handling of any 
matter before any department or agency in the executive or 
legislative branches of the government file a report, within ten 
days after he begins such services, with the chief executive 
officer of such department or agency, or with the presiding 
officer of the House or Senate, or with the chairman of the 
House or Senate committee involved, stating the amount of 
compensation received for such services. The bill would make 
such reports available for public inspection. It prescribes a 
fine of $10,000 or a year’s imprisonment, or both, as penalty 
on conviction for failure to file a report required by it. 


PASSENGER TRAVEL INCREASE 


Passenger travel by all modes of transportation in the 
United States has risen above recent levels as the result of the 
growing need for travel in connection with the defense pro- 
gram and increased purchasing power, according to the De- 
partment of Commerce. 

An article appearing in the department’s Domestic Com- 
merce Weekly said that the use of private automobiles recently 
was at a peak level, as demonstrated by the fact that gasoline 
consumption in the first eight months of the year was 11 per- 
cent above that for the same period in 1940. 

A large part of the increased travel on trains and busses 
was traced to military operations. Nearly 1,900,000 members 
of the armed forces were transported on government account 
in the first eight months of the year. 

In terms of passengers carried, parlor and sleeping car 
business in the first six months of this year was 27 per cent 
above that of 1940, and coach business was 15 per cent above 
that of a year ago. 

The increase in passengers and revenue on large inter-city 
bus lines in June above the same month a year ago was much 
larger than by railroad coach. The number of bus passengers 
increased 34 per cent as compared with 6 per cent in the num- 
ber of coach passengers. Bus revenues were up 26 per cent as 
compared with 21 per cent by rail coach. 

The local transit industry handled nearly 11 per cent more 
passengers in August than in the same month last year. In 
Washington, D. C., the increase was 28 per cent as compared 
with 21 per cent in Baltimore, 17 per cent in Philadelphia, 38 
per cent in San Diego, 36 per cent in Savannah and 26 per cent 
in Schenectady. 


RAILWAY STATISTICS 


The Commission has issued a preliminary abstract of rail- 
way statistics for the year ended Dec. 31, 1940. It was com- 
piled by its Bureau of Statistics from the annual reports of 
large steam railways, the Railway Express Agency, Inc., and 
the Pullman Co. 
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October 4, 1941 


Short Line Meeting 


The American Short Line Railroad Association convened 
at the Morrison Hotel, Chicago, September 29, for its two-day 
annual meeting. More than 100 of the 310 member lines were 
represented. J. M. Hood, Washington, D. C., president, presided. 
He opened the meeting with a brief discussion of activities of 
the officers in the last year. The national defense program 
had overshadowed the thoughts and actions of all bodies, 
official and private, with whom the officers had conducted 
business, he said. He reported that only 19 members of the 
associattion were involved in the hearing by the fact-finding 
board on railroad wages and rules, and that those lines were 
being represented by C. A. Miller, Washington, D. C., vice- 
president and general counsel of the association. Other mem- 
ber lines would be informed of the progress of the board hear- 
ings, he said. 

Mr. Miller reported at the morning session on his activi- 
ties as a member of several committees concerned with mat- 
ters of interest to short line railroads. He said he had served 
on at least 16 committees and that he felt the need of legal 
assistance. 

Congress had been so involved in defense matters that it 
had not devoted itself to much legislation relating to the 
railroad industry, and no laws applicable specifically to short 
line carriers had been enacted, he said. Speaking of pending 
bills, he said the most important had been prepared by the 
Railroad Retirement Board and was ready for introduction in 
the House. The bill would constitute a response to Senate 
resolution No. 138, reported by the Senate committee on inter- 
state commerce last July, directing the board to investigate 
the “incidence of injuries and diseases” incurred by railroad 
employes. In its present tentative state, said he, the bill pro- 
posed establishment of a workmen’s compensation law for the 
relief of workers absent from work by illness, and a health and 
injury insurance system for the relief of workers whose health 
might be impaired while at work. He said the bill would 
propose that the railroads contribute to the two contemplated 
insurance funds approximately half again as much as the 
carriers at present paid into retirement and unemployment 
funds. The board would have “unreviewable discretion” as to 
the amounts to be contributed, he said, calling the bill a 
“blank check” for the board. 


Mr. Miller urged the membership to adopt some form of 
resolution that would approve amendment of the retirement 
and unemployment insurance laws so that the carriers would 
not need in the future to pay so much annually to those funds. 
The unemployment fund had reached the staggering figure 
of $208,000,000, he said, describing it as far in excess of pos- 
sible demand for withdrawals. The size of the reserve con- 
stituted a temptation to the board to spend some of it for 
purposes not contemplated by the railroad unemployment in- 
surance act, he said. 

He said he had been actively engaged in opposing all pro- 
posals involving the possible removal of the Commission from 
Washington. Opposition to the proposals, he said, had reached 
such proportions that it seemed unlikely that the director of the 
budget would take steps in that direction. 

Speaking on proceedings before the Commission, he said 
the short line railroad had achieved “a clear victory” in fight- 
ing the proposal to cancel rates and routes via short lines. On 
the other hand, he said, the Commission, in the matter of 
federal authority over motor vehicle sizes and weights, had 
disagreed with the railroads and recommended to Congress 
that the federal government take steps to regulate vehicle sizes 
and weights. 

Other reports were by five regional vice-presidents; 
J. P. Blanton, traffic manager for the association, southern 
region, Atlanta, Ga.; and J. H. Jester, traffic manager, eastern 
region, Washington, D. C. 

At the afternoon session, John M. Hall, director of the 
Commission’s bureau of locomotive inspection, spoke briefly 
on the railroads’ safety record. Since his bureau had been 
established in 1911, he said, the number of deaths and injuries 
to rail employes had decreased 90 per cent. He said the safety 
rules, though rigidly maintained, were not so restrictive that 
they would work undue hardships on small railroads in the 
emergency created by national defense. 

There was a dinner dance at the Morrison Hotel in the 
evening. There were no speakers. 


Officers Elected 


President Hood, presiding at the opening of the morning 
session September 30, announced that the board of directors 
had reelected the officers of the association, including himself 
aS president, Mr. Miller as vice-president and general counsel. 
and J. H. Huntt as secretary-treasurer. It was announced 
that directors elected at the 1940 meeting were reelected by 
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caucuses of member by regions with the following exceptions: 
Paul Tragessor, president, Cornwall Railroad, Lebanon, Pa., 
elected as a director for the eastern region, succeeding A. F. 
Tidabock, president of the Chesapeake Western Railway and the 
Hannibal Connecting Railroad, Northampton, Pa., who was 
elected as a director for the southwestern region. Mr. Tida- 
bock succeeded J. A. Fenimore, president and general manager, 
Joplin-Pittsburg Railroad, Pittsburg, Kan. Earlier in the year. 
directors for the western region elected A. C. Friedsam, presi- 
dent, Chicago West Pullman and Southern, Chicago, as regional 
vice-president, succeeding H. G. Monger, traffic manager, Mil- 
waukee Electric Railway and Transport Company, Milwaukee, 
Wis., who died. 

A report for the accounting committee was read by J. R. 
Wilkerson, chief accounting officer, Akron, Canton and Youngs- 
town Railway, Akron, O., chairman. Mr. Wilkerson urged that 
members inform association officers as to their attitude toward 
matters involved in the Commission’s docket No. 15100, de- 
preciation charges of steam railroad companies, saying that 
the Class I railroads had hitherto represented all the railroads 
in such matters, and that it might happen that short lines’ 
interest would differ from the interests of other carriers. ‘The 
report was received without action. 


Legislative Program 


The membership reapproved the legislative program 
adopted by the association at the 1940 annual meeting (see 
Traffic World, Nov. 23, 1940, p. 1281), with three exceptions. 
Point No. 12, relating to the definition under Section 204 (a) 
of the act of railway operating income deficit, was dropped 
for the reason that changes desired by the membership had 
been made in the section by the adoption of the transportation 
act of 1940. A new point No. 12 was adopted proposing a re- 
duction from 3 per cent to 1 per cent of revenues in the rail- 
roads’ contribution to the fund established under the unem- 
ployment insurance act. The association also added an eighth 
point on the list of disapproved matters. The point was that 
only local municipal and state governing bodies should have 
authority to regulate sizes and weights of motor vehicles. 

There was a brief discussion on the St. Lawrence Seaway 
project. Mr. Hood said he believed the rivers and harbors 
committee of the House would vote the project out of its pro- 
gram for river and harbor developments. 


Homer C. King, Washington, D. C., acting director of the 
Commission’s bureau of service, spoke on the activities of 
his bureau. He said the Commission had decided to increase 
the number of bureau field agents from 15 to approximately 
40, so that the bureau could do a better job in helping ship- 
pers, carriers and consignees in preventing a car shortage in the 
peak loading season. Since last April, said the speaker, the 
Commission had been actively interested in the problem of car 
supply and had informed shippers and carriers of the neces- 
sity for rapid loading and unloading of cars. As to demurrage 
rules, the speaker said that, despite numerous and varying 
suggestions that the rules be changed for the duration of the 
emergency period, he did not intend to recommend any changes 
along that line. The field agents had found practically no 
instances of wilful abuse of demurrage rules, he said, adding 
that the carriers and shippers were working together con- 
genially. Room for improvement in speeding up loading and 
unloading still existed generally, he said. He assured the mem- 
bers that the short lines would continue to obtain their fair 
share of cars and that only if and when national defense re- 
quirements became particularly pressing would individual lines 
see interference with their supply of cars as far as the Com- 
mission was concerned. Concluding, he said that he believed 
the railroads would be able to handle the freight load of the 
nation in the fall months, despite the fact that the number of 
cars built in the last year had been disappointing. 


Henry on Car Supply 


Robert S. Henry, assistant to the president, Association of 
American Railroads, addressed the meeting on the car situation. 
He said there had been some talk elsewhere to the effect that 
the railroads would not be able to handle the fall freight load 
and that, even if the traffic were handled, the rail lines would 
be able to do so only because material shortages had cut 
down the amount of expected traffic. He said that, though 
he himself was “not a deep thinker,” he knew that the rail- 
roads constituted the one element in the national economy that 
had measured up to its task in the period of defense activity. 
That success, he said, was the corsequence of a simple but ef- 
fective plan adopted by the rail carriers based on experience 
gained in the first world war era, when freight cars had been 
used for storage purposes. The plan was to prevent a re- 
currence of the use of cars for storage. As a matter of fact, he 
continued, the plan was adopted by the government in the 
days of the Civil War. The success of General Sherman had 
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been due in large part, by his own admission, to his orders 
that shipments of war supplies be unloaded immediately and 
the cars withdrawn from the front for further use, sad Mr. 
Henry. 

Continuing, he said: 


All we have done has been to take that order to heart. The plan 
is based on the theory that the shipper, the carrier, and the consignee 
are the ones who understand the transportation demand. We don’t 
need a super-plan or a super-board to control the transportation industry 
if those three parties cooperate. It is good to have the Commission 
ready to control us but it should not be necessary for that control to be 


exercised. Two years ago predictions began to come forth that the 
railroads would fail. So far they have not fulfilled those predictions. 
The plan has been to keep ahead of development. Our predictions 


admittedly, were somewhat low, like others’ 
preparations were better than our predictions. 
more freight than we expected to handle. We will go through the 
peak production period satisfactorily. There will not be a big surplus 
of equipment, but there should not be such a surplus, of course. It is 
absurd to expect the railroads to have a great excess of equipment at 
the peak shipping period. We will not fail, but suppose there were 
to be a 40,000 car shortage in a period when 1,000,000 cars were loaded 
weekly. That would represent only 4 per cent short of requirements 
for a few weeks and not really a shortage but a deferment of shipping 
for a few days. The percentage mentioned is actually iower than 
4 when figured on the amount of traffic handled throughout the entire 
year. Our plan is so simple that it doesn't appeal to our plan-minded 
friends. 


predictions, but our 
We are now handling 


Norman H. Warren, vice-president, George H. Foster and 
Company, Montreal, Canada, spoke on “Excess Liability in- 
surance.” 


Retirement Board Funds 


M. R. Reed, Washington, D. C., a railroad member of the 
Railroad Retirement Board, reviewed the operations of the 
board for the last year. The railroads had aided the board 
by ciose cooperation, he said, as well as by having contributed 
approximately three-fourths of the funds used to administer the 
dispos.tion of retirement and unemployment funds. He said he 
expected that in the fiscal year ending in June, 1942, $16,000,000 
would be added to the retirement fund reserve and that the 
total reserve on hand at the end of that time would be approx- 
imately $117,000,000. The unemployment insurance fund, he 
said, had reached the “staggering” sum of $207,000,000, add.ng 
that, with continuation of the railroads’ payment of 3 per cent 
of their revenues into the fund, another $72,000,000 would be 
collected in the fiscal year ending June, 1942. He said that 
only approximately $7,000,000 would be paid out of the fund 
in the year and but $3,000,000 would go to expenses of admin- 
istration, so that the reserve would amount to nearly $270,- 
000 000 at the end of the fiscal year. He said that that would 
represent a reserve sufficient to meet all possible unemploy- 
ment payments for the next 10 years, even if not one additional 
cent were contributed to the fund in that time. The huge 
amount of the fund certainly would ‘act as an incentive to the 
‘gimme’ boys to say ‘gimme,’” he added. The speaker con- 
cluded with the statement that two Congressional acts “were 
contemplated” which would set up a workmen’s compensation 
fund and an ‘“unemployability” benefit fund, the former act 
to have in it “everything but the kitchen sink” and the latter 
to provide for the payment of insurance to workers suffering 
from illness irrespective of whether or not those persons ob- 
tained jobs in other industries. 

The session ended with a showing of films by the General 
Electric Company of diesel locomotives in operation. 


Lea Speaks at Luncheon 


At a luncheon, concluding the meeting, Clarence F. Lea, 
California member of the House and chairman of the House 
committee on interstate and foreign commerce, was gues 
speaker. His remarks were generally the same as those he 
made speaking in the House September 25 (elsewhere). In 
addition, he said: 


A great and increasing federal debt, and an emergency situation as 
to national defense, increase the tax burdens that consumers and busi- 
ness men must bear for the benefit of the nation. Under such circum- 
stances taxes must be high. The burden must be placed, as nearly as 
possible, in proportion to the ability of men to carry it. 

Last week the Secretary of Treasury proposed that all corporation 
profits above a 6 per cent return on invested capital be taken by the 
government through taxation. The Secretary is quoted as calling for 
‘the elimination of the profit motive in war.’’ He took the position that 
production for defense purposes should be made unprofitable. Are 
profits, in themse!ves, inimical to the public welfare? 

Profits are the motive, the moving cause, of business; the corner- 
stone on which we have builded private enterprise. .. . Out of cumula- 
tive profits, we have investments in labor, employment and materials. 
Without them business would languish and labor be unemployed. 

No one can object to proper restrictions through taxes on ex- 
cessive earnings or on war profiteering. Such a result certainly should 
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be accomplished without placing arbitrary restrictions impossible of 
practical application to all the great variety of conditions to which such 
a tax might apply. 


The speaker concluded by stating his belief that Germany 
had a “military world-encircling program” which obligated the 
United States to furnish aid to the enemies of Germany “short 
of war.” He said he did not expect the United States and the 
Allies to be able to guarantee to the world the four freedoms, 
but they could make it possible for European nations to work 
out their own future. 


Practitioners’ Convention 


The Association of Interstate Commerce Commission Prac- 
titioners has issued the program for its twelfth annual meeting 
- — at the Hotel Commodore, New York City, October 

an ; 

The executive committee will meet at 2 p. m., October 8. 
The first business session of the convention will be called to 
order at 9:30 a. m., October 9, by Parker McCollester, pres- 
ident. At this session there will be addresses by John J. Ben- 
nett, Jr., Attorney General of the state of New York; Commis- 
sioner Porter, whose subject will be, “The Commission—from 
an Internal Viewpoint;” and reports by the president; com- 
mittee on nominations, Nuel D. Belnap, chairman; secretary 
and executive secretary, Milton P. Bauman, secretary; treas- 
urer, Charles E. Bell, and special committee on national de- 
fense, Harry C. Ames, chairman. 

At the luncheon at noon October 9, at which Thomas F. 
Woodlock, formerly a member of the Commission, will be toast- 
master, Chairman Eastman will deliver an address on ‘‘Com- 
ments on the Past Year.” 

At the afternoon session, October 9, there will be an ad- 
dress by Commissioner Aitchison on ‘Rules of Procedure and 
Work of the Interstate Commerce Commission;” and reports 
as follows: national committee on admission to practice before 
the Interstate Commerce Commission, Edwin H. Burgess, chair- 
man; special committee on revision of Interstate Commerce 
Commission’s rules of practice, Wilbur La Roe, Jr., chairman; 
committee on procedure, A. B. Enoch, chairman; committee on 
education for practice, Albert E. Stephan, chairman; special 
committee on revision of constitution and by-laws, Wilbur La 
Roe, Jr., chairman, and memorials committee, James H. Mc- 
Cann, chairman. 

The annual dinner dance will be held the evening of Octo- 
ber 9. At a session the morning of October 10 officers will be 
elected. Commissioner Johnson will speak on ‘Transportation 
and National Defense.” Nelson Lee Smith, chairman, of the 
transportation board, is on the program for “remarks.” Re- 
ports scheduled for this session are those of: special committee 
on practice before regulatory bodies of states and federal gov- 
ernment and unauthorized practice of law, Elmer A. Smith, 
chairman; committee on printing and publicity, Henry J. 
Saunders, chairman; report of board of editors, I. C. C. Prac- 
titioners’ Journal, Warren H. Wagner, editor-in-chief; mem- 
bership committee, M. G. de Quevedo, chairman; committee on 
professional ethics and grievances, H. E. Manghum, chairman; 
special committee on I. C. C. appointments, Luther M. Walter, 
chairman; special committee on legislation, Harry C. Ames, 
chairman. 

The annual golf tournament will be held at Lakeview Club, 
Great Neck, Long Island, N. Y., 1:30 p. m., October 10. Mr. 
Bauman is chairman of the committee on arrangements. 


DAYLIGHT SAVING 


The Federal Power Commission announced that, after a 
thorough canvass of the power situation throughout the United 
States and an analysis of the effect of summer daylight saving 
in the southeastern region, it would not recommend the con- 
tinuance of daylight saving in any region beyond September 28. 

The commission emphasized, however, that its announce- 
ment did not preclude the possibility that a resumption of day- 
light saving, or its establishment in other areas, might be rec- 
ommended if the circumstances warranted. In announcing 
the commission’s decision, Chairman Leland Olds said: 


The commission reiterates its conviction that, in order to meet 
effectively any emergency which may arise in the future, the bill now 
under consideration by the Congress which would authorize the Presi- 
dent to establish daylight saving time wherever required, should be 
enacted as an essential part of the defense program. 


POSTAL RATE ON BOOKS 


President Roosevelt has issued a proclamation continuing 
the postal rate of one and one-half cents a pound or fraction 
thereof on books until June 30, 1942. 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient-) 





Says There Are Car Difficulties 


Editor The Traffic World: 

We note part:cularly your issue of September 20. We 
do not agree with Mr. M. J. Gormley, of the A. A. R., that 
“there are no car difficulties.” 

He should see the extra heavy transportation of soldiers 
on the regular trains out of Seattle for Portland. I noted it 
particularly last night. In order to take care of extra travel, 
an old 1931 (?) car was pressed into service—dirty, smelly, 
poorly lighted, and cold, and with extra heavy train and withal 
poor equipment, it reminded us of the days of ’31 instead of 
'41. However, trains going in the opposite direction were O. K. 

The way I got that Roosevelt-gorilla story was that the 
keeper talked it over with the gorilla late one night and told 
him that, being so delightfully strong and homely, he was go- 
ing to be sent to Roosevelt. That night the gorilla committed 
suicide. 

Incidentally, that is exactly what the country is doing, 
since Roosevelt has gone international—and carried out his 
secret program to ditch, drain and damn the entire country. 

F. K. Haskell, 
Pacific Northwest Trade News. 
Portland, Ore., Sept. 27, 1941. 





Rail Mixing Rule 


Editor The Traffic World: 

The article covering the proposed rail mixing rule, page 
771, September 27, Traffic World, almost appears as though it 
were written and edited by representatives of the trucking 
bureaus. Being vitally interested in the proposed rule and hav- 
ing attended the hearing in Washington, I cannot refrain from 
suggesting that you read the testimony as presented in Wash- 
ington and I am quite sure you will agree with me that the 
article hardly covers the situation. 

The motor industry’s concern about the proposed rule was 
evidenced by the fact that not a single trucker appeared at the 
hearing or filed written opposition either with the rail classi- 
fication committee or the Commission. All apparent opposi- 
tion emanated from the truck bureau heads. Mr. Slater tried 
to excuse the absence of the truckers by making the statement 
that they were afraid to appear for fear the shippers would 
persecute them. Such a statement, I am sure you will agree, 
is ridiculous as were most of the illustrations presented by 
Messrs. Watkins, Crouch, Haydon, Slater, and Jackson. 

The proposed rule cannot by any stretch of the imagina- 
tion be interpreted as a rate reduction. It was proposed for 
the sole purpose of reducing unnecessary packing expense, un- 
necessary handling expense occasioned by numerous small 
packages, unnecessary rating and billing expense, and unnec- 
essary receiving expense. Loss of revenue, as indicated by the 
testimony offered and apparent to any well versed traffic man- 
ager, is practically nil, except in exaggerated theoretical cases 
that could not possibly occur in commerce today. 

The fourth paragraph on page 772 is especially misleading. 
The illustration made by Mr. Slater using the exhibit submitted 
by O. M. Enyart, of the National Hardware Association, was 
erroneous in that the exhibit in question showed various mixed 
shipments, and the revenue that would accrue to the carrier 
under three different situations: 


1. If all of the merchandise carrying rates from Column 40 up 
to first class were packed in one container under the present Rule 12 
the rate applicable to the highest rated article would apply on the 
entire package. 

2. If packed in one container under the proposed Rule 12 the 
rate applicable would be determined by first eliminating 15 per cent 
of the gross weight of the highest rated articles, and then applying 
the rate applicable to the highest rated article in the remaining 85 
per cent. 

3. The charges that would accrue to the carrier if each different 
rated article were packed in separate containers. 


Mr. Slater attempted to contend that the witness had testi- 
fied that the present method of packing was to put all articles, 


regardless of classification, in one container. Under that as- 
sumption, Mr. Slater took the charges that would accrue under 
situation No. 2 and subtracted them from the charges that 
would accrue under situation No. 1. 

The witness did not testify, as contended by Mr. Slater. 
He gave no testimony as to the present method of packing, and, 
if my memory serves me right, the examiner so informed Mr. 
Slater. 

E. J. Leger, General Traffic Manager, 


Butler Brothers. 
Chicago, IIl., Oct. 2, 1941. 





Whitney Defends Board 


Editor The Traffic World: 
Personally and as president of the largest of the five 
operating brotherhoods appearing before the President’s fact- 
finding board and a subscriber for your publication, I resent 
severely the editorial in the September 27 Traffic World. Those 
familiar with the facts know that your criticism is not only 
unkind but uncalled for. I happen to know that the members 
of the board work at least twelve hours every day. It has ac- 
cepted its responsibility and is doing a thoroughly creditable 
and conscientious job. 
Chicago, Ill., Sept. 27, 1941. 


A. F. Whitney. 


It is intriguing that Mr. Whitney, who notoriously spares neither 
“uncalled for’’ criticisms nor epithets, not to say misstatements, should 
rush to the defense of the fact-finding board. His intention is obvious 
—to curry favor with the board. Doubtless, he showed his telegram 
to the chairman of the board before he hurried it to us. He could 
have no other special interest in what we say about the board’s time- 
consuming methods. We note, by the way, a little discrepancy between 
the time he says the board works and the time Chairman Morse says 
it works. He says ‘‘at least twelve hours a day,’’ and Mr. Morse says 
fourteen hours. Perhaps Mr. Whitney goes to bed at the end of twelve 
hours and so does not wish to underwrite the entire fourteen.—Editor 
The Traffic World. 


Transportation and War Effort 


Editor The Traffic World: 

Many of us recall the confusion and difficulties that beset 
transportation in the last war and today we are pleasantly 
surprised to have such efficient and uninterrupted service at 
our command. This is not merely the result of chance, but 
has been brought about by well directed and concerted action 
on the part of those charged with the responsibility. 

So far so good, but, as time goes on, the problem is be- 
coming more acute and, if the present record is to be main- 
tained, the individual shipper and receiver of freight has to 
become more cognizant of this fact. All transportation agencies 
are highly appreciative of the cooperation given to date by the 
shipping public, but feel that even greater efforts must be put 
forth by both carrier and shipper to Keep service satisfactory. 
Most every business house is ready and willing to cooperate 
but many of them have few specific ideas as to just what they, 
as individuals, can do. Efficiency in transportation is a vital 
need for successful prosecution of the war. Essential war ma- 
terials must have priority but, with all working together, there 
should be no fear of not having satisfactory service for all com- 
modities. 

Prime Minister Churchill’s now famous entreaty—‘Give 
us the tools and we will finish the job’—might well be ap- 
plicable to the transportation problem if we but consider ef- 
ficiency in freight movements as the job to be done, and the 
ee suggestions as some of the tools with which we can 
work: 


1. Load and unload all freight promptly. 

2. Remove all dunnage and waste from ears or trucks. 

3. Return all unloaded equipment to carrier promptly or advise 
them that unloading has been completed. 

4. Never use cars for storage purposes. 

5. Order maximum loads whenever possible—stretch a point to 
do so. 
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6. Place orders as far in advance as practical and avoid the neces- 
sity of requiring ‘‘overnight’’ deliveries. 

7. Endeavor to follow standard practice in makeup of orders and 
in shipping instructions. 

8. If goods are packed on skids, adopt recognized standards and 
allow maximum quantity on each skid. This conserves space. 

9. Whenever possible, leave loading instructions to mills’ judg- 
ment. 

10. Assist carriers by receiving goods promptly upon arrival and 
if operating on a five-day week, have unloading facilities available also 
on the sixth day. This is highly important because it improves de- 
livery time by 20 per cent. 


Here are a few pertinent facts concerning the pulp and 
paper industry of Canada and the United States: 


The industry uses not less than 3 million cars per year. 

One additional ton in each loaded car is equivalent to adding 40,000 
cars to the supply. 

A saving of one day in the turn around time of all cars has the 
effect of making 100,000 more cars available for loading. 

A 10 per cent improvement in the utility and release of all cars 


used in the paper industry would increase the yearly supply by 300,000 
cars. 


From the above it can readily be seen what consistent en- 
deavor in the paper industry alone could accomplish. A real 
contribution to the war effort can be made, but to make it we 
must have the sincerest cooperation and a degree of patience 
both on the part of the paper industry and those it serves. 

These figures deal only with rail transport, but trucks, 
steamships and air lines, are all part of our transportation 
problem, and call for cooperative effort to meet the all out de- 
mands of a nation at war. 

J. R. Booth, Limited, 
T. H. Weatherdon, Traffic Manager. 
Ottawa, Can., Sept 26, 1941. 





Air Transportation 





Air Mail Pay Rates 


Mail pay rates for All American Aviation, Inc., which op- 
erates pick-up and delivery mail and express services to a 
number of points in Pennsylvania, West Virginia, Ohio, Ken- 
tucky, and New York, have been established by the Civil 
Aeronautics Board. The board said that this airline had been 
operating since August 12, 1940, under a certificate of public 
convenience and necessity issued by it, that it had previously 
conducted an experimental operation in the year ended May 
13, 1940, and that it was the first, and up to this time, the only 
carrier operating pick-up and delivery services by air. By 
special devices, these planes pick up and drop off mail while in 
flight. The board said: 


This service is still in an early stage of commercial evolution. Al- 
though a full year’s operation has been completed, the service has not 
yet developed to the extent that a true indication of its ultimate value 
is presented. It is obvious that the major portion of petitioner’s 
revenues must be derived from mail pay which currently will substan- 
tially exceed the postal revenues attributable to the service. 


Two separate rates were set by the board, as follows: 


(1) For the period beginning August 12, 1940, the date of inaugura- 
tion of service over Route No. 49, and terminating August 31, 1941, a 
base rate of 46c an airplane mile; 


(2) On and after September 1, 1941, a base rate of 40c an airplane 
mile. 


The board said that if, at some future time the Post Office 
Department should provide all messenger service necessary for 
the transportation of mail on Route No. 49, the aforementioned 
base rate applicable on and after September 1, 1941, should, as 
of the effective date of provision of such messenger service 
by the Post Office Department, be reduced in the amount of 
3.40 cents an airplane mile, resulting in a base rate of 36.6 
cents an airplane mile. 


By an opinion and order the board adjusted the mail rate 
heretofore fixed by it for United Air Lines Transport Corpora- 
tion’s routes Nos. 1, 11 and 12 in order to take into account the 
mileage involved in certain additional schedules. The adjust- 
ments of the rates do not increase the carrier’s total mail pay. 
The adjusted mail pay rates, according to the board, are a 
base rate of 15.51 cents an airplane mile for route No. 1; 16.82 
cents an airplane mile for route No. 11, and 24.74 cents an air- 
plane mile for route No. 12, between all or any points on any 
of the three routes, respectively, for the first 300 pounds of 
mail, or fraction thereof, plus 0.7 cent for each additional 25 
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pounds or fraction thereof, carried on schedules designated by 
the Post Office Department. The Post Office Department had 
indicated that it would designate the additional schedule for 
the transportation of mail, the board said. 


SUSPENDED AIR SERVICE ASKED 


American Airlines has asked the Civil Aeronautics Board 
to approve temporary suspension of air service to Clarksburg, 
W. Va., on its route No. 25. 


ELIZABETH CITY AIR SERVICE 


Examiner John W. Belt, of the Civil Aeronautics Board, in 
a proposed report in No. 619, petition of Elizabeth City, N. C., 
for air service and designation of it as an intermediate point 
on route No. 51 (Norfolk, Va.-Knoxville, Tenn.) of the Penn- 
sylvania-Central Airlines Corporation, has recommended denial 
of the petition, saying that it does not appear that the addi- 
tional expense incident to the maintenance of operation to Eliza- 
beth City would be offset by the additional revenues accruing 
to PCA. 


PAN-AMERICAN MAIL RATE CASE 


Pan-American Airways Co. has filed a petition with the 
Civil Aeronautics Board for an order fixing and determining 
reasonable rates for the transportation of mail by air between 
the hag | States and Africa. The application has been docketed 
as No. ‘ 


P. C. A. AIR SERVICE EXPANSION 


The Pennsylvania-Central Airlines Corporation has filed an 
application with the Civil Aeronautics Board for a certificate 
authorizing transportation by aircraft of persons, property and 
mail between Knoxville, Tenn., and Savannah, Ga., via Ashe- 
ville, N. C., and Greenville and Columbia, S. C. The applica- 
tion bears docket number 655. 


AMERICAN AIRLINES PETITION 
American Airlines, Inc., has asked the Civil Aeronautics 
Board in a petition docketed as No. 658 to authorize it to in- 
clude Hartford, Conn., as an additional intermediate point on 
its route No. 21, between Boston, Mass., and Cleveland, O. 





PRODUCTION OF AIRPLANES 


The effect of the civilian pilot training program on air- 
craft construction for elementary and secondary flight training 
purposes is reflected sharply in figures on domestic civil air- 
plane production, according to the Administrator of Civil 
Aeronautics, Donald H. Connolly. 

In the first six months of 1941, a total of 3,775 airplanes 
for civilian use were produced by American manufacturers, an 
increase of 65 percent over the figure of 2,289 for the corre- 
sponding six months of 1940, said he. 

Of the 3,775 total, 2,265 were in the 1-2 place single engine 
type of from 51-70 horsepower, and 1,113 in the 71-100 h.p., 
both of which are elementary training types. 

In the single-engine 166-225 h.p. category, which includes 
aircraft used in the C. P. T. secondary course, the production 
in the 1941 period was 105, against only 14 in 1940. Multi- 
engine output in this class rose from three (3) in 1940 to 25 
in 1941 

General Connolly said that the production figures em- 
phasized the continued trend toward more powerful engine in- 
stallation in airplanes built for private use, another effect of 
the civilian pilot training program on the light airplane market. 


AIR TRANSPORT SAFETY RECORD 


Secretary Jones, of the Department of Commerce, has sent 
letters to presidents of commercial airlines of the United States, 
congratulating them on the completion, on Sept. 28, of seven 
months of operations without a fatal accident. Assistant Secre- 
tary Hinckley, of the Commerce Department, said the opera- 
tions of the airlines in that period were the heaviest in their 
history. 

Since March 1, Mr. Hinckley said, the carriers had flown 
almost 90,000,000 miles on domestic and foreign routes, a total 
greater than that for the entire year 1938, when there were 
eight fatal accidents. He said the safety record for 1941 to 
Sept. 28 was “far better” than that of any previous year, despite 
the occurrence of a fatal accident in January and another in 
February. A rate of 54,000,000 miles flown for each fatal acci- 
dent had been achieved, he said, as compared with about 
40,000,000 miles in 1940 and 30,000 miles in 1939. The miles 
flown for each accident in 1936 totaled slightly over 7,000,000, 
he said. He noted that airline flights were made over a 35,000- 
mile network. 

In his letter, Secretary Jones said the Civil Aeronautics 
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Administration and other agencies of the Commerce Depart- 
ment would do everything in their power to keep the safety 
record high. He said he was cautioning C. A. A. personnel to 
be particularly careful in the light of the present increase in 
travel and in anticipation of “possible handicaps growing out of 
the emergency.” 


Truck Freight Loading 


“Due chiefly to a sharp seasonal drop in the movement of 
new automobiles, the volume of revenue freight transported 
by motor truck showed a slight decrease of 0.4 per cent in 
August as compared with July, but held 28.1 per cent over 
August, 1940,” says the American Trucking Associations (see 
Traffic World, Sept. 27). 

“Comparable reports were received by ATA from 218 motor 
carriers in thirty-nine states. The reporting carriers trans- 
ported an aggregate of 1,720,262 tons in August, as against 
1,727,708 tons in July, and 1,342,709 tons in August, 1940. 

“The ATA index figure, computed on the basis of the av- 
erage monthly tonnage of the reporting carriers for the three- 
year period of 1938-1940 as representing 100, was 157.70 for 
August. 

“A little more than 80 per cent of all the tonnage trans- 
ported in the month was reported by carriers of general freight. 
The volume in this category increased 2 per cent over July, and 
29.2 per cent over August of the previous year. 

“Transporters of petroleum products, accounting for al- 
most 10 per cent of the total tonnage reported, showed a de- 
crease of 3.2 per cent under July, but held 17.5 per cent over 
August, 1940. 

“Movement of new automobiles and trucks constituted only 
1 per cent of the total tonnage reported. Tonnage in this 
class dropped 52.8 per cent under July, primarily because of 
factory shut-downs to change models, but the August volume 
was 116.7 per cent over August, 1940, when production of new 
cars virtually ceased. 

“Haulers of iron and steel products reported almost 4 per 
cent of the total tonnage. The volume of these commodities 
increased 5.6 per cent over July, and 34.2 per cent over August 
of last year. 

“Almost 4 per cent of the total tonnage reported was mis- 
cellaneous commodities, including tobacco, milk, textile prod- 
ucts, building materials, cement and household goods. Ton- 
nage in this class decreased 1 per cent under July, but held 
9.9 per cent over August, 1940.” 


California Express Plan Case 


A proposal is laid down in a brief filed by the section of law 
and enforcement of the Commission’s Bureau of Motor Carriers, 
in MC C-236, contracts, agreements and arrangements between 
certain motor carriers and the Valley Express Co., often re- 
ferred to as the California express plan company, that the ex- 
aminer who heard the testimony in this Commission initiated 
inquiry, find that the operations under that plan are in viola- 
tion of the motor carrier act. 

According to the brief, the applicant owns no line-haul 
equipment but operates somewhat after the manner of for- 
warding companies generally, utilizing the services of motor 
common carriers and water carriers. Unlike most forwarding 
companies, however, says the brief, it owes its formation not 
primarily to the desire of its promoters to profit by the use of 
quantity rates, but to other considerations which may affect 
the determination of its application. The brief said the Valley 
company was typical of a number of others in California, which 
grew out of the California law forbidding motor carriers to 
establish joint rates or interchange equipment without a show- 
ing of public convenience and necessity. 

The result, said the brief, was that multiple-carrier ship- 
ments by truck had to move at combinations of local rates 
which shippers deemed too high. An attempt was made to meet 
that and other objections by the publication of proportional 
rates, permissible under the California law. But that, said the 
brief, did not accomplish all that was needed and in some in- 
Stances, at least, such rates were required to be canceled as 
discriminatory. 

Those controlling various motor carriers then resorted, said 
the brief, to the organization of so-called express companies, 
of which the Valley was typical. These companies, according 
to the brief, are independent non-operating companies, which 
not being motor carriers under California law, are exempt from 
Statutory restrictions and are free to publish joint through 
rates and to issue through bills of lading covering shipments 
transported by a number of underlying carriers. Their success, 
Said the brief, was immediate and a number of them were now 
operating in California. 
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Applicant, however, said the brief, had extended its opera- 
tions throughout the country, doing a substantial business not 
only in Pacific coast territory but between that territory and 
eastern seaboard. Its plan, according to the brief, follows closely 
that of express companies operating over rail lines. 

The brief said that the examiner should find that existing 
contracts, agreements and arrangements between the Valley 
and common carriers by motor vehicle shown in an appendix, 
and H. Q. Austin and Earl Mayes, doing business as Austin & 
Mayes, a common carrier by motor vehicle, relating to the 
transportation of property in interstate and foreign commerce 
by the motor carriers had resulted in reducing the applicable 
tariff rates and charges of the common carriers in violation of 
section 217 (b), and the granting and receiving of rate conces- 
sions, in violation of sections 216 (d), 217 (b) and 222 (c), and 
also to other parts of the law relating to the issuance of bills 
of lading. 

The brief said that tariffs of the Valley and specified motor 
carriers should be stricken from the files of the Commission. 
It also said the examiner should find that operations were being 
carried on without the filing of tariffs in some instances. The 
brief recommended the issuance of a cease and desist order and 
the retention of jurisdiction by the Commission to make other 
and further orders as might be deemed appropriate. 


JOBS CREATED BY HIGHWAY TRANSPORT 


“Recent studies indicate that highway transportation pro- 
vides one out of every seven jobs in the nation, produces ap- 
proximately one out of every five dollars of the nation’s pay 
rolls, and generates one out of every seven dollars in taxes col- 
lected in the United States,’”’ says the American Petroleum In- 
stitute. Jobs created by highway transportation, the studies in- 
dicate, are as follows: 





No. of 

Jobs* 

Petroleum refining, automobiles, parts, tires, etc.............. 679,124 
Motor vehicle servicing and sales...............ccccccececcees 1,310,724 
State road construction and maintenance...................... 233,130 
IOI ogre Licdarea Ra ahdin sate hSioacab ene Scasiewe eadwasndeen 3,739,200 
oa ois cc KR RS EH VNR E CRS EERO RRSRMEe CO eemaKenTEe 142,825 
TEA TAREOTIA WOTKGES OG GOOED <a oc oc cccc ceccccccwececdecescis 600,000 
6,705,003 


*The first three items in table are derived from latest statistics of 
agencies of the federal government. The number of truck drivers is 
estimated by allowing 1.14 full-time drivers (the national average) per 
truck registered. Farm trucks are excluded. P 


“Because of the high wage scales prevailing in petroleum 
refining, automobile factories and in the trucking industry, as 
well as in other activities relating to highway transportation, 
wages per worker are higher than the general national average 
for all industries. Accordingly, while highway transportation 
generates one out of every seven jobs, it is estimated that it 
provides nearly 20 per cent of the pay rolls, or one out of 
every five dollars paid out in wages in the nation. 

“Taxes generated by highway transportation in 1940 ag- 
gregated $1,802,748,000, or one out of every seven dollars of 
the nation’s total tax bill in 1940, amounting to $12,648,000,000 
(excluding federal and state pay roll levies).” 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 309, Sub. No. 3, Hill Warehouse & Trucking Co., ex- 
tension—Clam Falls, Wis., as of Sept. 8; MC 1336, Sub. No. 1, 
Henry H. Hulliger, extension—frozen foods, as of Sept. 12; 
MC 1482, Sub. No. 2, Buffalo and Erie Coach Corporation, ex- 
tension of operations, Bradford—Olean, as of Sept. 8; MC 1503, 
Sub. No. 31, Central Greyhound Lines, Inc., dba Greyhound 
Lines, Pittsford—Hanan’s Corners, extension, as of Sept. 11; 
MC 2229, Sub. No. 5, Sproles Motor Freight Lines, Inc., exten- 
sion—offroute points, as of Sept. 15; MC 2309, Sub. No. 7, Gil- 
lette Motor Transport, Inc., extension—Camp Barkeley, Tex.., 
as of Sept. 11; MC 2538, Norman Lawson, A. Joseph Oliver, and 
John H. Young, dba Lawson Transportation Lines, common car- 
rier application, as of Sept. 12; MC 2667, Sub. No. 3, Reuben 
Henry George Fewtrell, dba R. H. Fewtrell, extension of opera- 
tions—household goods and new furniture, as of Sept. 10; MC 
2863, Sub. No. 7, Rio Grande Motor Way, Inc., extension of 
operations—Spanish Fork, as of Sept. 13; MC 2874, Sub. No. 4, 
Austin and Purcell, extension of operations—Vermont and Mas- 
sachusetts, as of Sept. 6; MC 2900, Sub. No. 15, Great Southern 
Trucking Co., extension—explosives, as of Sept. 15; MC 3380, 
Sub. No. 2, Binyon-O’Keefe Fireproof Storage Co., extension— 
aircraft plant, as of Sept. 15; MC 3452, Sub. No. 1, George G. 
Emmert and Edward A. Emmert, dba Auburndale Truck Co., 
Michigan-Ohio extension, as of Sept. 10; MC 3495, Sub. No. 7, 
West Virginia Transportation Co., common carrier application, 
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extension of operations—Grafton-Philippi, as of Sept. 8; MC 
6031, Sub. No. 3, Barry Transfer & Storage Co., Inc., extension 

Escanaba, Mich., as of Sept. 17; MC 8132, Sub. No. 2, Ham- 
blet’s Express, Inc., extension application, as of Sept. 11; MC 
8292, Charles J. Hopla, common carrier application, as of Sept. 
8; MC 13609, Sub. No. 1, Ernest Miller, common carrier appli- 
cation, as of Sept. 6; MC 17020, Sub. No. 1, Blue Ridge Trans- 
portation Co., extension—Clifton and Uniontown, Pa., as of 
Sept. 6; MC 17020, Sub. No. 2, Blue Ridge Transportation Co., 
extension—U. S. highway 11, as of Sept. 13; MC 20031, Sub. 
No. 1, Hessler Brothers, Inc., extension—Millstadt, Ill., as of 
Sept. 9; MC 20415, Sub. No. 1, George A. Shute, extension 
chemicals and insecticides, as of Sept. 9; MC 21743, Sub. No. 5, 
Leonard Tornetta, extension contract carrier application, as of 
Sept. 10; MC 21901, William E. Jayne, dba W. J. Trucking, 
common carrier application, as of Sept. 16; MC 29778, Sub. No. 
18, Yellow Transit Co., bomber plant extension, as of Sept. 17; 
MC 30212, Sub. No. 2, O. K. Warehouse Co., Inc., extension— 
general commodities, as of Sept. 12; MC 30250, Sub. No. 7, 
Houston & North Texas Motor Freight Lines, Inc., extension— 
aircraft plants, as of Sept. 12; MC 30605, Sub. No. 13, Santa Fe 
Trail Transportation Co., extension—off-route points, as of 
Sept. 6; MC 31334, Sub. No. 2, Donald W. Smith, dba Smith’s 
Transfer, extension Waverly, as of Sept. 8; MC 31342, Sub. No. 
1, Frank L. Young, dba Singer’s Transportation Co., extension 
application, as of Sept. 8; MC 33645, Sub. No. 1, Thomas E. 
Caton, dba Caton Truck Lines, common carrier application, as 
of Sept. 10; MC 33824, McCray Transfer & Storage Co., Inc., 
common carrier application, as of Sept. 12; MC 34977, Sub. No. 
1, Domenick Volpe, extension New York and Connecticut points, 
as of Sept. 9; MC 35525, Sub. No. 2, O. J. Mitchell, dba Mitchell 
Bros., Truck Lines, Weed to Goshen extension, as of Sept. 10; 
MC 36191, Sub. No. 1, Daniel J. Ward, dba D. J. Ward Transfer, 
extension—Mission Creek, Minn., as of Sept. 8; MC 41399, Sub. 
No. 1, Anderson Transportation Co., Inc., extension—town of 
Two Creeks, Wis., as of Sept. 17; MC 42204, Carroll Thomas 
Jordan, contract carrier application, as of Sept. 12; MC 45227, 
Sub. No. 6, Harry L. Meyer, dba Meyer Transportation, exten- 
sion of operations—macaroni, as of Sept. 8; MC 45227, Sub. 
No. 7, Harry L. Meyer, dba Meyer Transportation, extension of 
operations—-Delaware, as of Sept. 8; MC 46066, Sub. No. 1, 
Andrew Coremin, extension potted plants, as of Sept. 8; MC 
46887, Sub. No. 2, William W. Holcombe, extension—feed mo- 
lasses, as of Sept. 8; MC 49090, Sub. No. 4, Norman Viers, dba 
Viers Truck Line, Michigan-Indiana extension, as of Sept. 10; 
MC 50008, Sub. No. 2, Ohio Valley Bus Co., Ohio extension, as 
of Sept. 8; MC 50201, Sub. No. 2, James E. Douglas, dba J. E. 
Douglas Trucking Lines, Chicago Heights, Ill., and Chicago 
Commercial Zone, as of Sept. 10; MC 50862, Sub. No. 1, Alfred 
Davenport and Burton J. Martin, dba White Circle Line, ex- 
tension application, as of Sept. 10; MC 52341, Sub. No. 2, Ohio 
Transportation Co., extension of operations, as of Sept. 11; MC 
92523, Sub. No. 1, M. Satsky Co., Inc., extension—Pennsylvania, 
etc., as of Sept. 17; MC 52598, Harley T. Thacker, contract car- 
rier application, as of Sept. 12; MC 59013, Sub. No. 3, Crown 
Coach Co., extension—Ft. Leonard Wood, as of Sept. 17; MC 
59239, Sub. No. 4, W. F. Couch, extension of operations, army 
camps, as of Sept. 17; MC 59239, Sub. No. 5, W. F. Couch, ex- 
tension of operations—-National City, as of Sept. 17; MC 59493, 
Sub. No. 5, Silver Eagle Co., Attalia extension, as of Sept. 15; 
MC 59651, Sub. No. 4, Reich Bros., dba Long Island Motor 
Freight, Inc., extension—oak lumber, as of Sept. 17; MC 60432, 
Sub. No. 2, Nathaniel A. Finch, dba Rex Tank Service, common 
carrier application, as of Sept. 5; MC 60437, Sub. No. 1, A. J. 
Mason, extension of operations—Ohio, as of Sept. 10; MC 61947, 
Sub. No. 3, Consolidated Bus Lines, Inc., Grundy, Va., extension, 
as of Sept. 12; MC 65096, Sub. No. 1, James Arthur Fenner, 
extension of operations—logs and lumber, as of Sept. 17; MC 
65626, Sub. No. 5, Thomas DeCeilio, dba DeCeilio Trucking 
Service, extension of operations, West Newton-Dunkirk, as of 
Sept. 17; MC 66562, Sub. No. 241, Railway Express Agency, 
Inc., extension—Waterbury and Washington, Conn., as of Sept. 
6; MC 66641, William Lester Scott, dba W. L. Scott, common 
carrier application, as of Sept. 12; MC 70485, Sub. No. 2, Gus- 
tave Robertson, dba Robertson Freight Lines, Hoquiam exten- 
sion, as of Sept. 10; MC 71043, Sub. No. 1, Bert L. Zellers, dba 
Zellers Transit Co., extension Kingsbury Ordnance plant, as of 
Sept. 9; MC 73943, Sub. No. 6, Horton Motor Lines, Inc., Buford 
extension, as of Sept. 10; MC 74594, Sub. No. 1, McLean the 
Mover, Inc., Idaho, Montana and Utah extension, as of Sept. 6; 
MC 78725, Sub. No. 2, Ralph H. Bader, Peoria, Dayton exten- 
sion, as of Sept. 9; MC 79736, Sub. No. 1, Southern Trucks, Inc., 
extension of operations—Illinois, as of Sept. 12; MC 82205, Sub. 
No. 1, Vernon A. Huber, extension—coke, as of Sept. 8; MC 
86769, Sub. No. 1, Vernon Maxwell, dba Vernon Maxwell Trans- 
fer, common carrier application, as of Sept. 15; MC 88684, E. L. 
Murphy Trucking Co., Twin City area, as of Sept. 12; MC 88739, 
Roy R. Ferry, common carrier application, as of Sept. 17; MC 
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89099, Sub. No. 1, Dale Nicholls, extension of operations—Wis- 
consin, as of Sept. 12; MC 93528, Sub. No. 1, J. L. Barker, dba 
Green Truck Line, extension Huntington, W. Va., as of Sept. 
10; MC 94883, Harold Watson, dba Watson’s Express, common 
carrier application, as of Sept. 6; MC 95392, Sub. No. 1, William 
Granstra and Cornelius Granstra, dba Granstra Brothers, ex- 
tension—Iowa, as of Sept. 8; MC 96305, Peter L. Burbank, 
common carrier application, as of Sept. 10; MC 96327, Fred 
Herzog, dba Jefferson Park Express, common carrier appli- 
cation, as of Sept. 8; MC 96412, Jacob M. Mouchet, dba Mouchet 
Trucking Co., common carrier application, as of Sept. 6; MC 
100336, Sub. No. 1, Floyd Johnson, dba Floyd Johnson Truck- 
ing Co., extension of operations—lIllinois, as of Sept. 16; MC 
101405, John W. Hoffmann, contract carrier application, as of 
Sept. 11; MC 100471, Sub. No. 2, Dependable Tank Transport, 
Inc., Idaho extension, as of Sept. 8; MC 101480, H. F. Dean, 
contract carrier application, as of Sept. 16; MC 101561, C. H. 
Edwards and O. B. Eliason, dba Edwards & Eliason, contract 
carrier application, as of Sept. 16; MC 101574, Joseph Green, 
common carrier application, as of Sept. 10; MC 101633, Vernie 
Collins, common carrier application—Boscobel, Wis., as of Sept. 
16; MC 102049, Gus A. Eng, common carrier application, as of 
Sept. 16; MC 101635, Laurel George, common carrier applica- 
tion, as of Sept. 16; MC 101646, Irvin Withrow, common carrier 
application, as of Sept. 16; MC 101764, Walter C. Prior, com- 
mon carrier application, as of Sept. 12; MC 101777, Carl M. 
Heuters, common carrier application, as of Sept. 10; MC 101885, 
Erhardt O. Kietzmann, common carrier application, as of Sept. 
10; MC 102119, James L. Kesling, contract carrier application, 
as of Sept. 17; MC 102207, Fred Paul Scheel, common carrier 
application, as of Sept. 9; MC 102274, Raymond Jensen, com- 
mon carrier application, as of Sept. 10; MC 102275, George 
Wedergren, common carrier application, as of Sept. 8; MC 
102276, Henry J. Kuhn, common carrier application, as of Sept. 
8; MC 102277, James M. Robinson, Sr., common carrier appli- 
cation, as of Sept. 9; MC 102325, Sub. No. 1, Joseph Montag, 
common carrier application, as of Sept. 17; MC 102332, Oscar 
Becker, common carrier application, as of Sept. 8; MC 102333, 
Wm. Rohrke, common carrier application, as of Sept. 10; MC 
102376, Arthur C. Brockman, dba Art Brockman, common car- 
rier application, as of Sept. 10; MC 102417, Mary M. Lininger 
and Bruce M. Lininger, dba M. C. Lininger & Son, contract 
carrier application, as of Sept. 13; MC 102435, Sub. No. 1, 
Maurice A. Meyer, contract carrier application, as of Sept. 5; 
MC 102455, J. E. Johnson, dba California Northwest Motor 
Freight, common carrier application, as of Sept. 8; MC 102460, 
A. A. Blankenship and Joe Van Newhouse, dba Blankenship & 
Newhouse, common carrier application, as of Sept. 6; MC 
102497, Kenneth F. Pysher, contract carrier application, as of 
Sept. 8; MC 102504, Bernice Stephenson, dba Oakes Transfer 
Co., common carrier application, as of Sept. 6; MC 102526, East 
Texas Motor Coaches, common carrier application, as of Sept. 
8; MC 102551, Earl Myers, dba Myers Truck Line, common 
carrier application, as of Sept. 6; MC 102560, Sadie Depaula, 
dba Depaula Truck Line, common carrier application, as of 
Sept. 9; MC 102565, Albert E. Lammers, common carrier appli- 
cation, as of Sept. 17; MC 102572, Charles Orville Cler, dba 
Time Corners Trucking, contract carrier application, as of Sept. 
11; MC 102594, Herbert R. Pardue, common carrier applica- 
tion, as of Sept. 10; MC 102596, Clyde T. Mahan, common car- 
rier application, as of Sept. 13; MC 102731, Webb’s Transfer 
Line, Inc., common carrier application, as of Sept. 8; MC 
102774, Martin John Breunig, contract carrier application, as 
of Sept. 13; MC 102775, J. W. Van Cott & Son, Inc., contract 
carrier application, as of Sept. 8. 


MOTOR FREIGHT CLAIM RULES 


A new edition of freight claim rules, which also includes 
the principles and practices, issued by the freight claim section 
of the American Trucking Associations, Inc., has been distrib- 
uted to approximately 450 motor carrier members. This is the 
third edition issued by the freight claim section of the A. T. A. 
since its organization in 1938. 

The 1941 freight claim rules book, says the section, marks 
another progressive step taken by the motor carriers to improve 
general claim handling. All changes in rules are now brought 
up to date in one issue. The standard forms to be used in filing 
motor carrier claims, which were approved by the general com- 
mittee of the freight claim section at the second annual meet- 
ing in Los Angeles last year are included in this edition, ac- 
cording to the section which adds: 


The need for a progressive motor carrier freight claim organization 
long has been apparent to leaders in the motor carrier industry. A 
progressive step has been taken in the formation of the A. T. A. 
freight claim section. A constitution is in effect, by-laws have been 
adopted, rules are published, and a national general committee has been 
appointed which is composed of motor carrier representatives from each 
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of the thirteen A. T. A. regions. Annual meetings of the membership 
are held, which affords opportunity for interchange of views and action 
on paramount issues pertaining to claim matters. During the 1940 
annual meeting an arbitration committee was appointed and an appeal 
committee tentatively established. This further indicates the progress 
being made by the freight claim section. 

The freight claim section of A. T. A., realizing the need for accu- 
mulating data on paid loss and damage claims, has provided a form now 
being used by motor carriers in the monthly compilation of this in- 
formation. Through this medium uniform data are furnished, which 
assists in analyzing the causes of loss and damage claims and on what 
commodities. The findings permit plans to be arranged for a claim 
prevention program, which is now being developed for motor carriers 
through the A. T. A. freight claim section. 

Membership in the A. T. A. freight claim section is open to all 
motor carriers and the desire is for universal adoption of the freight 
claim rules and principles by the entire motor carrier industry. 

The third annual meeting of the freight claim section will be held 
on October 28 at the Hotel Pennsylvania, New York, in connection with 
the eighth annual A. T. A. convention. 





NEW ENGLAND MOTOR RATES 


The Commission has postponed from Oct. 1 to Nov. 1 the 
time for filing of statements of commodity rates of motor com- 
mon carriers less than the corresponding rates of rail carriers 
which the respondents were directed to supply to it in the 
twenty-third supplemental report in Ex Parte MC 22, New 
England Motor Carrier Rates, 28 M. C. C. 31. The time for 
filing replies to such statements has been extended to Dec. 1. 





MOTOR ORDERS STAYED 

The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 78325, Frederick J. Kroesen, common carrier applica- 
tion; MC 100297, Joseph C. Galloway, dba Galloway Bros. 
‘Yransportation Co., common carrier application; MC 100297, 
Sub. 1, Joseph C. Galloway, dba Galloway Bros. ‘Transportat.on 
Co., common carrier application; MC 87650, Leonard Ca:-nes, 
common carrier application; MC 102082, Fred W. Hiney, dba 
Hiney Transfer & Oil Co., common carrier application. 


ILLINOIS TRUCK CHAMPIONS 


Ellahan Nussman, Chicago, driver for the Decatur Cartage 
Company, won the Illinois state truck driving champ.onsh.p 
in the tractor semi-trailer class at the annual truck rodeo of 
the Central Motor Freight Association at Soldier Field, Ch.cago, 
September 28. Second. in that class was Glenn E. Galbreata, 
Hayes Freight Lines, and third, Perry Fischer, Webber Cart- 
age Company. 

Luton Needham, Prairie State Motor Freight Company, 
Springfield, Ill., won the championship in the straight truck 
class. Frank Dale, Interstate Motor Freight System, was sec- 
ond, and Clement Leo, American Transportation Company, 
was third. 

The two state champions will represent the state of Illi- 
nois in the national rodeo, to be held at Madison Square Garden, 
New York, October 27 to 30, in connection with the annual 
meeting of the American Trucking Associations, Inc. 

Walter Mullady, president, Decatur Cartage Company, 
was chairman of the committee in charge of the Illl'no:s event. 
Harry F. Chaddick, president, Central Motor Freight Assoc’a- 
tion, presided at a dinner for competing drivers, after the 
contest, and presented trophies to the winners. 


OPPOSES SIZE AND WEIGHT REGULATION 


Opposition to federal regulation of size and weight of 
motor freight vehicles was voiced in a resolution adopted by 
Division Two, American Association of Motor Vehicle Admin- 
istrators, in its closing session at New Orleans last week. The 
association is composed of officials of fourteen southern states. 

Steve Alford, Louisiana state police superintendent, was 
elected president of the group to succeed C. F. Joyner, Jr.. 
of Richmond, Va. M. C. Connors, of Oklahoma City, Okla., 
director of motor vehicles for the Oklahoma state tax commis- 
Son, was named vice-president, and L. E. Rogers, Montgomery, 
Ala., Alabama motor vehicle division chief, secretary-treasurer. 
_ In comparing conditions today with those in World War 
times, J. C. Webb, Columbia, S. C., representing the South Caro- 
lina Highway Department, pointed out that there were 4,500.000 
trucks on the highways today as compared with 500,000 in 1917. 


WATERMAN CASE HEARING POSTPONED 


The Maritime Commission has further postponed from 
Sept. 30 to Oct. 7 the hearing in No. 606, Waterman Steamship 
Corporation vs. American President Lines, Ltd., et al., in room 
304, 45 Broadway, New York, N. Y. 
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Control of Exports 


The Economic Defense Board, office of export control, has 
issued export control schedule No. 21, placing under license 
waste paper in its forms, conversions and derivatives. 

Under comprehensive export control schedule No. 3, ef- 
fective October 1, all applications for licenses to export com- 
modities and materials, other than arms, ammunition, and 
implements of war and tin-plate scrap, will be submitted to the 
chief, office of export control, Economic Defense Board, Wash- 
ington, D. C. On approval, licenses will be issued by that 
office. Heretofore, applications for licenses have been sub- 
mitted to the division of export controls, Department of State. 


This new procedure follows the transfer of all export control func- 
tions, except those of the Army and Navy Munitions Board, to the 
Economic Defense Board, pursuant to the executive order of September 
15, 1941. 

The clearance section already established in the office of export 
control will continue to receive and clear export proposals involving 
the exportation of commodities and materials necessary to the economic 
welfare of the unoccupied friendly countries of the world. This unit 
is the central point to which exporters, manufacturers, and foreign im- 
porters may submit their proposals. To expedite full participation in 
the approval or disapproval of the proposals, trained liaison officers of 
the clearance section contact all government departments and agencies 
directly concerned with priorities, shipping space, fund controls, and 
other activities which bear on exports. 

All technical data previously subject to license by the administrator 
of export control remain subject to license requirements. Licenses for 
exportation of technical data will be issued by the office of export con- 
trol, Economic Defense Board, unless they pertain to the exportation 
of ‘‘any application for patents or for the registration of a utility model, 
industrial design or model in respect of any invention made in the 
United States.”’ 

Licenses for exportation of such technical data on patents, designs, 
or models made in the United States have been issued by the Com- 
missioner of Patents, Department of Commerce, since September 20, 
1941, as provided by a recent act of Congress. 

General licenses for commodities covered by export control com- 
modity schedules are now classified by the letter ‘‘G’’ followed by the 
number indicating the country of destination. 

Exporters are advised that Department of Commerce numbers 
shown in comprehensive export control schedule No. 3 must be placed 
on shipper’s export declarations and also on applications for export 
licenses. In order that the public may have time to comply fully with 
the requirement that commerce commodity classification numbers be 
placed on export declarations, rigid enforcement of this regulation will 
not be invoked until November 1. This modification is made in order 
to permit exporters and others to acquaint themselves with classifica- 
tion numbers. However, compliance prior to November 1 will facilitate 
necessary compilation of statistical material. 

Information relative to export licenses is available at the Wash- 
ington office and the four field offices of the Office of Export Control, 
Economic Defense Board, at New York City, San Francisco, Los Angeles, 
and New Orleans, and also at the regional and district office of the 
Department of Commerce. 


Maritime Unemployment Insurance 


Representatives of several maritime labor groups expressed 
conditional support of the considered bill in testimony before 
the House merchant marine committee as that committee op- 
ened hearings Sept. 30 on H. R. 5446, introduced by Chairman 
Bland, to establish a system of unemployment compensation 
for the maritime industry. 

John J. Collins, styling himself as advisor to independent 
unions of licensed and unlicensed personnel of ocean-going 
tankers of the major oil companies, testified as a proponent of 
the bill and urged that registration places for unemployed sea- 
men be operated by federal government agents rather than by 
maritime unions. 

Murray Latimer, chairman of the Railroad Retirement 
Board, who had assisted Chairman Bland in drawing up the 
bill, discussed its provisions, section by section, and said that, 
while it did not cover employes on the Great Lakes or inland 
waterways, but left such coverage subject to enactment of leg- 
islation by the various states in which such workers were dom- 
iciled, penalties for failure of those states to do so were so 
great that it was “inconceivable” that such legislation would 
not be enacted. 

Joseph Curran, president of the National Maritime Union, 
said water carriers were prospering now to the extent that the 
proposed payroll tax (6 per cent for the first six months of 
1941, 3 per cent thereafter) would not be a serious burden to 
them. He recommended that registration of the unemployed 
be conducted by trade union offices. He said no satisfactory 
program with respect to the Great Lakes, where ships were 
idle about four months a year, had been worked out as yet. 
William L. Standard, also testifying on behalf of the N. M. U., 
said that since water carriers were prospering now, this was 
the time to launch an unemployment insurance program for 
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the maritime industry, so that would make provision in the 
a years for the lean years that, he said, inevitably would 
ollow. 

Representative Beiter, of New York, urged that the bill’s 
provisions be extended specifically to apply to cover seamen on 
the Great Lakes and the inland waterways, saying that some 
state legislatures might not meet for two years to enact sup- 
plementary state laws. W. I. Wolfe, representing an organ- 
ization of employes on tugboats and other craft operating on 
the Great Lakes between Duluth, Minn., and Chicago, Ill., a 
unit of the International Longshoremen’s Association, Thomas 
J. Hogan, president of the Marine Engineers’ Beneficial Asso- 
ciation, and John R. Owens, secretary-treasurer of the Inter- 
national Longshoremen’s Union, of New York City, said they 
would support the bill if it would provide unemployment com- 
pensation for workers in all branches of the maritime industry, 
not merely seamen. 


Ira L. Ewers, representing the Atlantic & Gulf Coastwise 
Steamship Association, said the considered bill would benefit 
only the men employed on ships for the duration of the present 
national emergency and that it was asking the steamship com- 
panies to assume an unemployment compensation burden for 
men who had been hired at the instance of the federal govern- 
ment for emergency shipping needs. He said that many ships 
were built by the United States in the first World War and 
that the total proved to be far in excess of post-war needs. The 
Maritime Commission now had contracted for 788 ships, of 
which 104 had already been delivered, he said, adding that dif- 
ficulty was being experienced in obtaining men for those 104 
ships. The commission was going ahead with a program call- 
ing for 1,200 to 1,300 new ships, he said. Normally, he ob- 
served, there was relatively no unemployment in the maritime 
industry. After the present emergency, many ships would have 
to be laid up, and many who had obtained temporary employ- 
ment on U. S. ships in the emergency period would lose their 
jobs, he averred. 


J. J. Pelley, president of the Association of American Rail- 
roads, said he favored unemployment compensation for seamen, 
but opposed provisions of the considered bill which would per- 
mit loans from the railroad retirement fund to be used for job- 
less seamen, with no interest charged and with no time set for 
recovering such loans. The fund which the bill would provide 
for unemployment benefits for seamen should be self-sustaining 
from the outset, Mr. Pelley contended. 


Chairman Bland announced that interested parties would 
have until Oct. 25 to file briefs setting forth their views on 
the bill. 


- e o a 
“Liberty” Ship Launchings 

President Roosevelt in remarks broadcast September 27 in 
connection with the launching that day of fourteen “Liberty” 
ships under the Maritime Commission’s shipbuilding program 
said the program and that of the navy “is one of our answers 
to the aggressors who would strike at our liberty.” In part he 
said: 

While we are proud of what we are doing, this is certainly no time 
to be content. We must build more cargo ships and still more cargo 
ships, and we must speed the program until we achieve a launching each 
day, then two ships a day, fulfilling the building program undertaken 
by the Maritime Commission. 


I emphasize to all of you the simple historic fact that throughout 
the period of our American life, going way back into colonial days, 
commerce on the high seas and freedom of the seas has been the major 
reason for our own prosperity and for the building up of our country. 

To give you one simple example, it 1s a matter of history that a 
large part of the capital which in the middle of the last century went 
into the building of railways and spread like a network into the new 
undeveloped areas across the Mississippi River, across the plains, and 
up into the Northwest was money which had been made by American 
traders whose ships had sailed the seas, sailed to the Baltic, to the 
Mediterranean, to Africa, South America, to Singapore and to China 
itself. 


Through all the years after the American revolution, your govern- 
ment reiterated and maintained the right of American ships to voyage 
hither and yon without hindrance from those who sought to keep them 
off the seas or drive them off the seas. 

As a nation, we have realized that our export trade and our import 
trade had a definitely good effect on the life of families, not only on our 
sea coasts but also on the farms and in the cities a hundred or a 
thousand miles from salt water. 

Since 1936 when the Congress enacted the present merchant marine 
law we have been rehabilitating a merchant marine that had fallen to a 
low level, and today we are continuing that program at accelerated 
speed. The Shipworkers of America are doing a great job. They 
have made a commendable record for efficiency and speed. With every 
new ship they are striking a telling blow at the menace to our nation 
and the liberty of free peoples throughout the world. They struck 
fourteen such blows today. They have caught the true spirit with 
which all this nation must be imbued, if Hitler and other aggressors of 
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his ilk are to be prevented from crushing us. We Americans as a whole 
eannot listen to those few Americans who preach the gospel of fear— 
who say in effect that they are still in favor of freedom of the seas but 
who would have the United States tie up our vessels in our ports. For 
that attitude is neither truthful nor honest. We propose that these 
ships sail the seas as they are intended to. We propose to the best 
of our ability to protect them from torpedo, from shell, or from bomb. 

The Patrick Henry, as one of the Liberty ships launched today, re- 
news that great patriot’s stirring demand ‘‘Give me liberty or give me 
death.’’ There shall be no death for America, for democracy, for 
freedom. There must be liberty, world-wide and eternal. That is our 
prayer, our pledge, to all mankind. 


ABLE SEAMEN ON VESSELS 


Wayne C. Taylor, Acting Secretary of Commerce, has 
signed an order issued through the Bureau of Marine Inspec- 
tion and Navigation, reporting a finding that qualified able 
seamen are not available in sufficient numbers to man vessels 
of the United States as required by the LaFollette act of 
March 4, 1915, and permitting an increase in the number of 
short-term able seamen who may serve on such vessels to the 
extent that they may compose not more than one-half of the 
deck crew, during the present national emergency, but not 
after June 30, 1943. 

The order was issued following the signing by President 
Roosevelt of H. R. 4446, relating to the manning of vessels, 
authority being given the Secretary of Commerce by that law 
to investigate needs for able seamen aboard U. S. vessels and 
to provide that up to one-half of a deck crew might be composed 
of short-term able seamen (those having served on deck 12 
months at sea or on the Great Lakes). Before enactment of 
H. R. 4446, short-term able seamen could compose not more 
than one-fourth of a deck crew. 

Acting Secretary Trimble, of the Commerce Department, 
has issued an order through the Bureau of Marine Inspection 
and Navigation, amending the regulations as to qualifications 
for able seamen’s certificates so as to permit men with 12 
months’ service on deck at sea or on the bays and sounds 
connected directly with the seas to qualify for able seamen’s 
certificates, with provisions that such certificates shall be for 
“sea-going barges—12 months” and shall be blue in color. 


NAVICERTS FOR EIRE 


The British Embassy has announced that from September 
29, no further Navicert applications will be accepted at British 
consulates in the United States for exports destined to Eire, 
—— the “inverted” Navicert system is to apply to Eire in 
uture. 

“This means that the initiative must be taken by the im- 
porter in Eire, not by the exporter in the U. S. A. and exporters 
with orders from Eire should now arrange for their customers 
to apply for Navicert facilities to the United Kingdom Trade 
Commissioner in Dublin,” it said. “The Ministry of Economic 
Warfare in London will pass particulars of approved applica- 
tions to the British Embassy here, who in turn will notify the 
exporter through the appropriate British Consulate that Navi- 
cert facilities are available for his consignment. The Navicert 
will indicate the route by which the goods should be shipped, 
and it will be valid for that route only. 

“Navicerts for Eire issued during the third quarter of this 
year and endorsed as expiring on September 30 which have not 
been used by that date will be eligible for extension for use 
during the fourth quarter. Holders of such Navicerts who wish 
to apply for extension should present their Navicerts to any 
British consulate in the U. S. A. and the documents will nor- 
mally be returned to them within a few days made valid until 
December 31. 

“From September 29, Mailcert applications for Eire will 
only be accepted by British consulates in the U. S. A. for par- 
cels of goods intended for personal consumption or use of the 
addressee. Exporters who desire Mailcert facilities for com- 
mercial consignments should ask their customers to apply 
under the ‘inverted’ system as in the case of Navicerts.” 


NEUTRALITY ACT AMENDMENT 


President Roosevelt said at his press conference Oct. 3 that 
he would have something to say about the neutrality act Oct. 7. 
He said the responsibility for determining what was a combat 
zone from which American ships were excluded under the act 
was his, but he cautioned reporters not to infer from his dis- 
cussion that he planned to change combat zone regulations 
instead of asking revision of the act to give American ships 
more freedom of the seas than they had now. The point he 
made was that he had not reached a decision about the act. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Mansfield on Pork-Barrel Charge 


Answering Representative Ploeser, of Missouri, who 
charged in the House that the proposed omnibus river and har- 
bor improvement authorization bill was a “pork-barrel” b'll 
(see Traffic World, Sept. 27, p. 803), Chairman Mansfield, of 
the rivers and harbors committee, said in extension of remarks 
in the Congressional Record of September 29 that there was 
nothing new in that contention. 

“The railroad propagandists coined that expression more 
than 40 years ago, expecting to use it in every instance where 
they were at a loss to find an intelligent reason for opposing 
expenditures on the Mississippi, the Missouri and the Illinois.” 
said he. 

Chairman Mansfield’s defense of the proposals under attack 
follows: 


Forty years ago Congress passed a law prescribing the strictest 
possible provisions with reference to surveys and investigations of river 
and harbor projects. The committee on rivers and harbors do not 
consider or report any project for enactment unless it has the ap- 
proval of the army engineers as required by that law. Every project 
that has been tentatively approved by the committee to be embraced in 
the bill now under consideration, has had the unqualified approval 
of the engineers. If Congress should take a view different from that 
of the engineers, it can very easily strike from the bill any project 
to which the majority objects. That being the case, how can anyone 
reasonably make the charge that a river and harbor bill is a pork- 
barrel bill? 

The bill now in the process of the making contains a large num- 
ber of projects which I assume will not be doubted by anyone as 
being urgently necessary for our national defense. I shall take no 
chance of imperiling the safety of our nation. 

In these times when unity is necessary for the safety of our coun- 
try. we must not let our personal grievances lead us astray from our 
prime duties. One should be careful to avoid accepting and repeating 
incorrect information that may make him unwittingly the tool of the 
all-too-numerous malcontents, who are taking the chance of sabotaging 
our country’s safety by inconsiderate criticism. Each and every one 
of us is either the man behind the gun or the man behind the man 
behind the gun. 

My particular function is to be sure that nothing is left undone 
that should be done to keep our waterways capable of continuously 
transporting materials and supplies for the defense program. Let us 
not be diverted from the beaten path. The present government of 
this great nation is being led and directed with foresight, wisdom, and 
courage to the end that the ways of life and freedom which our fore- 
fathers fought for and saved for us may be preserved for our chil- 
dren's children for many generations to come. 


Ship Warrants Rulings 


Due to the volume of applications for ship warrants under 
the ship warrants act received from owners of tugs, barges, 
lighters, scows, grain elevators, car floats and various other 
types of floating equipment used in servicing vessels, the Mari- 
time Commission decided Sept. 30 that warrants issued to such 
craft “are to be subject to a special condition.” Under the act 
the commission may grant preference in use of shore facilities 
“ig 5 eetoee maximum charges (see Traffic World, July 19, 
p. ; 

“Applicants for warrants for vessels engaged in the busi- 
ness of servicing larger vessels must agree that before using a 
repair yard or drydock capable of handling ships of 1,000 gross 
tons and over, they will clear requests for such drydocking or 
repairs through the Coordinator of Ship Repair and Conversion, 
11 Broadway, New York City,” said the commission. 


The commission said it found it necessary to make this 
ruling because, in the event large numbers of small miscel- 
laneous floating units eligible for Class A-1 warrants applied 
for service at the larger shipyards, it would seriously hamper 


repairs to larger ships, as yards were compelled by law to 
honor warrants. 


In connection with the administration of the ship warrants 
act, the commission said the following informal rulings and 
clarifications had been made: 


1. Railroad car ferries (which are understood to be self-propelled 
craft) are eligible for warrants. This applies regardless of whether 
or not they are documented, serve other vessels, or operate exclusively 
— _— waters. (See last sentence of section 3.01 (a) of the regula- 

Ons. 

2. With the exception of railroad 
vessel of any description is eligible for 
or how operated and whether or not it is 
tion 1.01 (a), regulations.) 

3. In the ‘‘blue’’ undertaking for ‘‘service’’ craft (Form 9002A), 
the applicant obligates himself by paragraph (1) to employ his vessels 
exclusively in the business of servicing other vesséls, which means that 
he Will not accept other employment for them which would prevent 
him from meeting promptly demands for such ‘“‘other vessel” service. 
_ 4. “Tug boats, salvage vessels and other vessels used in servic- 
Ing vessels’ (section 3.01 (a) of the regulations) eligible for warrants 


car ferries, no undocumented 
warrants, regardless of where 
used in servicing vessels. (Sec- 
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are limited to those which service off-shore vessels operating in the 
foreign, intercoastal or coastwise trades or on the Great Lakes. 

5. Under section 3.01 (c) of the regulation, ‘‘vessels’’ (within the 
meaning of section 1.01 (a) of the regulations, that is, documented, 
off-shore vessels) of less than 1,000 gross tons are automatically rated 
class A-3, but watercraft, the operations of which are confined to har- 
bors, bays, sounds, rivers, canals and the smaller lakes, are not rated 
class A-3 merely because they happen to be less than 1,000 gross tons. 

6. Under section 1.01 (a), documented inland water vessels (other 
than those servicing off-shore vessels), regardless of tonnage, may be 
given warrants only in specific cases, where the Commission has de- 
termined that in the interest of national defense, such a vessel shouid 
hold a warrant. It is probable that even in specific cases, warrants 
will be issued to such vessels for very brief periods of time to meet 
some pressing problem which involves strong national defense consid- 
erations. If a strong national defense showing is made with a view 
to securing such a determination by the commission, the request should 
be put in writing and referred to the warrants section in Washington. 

7. Dredges not employed in servicing off-shore vessels by dredging 
out dockage space or channels leading thereto should not apply for 
warrants. Such craft are not regarded as ‘‘used or capable of being 
used as a means of transportation on water’’ as provided in section 
1.01 (a) of the regulations. 


ST. LAWRENCE WATERWAY 


Chairman Olds, of the Federal Power Commission, in a 
letter to Chairman Mansfield of the House rivers and harbors 
committee, said the commission had conciuded it would be “a 
grave error in military planning” to delay construction of the 
St. Lawrence power project. Even if the St. Lawrence project 
were completed, the upper New York area in 1945 would be 
394,000 kilowatts short of the capacity needed for defense pro- 
duction, he said. The power demand in that area in 1945 would 
be 3,505,000 kilowatts, and without the 820,000 kilowatts which 
the St. Lawrence power plant would produce there would be 
available only 2,291,000 kilowatts, he added. 

Representative Beiter, of New York, in a letter to Chair- 
man Olds said if the purpose was to meet a power shortage in 
upper New York, the Niagara Falls power project should have 
priority over the St. Lawrence project “since the latter would 
take three times as long to complete, and when completed would 
be great distances from the areas where the demand for power 
does or will exist—not in the very heart of the electrochemical 
industry, as is the case at Niagara Falls.” 

“When members of the House rivers and harbors commit- 
tee visited the Niagara Falls plants on their St. Lawrence sea- 
way inspection tour, they saw idle generators there because the 
government did not authorize a further diversion of water there 
so that the full capacity of that station would be utilized,” said 
he. “This amounts to approximately 95,000 horsepower.” 

John D. Battle, executive secretary, National Coal Asso- 
ciation, commenting on Chairman Old’s letter, again asserted 
the viewpoint of the bituminous coal producers “that the St. 
Lawrence hydro power project had no validity as a national 
defense measure because the electricity promised by the St. 
Lawrence could be obtained in less time and for less money, 
and from the national defense standpoint could be obtained 
with a greater degree of safety, through the construction of 
steam plants strategically located.” 


SHIPS FOR IRISH 


The Maritime Commission has announced that two of its 
vessels have been chartered to the Irish Free State for service 
between United States and Canadian ports and Eire. 

“These vessels, the West Hematite and the West Neris, 
were chartered to the United States Lines Company and sub- 
chartered by that company to be operated by Irish Shipping, 
Ltd., under the Irish flag and with Irish crews,” said the com- 
mission. 

“The crews arrived in the United States several days ago 
and are now on board the vessels which are leaving New Or- 
leans Sept. 27 for New York to take on cargo for the first 
voyage. 

“The vessels are of approximately 8,556 and 8,542 dead- 
weight tons capacity, respectively, and were previously recon- 
ditioned and overhauled. They were part of the World War 
laid-up fleet of 198 ships taken over in 1937 by the Maritime 
Commission. The West Hematite was the last ship in that 
fleet.” 


WATER CARRIERS AND DEFENSE 


An informal meeting of inland water carriers for hire was 
held at the Department of Commerce, on September 26, by in- 
vitation of Wayne C. Taylor, Under-Secretary of Commerce. 
The purpose of the meeting was to devise ways and means of 
fully utilizing the inland water carriers in the national defense 
program, and followed a previous conference which had been 
called by the Office of the Petroleum Coordinator, to deal with 
the oil transport problem. 

A voluntary committee was named by the carriers present 
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to explore national defense traffic on inland rivers in coopera- 
tion with Under-Secretary Taylor, Thomas E. Lyons and Albert 
E. Sanderson of the Bureau of Foreign and Domestic Com- 
merce, and various national defense agencies. The two major 
topics on the committee’s agenda are: (1) the possibility of 
establishing a favorable balance of traffic by restoring the 
southbound movement which has seriously declined in recent 
weeks. This is to be considered in relation to relieving the 
present heavy burden on the railways. (2) The additional 
equipment expected to be required for national defense pur- 
poses. 

The carrier representatives names on the committee are 
the following: Henry Debardelaben, Coyle Lines, Inc., New 
Orleans, La.; A. P. Calhoun, American Barge Lines Co., Pitts- 
burgh, Pa.; A. C. Ingersoll, Central Barge Line Co., Cincinnati, 
O., or Chicago, Ill.; A. W. Dann, Union Barge Line Co., Pitts- 
burgh, Pa.; Edw. Clemens, Mississippi Valley Barge Line Co., 
St. Louis, Mo., and Chester C. Thompson, President, Inland 
Waterways Corporation, St. Louis, Mo. 


NEW M. C. SHIP TO NAVY 


A new motorship, the Rio de la Plata, of 9,000 deadweight 
tons, was turned over fo the United States navy Oct. 1 for 
conversion purposes, according to a Maritime Commission 
announcement. The commission said this was the 113th ship 
delivered in its long-range program, 418 of the ships in that 
program having been ordered so far. Six other new ships were 
scheduled for delivery this month, it added. 





UNION OF SOUTH AFRICA IMPORTS 


Secretary Hull of the State Department has advised inter- 
ested concerns and organizations that import permits will be 
issued by the Union of South Africa for imports of all goods 
including those now on the prohibited list for which orders 
were placed and accepted or for which financing was arranged 
in the United States prior to Sept. 15, provided that importers 
apply for permits before Sept. 30. 





NO PRIORITIES FOR LUMBER 


The Maritime Commission has announced that there 
will be no priorities for lumber to be moved eastbound in the 
intercoastal trade in November. It said shippers desiring space 
should make their own arrangements with carriers in this serv- 
ice. It said it was understood that there were approximately 
thirty million net board feet of space available for lumber in 
November. 


NEW YORK BARGE CANAL BILL 


Representative Beiter, of New York, has introduced H. R. 
9639, a bill to authorize the federal government to contribute 
funds in the improvement of a section of the New York state 
barge canal between Three Rivers Point and Niagara River. 
This section of the canal, for which the bill would authorize 
$50,000,000, would be toll free forever, under the bill. 


WPA COLUMBIA RIVER DOCK 


New dock and terminal facilities just completed by the 
WPA on the Washington side of the deep water channel have 
established the most inland tidewater port on the Columbia 
River, says the WPA of the Federal Works Agency. The new 
port, Camas-Washougal, derives its name from two cities in 
the vicinity. The WPA-built dock is 528 feet long, and 110 feet 
wide. Connections will be made with the Seattle, Portland and 
Spokane Railway. This port is located in the center of one of 
the finest potential industrial districts near the Bonneville dam, 
says WPA. 


SHIP CHARTER APPROVAL BY M. C. 


Saying there had been misunderstanding among owners, 
operators, brokers, agents and others with respect to obtaining 
its approval of ship charters, the Maritime Commission an- 
nounced Oct. 1 that all such agreements should contain a stand- 
ard clause pertaining to commission approval and conditions 
imposed by the ship warrants act. 

For prompt and efficient administration of the regulations 
governing ship warrants, the Commission suggested to all ship- 
pers, charterers, owners or agents that all charter parties or 
contracts of affreightment of any kind whatsoever, whether 
time, lump sum, net form or other, bear the following clause: 

This agreement is subject to the approval of the United 
States Maritime Commission, and any conditions imposed by 
said commission pursuant to the ship warrants act (Public Law 
173, 77th Congress). 

To expedite the handling of approvals, the commission re- 
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quested that all such contracts or charters be presented to its 
division of operations and traffic in Washington. i 


SHIPS FOR NITRATES 


To expedite movement of nitrates to this country from the 
west coast of South America, the Maritime Commission has 
announced it has allocated three United States cargo ships to | 
this “important national defense trade route.” Continuing, it } 
said: 


In authorizing chartering of the Seminole, the Courageous and the 
West Grama to the Grace Line, Incorporated for operation, the com- 
mission increased to eight the number of vessels employed in carry- 
ing nitrates from Chile to United States ports. 

Recently the commission allocated four foreign ships, taken over 
by the government under the terms of the ship requisition act, and 
the United States flag vessel, Wilscox, to the nitrate trade. I 

Because nitrate is urgently needed in this country, the Seminole \ 
and the Courageous, which are completing repairs at Baltimore, and / 
the West Grama, which is being repaired at Mobile, will sail as soon 
as possible. 

The commission also assigned the United States flag ship Mallard 
to carry coal to South America where a shortage exists due to the 
war. The vessel will be chartered to the International Freighting 
Corporation and will join the fleet of ships transporting coal from 
Hampton Roads ports to Rio de Janeiro, Santos and the River Plate 
ports of Montevideo and Buenos Aires. The Mallard, like the other 
ships in this service, will return with strategic defense materials. 





N. Y. TRADE ZONE ADDITION 


Secretary of Commerce Jones, as chairman of the For- 
eign Trade Zones Board, has announced grant by the board of 
permission to Foreign Trade Zone No. 1 at Stapleton, Staten 
Island, N. Y., to construct a specially designed tobacco ware- 
house. To contain special facilities for handling tobacco, the 
building will be a two-story structure with 60,000 square feet 
of storage space, and cost about $200,000. Continuing, the an- 
nouncement said: 


The building will be used for the storage and manipulation of 
Sumatra tobacco, which, prior to the German occupation of the Nether- 
lands, was brought to Amsterdam and Rotterdam for sale on interna- 
tional markets established in- those cities. For the first time in history, 
the 1940 crop was brought directly to the New York Foreign Trade 
Zone and sales were conducted in a special market building erected at 
the expense of the growers. In addition to supplying the demand of 
American customers, substantial quantities of the Sumatra tobacco 
were sold for the account of Canadian, Latin American and Swedish 
buyers. 

These sales were so reassuring that the growers decided to erect 
a tobacco warehouse, replacing the temporary storage rooms on the 
piers. 

Funds derived from these sales of Sumatra tobacco are used for the 
purchase of American goods and military supplies for the Netherlands 
East Indies. 


SHIP CONSTRUCTION AND BOMBS 


Because bombs bursting nearby have wrecked the cast iron 
valves connected with the lower sides of merchant vessels, 
adding to the risk of operations in danger zones, the United 
States government has ordered the substitution of more ductile 
material for such installations in all new ships, according to 
an announcement by the Department of Commerce. 

“The need for this change grew out of the experience of 
Great Britain in operating supply ships through dangerous 
waters,” said the announcement. “The cast iron connections 
to the sides of vessels below the freeboard deck tended to fail 
as a result of the concussion from bursting bombs although 
the ships were not actually struck. A break in such a connec- 
tion may and often does permit an inflow of water that is 
difficult or impossible to control. 

“For this reason the general regulations and load line reg- 

ulations of the Bureau of Marine Inspection and Navigation 
have been amended to provide that in vessels whose keels were 
laid on or after June 15, 1941, cast iron is not to be used for 
such connections, and that cast iron valves are not to be se- 
cured to sea chests... . 
_ “Cast steel is found to be much more suitable than cast 
iron for connections of this kind, and also is preferable for sea 
chests connected directly to the sides of vessels. In some in- 
stances structural steel is being used for sea chests.” 


FREIGHT OFFICERS CANCEL MEETING 


A. L. Doggett, freight traffic manager, Baltimore and Ohio- 
Alton, a member of the board of directors of the American 
Association of Freight Traffic Officers, announced, October 1, 
that the association’s annual dinner, set for the evening of that 
day, had been canceled because members were engaged in 
activities in and around Chicago that would prevent their at- 
tendance. He said the board had met in the afternoon to plat 
activities that would put “new life” in the organization. 
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Questions and Answers 


In this column will be answered questions of both legal and 
© practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers, 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation 


South Dakota.—Question: I have a tariff interpretation 
problem which has had the attention of several traffic men and 
on which there is a disagreement. I would appreciate it if you 
will give me the benefit of your interpretation of the item 
with reference to decisions of the Commission which cover it. 

Item 4940, Western Trunk Line Tariff 25-B, I. C. C. A-3333, 
which names exceptions to the Western Classification, provides 
ratings on stoves and ranges between all points in Western 
Trunk Line territory. There is being shipped a stove which is 
designated “bungalow combination.” This stove is a gas stove 
with gas oven but it has a small compartment on one end in 
which refuse or coal or wood may be burned. Section 1 of 
this item provides three’ ratings, which are class 42, minimum 
20,000 pounds; class 47, minimum 10,000 pounds; and class 72 
on 1. ce. 1. shipments, the description reading, “ranges or stoves, 
gas, gasoline or oil, including heating stoves, made wholly or 
in part of metals, other than iron or steel.” The rest of the 
item has no reference to the movement in question. 

Is it possible to ship 10,000 pounds of this bungalow type 
stove at the column 47 rating, or must we go to the classifica- 
tion for a fifth class rating applying on a 24,000-pound quan- 
tity of coal, wood, gas, gasoline or oil stove? As I understand 
it, the principal use of this stove is that of gas cooking and the 
small coal or wood compartment is added only to provide a 
small amount of heat. Please also bear in mind the description 
which reads: “including heating stoves made wholly or in part 
of metals other than iron or steel.” 


Your interpretation of this question with supporting deci- 
sions will be appreciated. 


Answer: It is out opinion that the rating in the exception 
tariff will not apply on a shipment of stoves designated as 
“bungalow combination,” which, as described, is a gas stove 
with oven, containing a compartment that will provide heat 
from the burning of refuse, coal or wood. 

As we read Item 4940 of Agent Kerr’s I. C. C. A-3333, the 
exception rating description covers ranges or stoves, including 
heating stoves, the fuel for which is gas, gasoline or oil. Item 
4940 does not, in our opinion cover a stove using gas and coal 
or wood as fuel. 

However, the Consolidated Classification, in Item 5345, 
does provide a rating for such a combination stove, which reads 
as follows: 


Stoves or ranges, iron or steel—Charcoal, coal or wood; charcoal, 
coal or wood and gas combined; or coal and electric combined. 


The rating published in Item 5345 of the Consolidated 
Classification is, in our opinion, applicable. 


Damages—lInvoice Value Plus Freight Charges 


Tennessee.—Question: We have found your questions and 
answers column published in The Traffic World to be helpful 
in many instances. However, we do not find any previous dis- 
cussion of a problem we have. It will be greatly appreciated 
if you would let us have your opinion on the following: 

What is carriers’ liability for loss? For instance, we han- 
dled a shipment of piece goods in March, 1941, in which one 
case was lost. The invoice value of this merchandise at the time 
shipped was 11% cents per yard. Claim was presented on the 
basis of 13% cents per yard and proper invoice was submitted 
to support this charge. It was stated by the claimant that this 
was the cost to replace the merchandise which was lost. 
Under the terms of the bill of lading, carriers are liable as 
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at common law for any loss or damage to shipments covered by 
the bill of lading. In other words, we were liable for 11% per 
yard at the time the shipment moved in March, 1941, but were 
requested to pay 13% cents per yard in April due to the fact 
that the price of the merchandise had increased. Will you 
please cite court decisions handed down that might cover this 
particular problem? 

Answer: Ordinarily the measure of damages for the loss or 
injury to goods is the market value at point of destination less 
freight charges if not paid. In numerous cases this principle 
is laid down, among which are the following: P. & S. F. R. vs. 
Shell, 265 S. W. 758; Zimmers vs. Southern Ry. Co., 92 Sou. 
437; Liberty Sales Co. vs. Director General, 198 N. Y. S. 253; 
Orange National Bank vs. Southern Pac. Co., 110 Sou. 329; 
Waters vs. Beckers, 186 N. W. 167; Forest Green Elect. Co. vs. 
Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery and not at time and place of 
shipment. Leominster Fuel Co. vs. N. Y. N. H. & H., 154 N. W. 
831; G. C. & S. F. vs. Buckholts State Bank, 258 Sou. 491; Y. & 
M. V. vs. Delta Grocery Co., 98 Sou. 777; Hedritter Lumber Co. 
Me Sing R. of N. J., 122 Atl. 691; Crail vs. Ill. Cent., 12 Fed. 

The invoice price, where there is an established market 
value at point of destination, may not be used to measure the 
carrier’s liability under the decisions in the following cases: 
Y. & M. V. vs. Delta Grocery & Cotton Co., 99 Sou. 777; L. & 
N. R. R. Co. vs. Sheaffer, 280 S. W. 974; Hatch vs. N. Y. C., 
203 N. Y. S. 807: King vs. G. H. & S. A. Ry. Co., 279 S. W. 491; 
P. & S. F. R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, where there is no established market 
value at point of destination, however, is some evidence of 
market value, but does not in itself constitute market value. 
See M. & M. Trans. Co. vs. Branch, 282 Fed. 494; Smith vs. L. 
& N. R. R. Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 
107 N. W. 708; Collins & G. R. Co. vs. Beasley, 136 S. E. 167; 
Feelyater vs. C. M. & St. P., 190 N. W. 193; The Cabo Villano, 
18 Fed. 2d 220; Sou. Ry. Co. vs. N. W. Fruit Exchange, 98 Sou. 
382; A. C. L. R. Co. vs. Stovall-Pace Co., 118 S. W. 68; The 
Asuarca, 13 Fed. 2d 222; N. Y. P. & N. R. Co. vs. Bundick- 
Taylor-Corbin-Handy Co., 122 S. E. 261; Davis, Director- 
General vs. Zimmers, 98 Sou. 307. 

In the voluntary settlement of claims,‘the invoice price is 
a convenient basis of determining the amount of the claim. 

There are no decisions which lay down rules for the volun- 
tary settlement of claims. It. is our opinion that if the destina- 
tion invoice price is used, freight charges may not be added 
thereto, inasmuch as if the destination price is used they are 
included therein upon the theory which underlies, as we under- 
stand, the use of the invoice value, namely, that it represents 
approximately the market value at point of destination. 

Where the market value at destination ig used, the freight 
charges, if not paid, are to be deducted from the amount 
thereof, upon the theory that the transportation of the goods 
results in the enhancing of the value of the goods. If the desti- 
nation invoice price, without the addition of the freight charges, 
is used, the shipper is not deprived of the enhancement of the 
value of the goods. 


Motor Carriers—Names of Shippers on Trucks of Contract 
Carrier 

New York.—Question: Will you please advise us your opin- 
ion in the following matter? 

We employ a truckman who is both a contract and common 
carrier operating between the point where our plant is located 
and the metropolitan area of New York City. This carrier, in 
his operations for us, acts fully as a contract carrier. His trucks 
which are used for our deliveries are printed with our company 
name and certain information as to the products we manufac- 
ture. The point we would like to clarify is whether or not the 
fact that he is willing to pay for this lettering in having his 
trucks repainted would be considered an offer of rebate. In 
cases such as this, is it necessary that we stand the cost of 
lettering of these trucks with our company name and other 
information ? 

Answer: We are unable to locate a decision of the Commis- 
sion in which the question of advertising on a motor carrier’s 
trucks has received the attention of the Commission. 

However, in its decision in Use of Privately Owned Refrig- 
erator Cars, 201 I. C. C. 323, the Commission said that a shipper 
who pays only the published rate and uses private cars display- 
ing advertising matter received something of value in addition 
to the transportation of his traffic not available to those using 
cars furnished by the railroads and that the practice should 
be prohibited. 

This decision seems to point to the conclusion that the 
carrying of advertising on a motor truck of a common carrier 
for account of the shipper constitutes a rebate. 

Whether the principle of this ruling would be applied to 
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a contract carrier may be doubted, in view of the difference in 
the relationship between common and contract carriers in their 
dealings with shippers. 

However, that there should be compensation for the paint- 
ing of the truck seems clear, as the Commission has said that 
transportation services performed by a carrier for a shipper 
must be in accordance with tariff provisions; that in the absence 
of a tariff provision a carrier may not perform a transportation 
service either with or without charges therefor. Rules and 
— O. K. Transfer & Storage Co., S. Territory, 18 M. C. C. 

Claims—Documents Necessary to Support 


Louisiana.—Question: It is our understanding that in the 
filing of claims both for overcharge and for loss and damage, 
that the original paid freight bill must accompany the papers 
in accordance with rulings of the Interstate Commerce Com- 
mission. 

There are many shippers and consignees who do not obtain 
paid freight bills. Some receive original freight bills and mail 
voucher check to the transportation company and hold the 
original unreceipted bill in their file. Others pay freight charges 
on prepaid shipments but present the original bill of lading and 
have it receipted. 

In instances of this kind where claims are presented is it 
compulsory to obtain paid freight bill so that the claim can be 
properly supported, or would it be satisfactory for the trans- 
portation company to pay the claim provided they were reason- 
ably satisfied that all freight charges had been paid? 


Answer: In this connection, see our answer to Illinois, on 
page 498 of the August 23, 1941, Traffic World, under the cap- 
tion “Overcharge Claims—Documents Necessary to Support.” 


In our opinion, the same principles apply to the payment 
of loss and damage claims, the standard form for presentation 
of loss and damage claims containing provisions similar to the 
standard form for presentation of overcharge claims with re- 
spect to the documents which should support such claims. 


Under the provisions of both the standard form for pres- 
entation of overcharge claims and the standard form for presen- 
tation of loss and damage claims, provision is made for settle- 
ment of claims where either the original freight bill or bill of 
lading cannot be produced, through the indemnification of the 
carrier against duplicate claims supported by the original 
documents. 


Damages—Released Valuation—Failure to Show Released 
Valuation in Bill of Lading 


Ohio.—Question: We accepted for transportation, a ship- 
ment of used household goods to be moved in interstate com- 
merce with the understanding with shipper that the agreed 
price was 10 cents per pound per article, but in preparing the 
uniform motor carrier bill of lading we neglected to show this 
value therein. 


Upon delivery, shipment was offered to consignee in a 
damaged condition, notation being made of this damage on the 
delivery receipt. 

The consignee has filed claim for a considerable amount in 
excess of the agreed valuation, and inasmuch as this was not 
carried on the bill of lading, although the freight charge of first 
class was based upon the 10-cent valuation, and shipper agreed 
also to this value, consignee is threatening suit unless claim 
is settled. 


Let us have your opinion as to whether or not carrier in 
this case is liable in excess of 10 cents per pound per article. 


Answer: Inasmuch as the bill of lading constitutes the con- 
tract of shipment, parol evidence is not admissible, in the 
absence of fraud or mistake, to vary its terms or to show that 
the contract was different from that shown by the instrument. 
There are a few apparent exceptions to the general proposition, 
but they are not real qualifications of the rule which is too well 
established to be questioned. If the bill of lading is not received 
by the shipper until after the goods have been completely deliv- 
ered to the carrier and accepted by him for transportation, it 
will not constitute a contract, for the relations of the parties 
have already been determined by acceptance without the bill 
of lading. Stoner vs. Chicago, etc., R. Co., (Iowa) 80 N. W. 569; 
Lowenstein vs. Lombard (N. Y.), 58 N. E. 44 (rev. 17 App. Div. 
408, 45 N. Y. S. 2861); Shiff vs. New York Cent., etc., R. Co., 
16 Hun. 278 (aff. 81 N. Y. 638); Galveston, etc., R. Co. vs. 
House, (Tex.) 23 S. W. 332. See also Mobile, etc., R. Co. vs. 
Jurey, 111 U. S. 584, 4 S. Ct. 566. 

Under the above statement of the law, if there was a 
delivery to and acceptance of the goods by the carrier prior to 
and not coincident with the issuance of the bill of lading, the 
limitation will govern the liability of the carrier. If, however, 
the delivery of the shipment to and acceptance thereof by the 
carrier and issuance of the bill of lading were coincidental, it 
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appears that the terms of the bill of lading, as issued, will 
govern the rights and liabilities of the parties. 


Tariff Interpretation—Concurrences—Failure to Show in Tariff 


Colorado.—Question: We have noted under the heading of 
“Questions and Answers” in your publication that you have 
discussed tariff interpretation where the origin truck carrier 
is party to a committee or association tariff naming through 
rate and the destination carrier is not. We have not, however, 
noted that you have discussed the situation where the deliver- 
ing carrier is party to a committee tariff naming through rate 
from origin point to destination and the origin carrier is not. 


The situation we have in mind is as follows: 


X carrier, the delivering carrier, is party to an association 
tariff naming through rate from A to B, and no routing is car- 
ried in the tariff. Y carrier, the origin carrier, is not a party to 
the tariff that names the through rate. Under these circum- 
stances must Y carrier protect the through rate in the tariff to 
which it is a party? 

Answer: In connection with this subject, see our answer 
to Wisconsin, on page 113 of the January 13, 1940, Traffic 
World, under the caption “Motor Carriers—Routing and Mis- 
routing.” 

We can find no decision of the Commission specifically in 
point. However, if a tariff publishes a joint rate from A, located 
on carrier Y, to B, on carrier X, and there are no carriers 
parties to the tariff which can transport shipments from A, it 
would appear that there is a holding out by carrier X of a rate 
which it must protect, notwithstanding that carrier Y is not a 
party to the tariff which publishes the joint rate from A to B. 
See the decision in Ridge Coal Mining Co. vs. Missouri Pacific 
R. R. Co., 62 I. C. C. 239. 


Procedure Before Interstate Commerce Commission 


Pennsylvania.—Question: Is there any objection, or is 
there any procedure necessary where a change is made of a 
practitioner handling a formal complaint prior to its final dis- 
position by the Commission? 

Where a practitioner is conducting a hearing, is it permis- 
sible for a layman to relay questions through such practitioner 
where no delay is required to do so, i. e., where the proceedings 
are not necessarily delayed in order to follow this practice? 


During the course of a hearing, would there be any objec- 
tion to a practitioner being accompanied by a stenographer for 
the purpose of jotting down testimony introduced by the oppo- 
sition? It is understood that the general practice is for the 
practitioner to make notes. Would there be any material differ- 
ence, in the eyes of the examiner, should this be done by a 
stenographer? 


Answer: There is no objection, so far as we are aware, to 
the practices outlined in paragraphs 2 and 3 of your inquiry. 
With respect to paragraph one, we believe it is the practice, 
and deem it advisable, for the new practitioner to send a letter 
to the Commission advising the Commission of the change so 
that any further orders will be forwarded to the proper person. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Benjamin P. Alschuler, Aurora, Ill.; John P. 
Barden, III, New York, N. Y.; E. A. Blenkner, Columbus, Mont.; 
Bennett Bond, Oklahoma City, Okla.; LeGrand Alf Carlston, 
Salt Lake City, Utah; Clarence C. Chilcott, Kansas City, Mo.; 
Lincoln Doyle Coit, Grand Junction, Colo.; John J. Coughlin, 
Portland, Ore.; Dwight Elliott, Scottsbluff, Neb.; J. Robert 
Elliott, Columbus, Ga.; W. D. Girand, Jr., Hobbs, N. M.; Jacob 
Gold, Marshall, Minn.; Beryl A. Green, Portland, Ore.; Paul 
Richard Grunewald, New York, N. Y.; James H. Hall, Mar- 
shall, Minn.; William Hilton Hayden, Seattle, Wash.; David F. 
Heffron, Martin, S. D.; Leslie Raymond Hersrud, Lemmon S. 
Dak.; Sam Houston, Washington, D. C.; Alexander Leslie Janes, 
Jr., Redwood Falls, Minn.; Oscar A. Johannesen, Idaho Falls, 
Ida.; Claude A. Johnson, Billings, Mont.; James Thomas Lan- 
dye, Portland, Ore.; Oliver M. Loomis, South Bend, Ind.; T. H. 
Lorenz, Morris Plains, N. J.; Wade O. Martin, Jr., Baton Rouge, 
La.; William Vincent McDermott, Mobile, Ala.; Morris Miller, 
Washington, D. C.; Charles J. Moynihan, Montrose, Colo.; John 
D. Murphy, Albuquerque, N. M.; Lewis A. Newsom, Baton 
Rouge, La.; Hilliard Nolen Nunnally, Shreveport, La.; Marcus 
E. Rough, New York, N. Y.; Aniello Mario Russo, Washington, 
D. C.; Alphonso Santangelo, Norristown, Pa.; William Frazier 
Scott, New York, N. Y.; Thomas Robert Speakman, San Fran- 
cisco, Calif.; Leo Teats, Tacoma, Wash.; George Joseph Tichy, 
Longview, Wash.; George Randolph Uzzell, Salisbury, N. C.; 
a en Eldorado, Kan.; Clair Addison Young, Zanes- 
ville, O. 
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October 4, 1941 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs TRarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THs Trarric Wor. 





The Transportation Club of Des Moines, Ia., at a meeting 
September 15, elected the following officers: President, George 
Frey, general agent, Des Moines and Central Iowa Railroad; 
vice-president, J. B. McCleary, assistant traffic manager, Pitts- 
burgh-Des Moines Steel Company, and secretary-treasurer, Ray 
D. Kelsey, traffic manager, Tone Brothers. Members elected 
to the board of governors include: Mr. Frey; Mr. McCleary; 
Mr. Kelsey; Howard M. Tehan, assistant traffic manager, Iowa 
Packing Company; the outgoing president; Louis Louberto, 
traffic manager, Brown-Camp Hardware Company; J. R. Roper, 
traffic manager, Iowa Limestone Company; Carroll Riley, 
traffic manager, Sargent and Company; H. R. Van Maren, traffic 
manager, McCoy Truck Lines, and J. G. Haigh, agent, Des 
Moines Union Railway. 





The Women’s Traffic Club of Detroit has elected the follow- 
ing officers and directors: President, Mary J. Sheehan, Ford 
Motor Company; first vice-president, Irene D. Hensen, Pere 
Marquette Railway; second vice-president, Barbara MacLellan, 
U. S. Truck Company; secretary, Ruby Davis, Union Pacific; 
treasurer, Millicent Schenhoff, American Asbestos Products 
Company; members, board of directors, Victoria M. Mertz, 
Pere Marquette, chairman; Iva Sebastian, J. B. Ford Sales 
Company; Ethel V. Flomerfelt, Pere Marquette; Nancy Olsen, 
Grand Trunk System, and Lee M. Matson, American Carloading 
Corporation. The club will hold a monthly dinner meeting 
at the Joe Weyer Cafe, October 9, at which Mme. Louise, writer 
_ American Hairdresser magazine, will speak on “Glamour 
or You.” 


The Pontiac, Mich., Traffic Club will hold its annual fall 
dinner at the Elk’s Temple, October 13. C. J. Grubbs, General 
Motors Corporation, truck and coach division, is chairman of 
the dinner committee. 





New officers of the Waukegan-North Chicago Traffic Club, 
who will be installed at a dinner dance at the Chateau Du Jour, 
Waukegan, Ill., October 9, include: President, S. F. Hendricks, 
Cyclone Fence Company; vice-president, F. W. Jestila, Johns 
Manville Products Company; secretary, A. B. C. Degan, Elgin, 
Joliet and Eastern Railway, and treasurer, R. C. Heyer, Johns 
Manville Products Company. Board members for the coming 
year include: F. E. Jones, Blatchford Calf Meal Company; F. P. 
Campell, Abbott Laboratories; E. J. Brown, Railway Ex- 
press Agency; L. J. Thomas, Johns Manville Products Company, 
and E. E. Gonyo, Waukegan Storage and Warehouse Company. 
The club’s annual turkey festival will be held at the Chateau 
Du Jour November 13. 





The nominating committee of the Traffic Club of New Or- 
leans has nominated the following for election as officers and 
directors: For president, Frank Pattie, general agent, Cotton 
Belt Route; first vice-president, F. J. Treuting, traffic manager, 
Anderson, Clayton and Company; second vice-president, W. H. 
Trauth, traffic manager, Alcoa Steamship Company; third vice- 
president, O. C. Stein, Sr., general freight agent, Illinois Cen- 
tral; secretary, E. C. Marks, general solicitations agent, Lykes 
Brothers Steamship Company; treasurer, J. P. Ayres, southern 
sales manager, General American Transportation Coompany; 
members, board of directors, F. J. Petagna, traveling freight 
agent, Burlington Route; H. C. Jackson, district manager, bu- 
reau of foreign and domestic commerce, Department of Com- 
merce; A. J. Marks, traffic representative, Penick and Ford, 
Ltd.; T. J. Conroy, vice-president, Mississippi Shipping Com- 
pany; Lucien Bauduc, traffic manager, South Coast Company, 
and A. W. Aylin, assistant traffic manager, Missouri Pacific. 
J. E, Fitzwilson headed the nominating committee. 





_ The Junior Traffic Club of Chicago—the largest traffic club 
in the country, with 1710 resident members—held its annual 
fall dinner in the ballroom of the Palmer House October 2. 
There were 1918 members and guests at table. William Noor- 
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lag, Jr., president, presided. The speaker was Nathaniel Lev- 
erone, chairman of the board of the Automatic Canteen Com- 
pany of America and civic leader. His inspirational address 
was on the subject, “Understanding.” After the program there 
was an elaborate floor show. The educational committee of the 
Junior Traffic Club of Chicago will sponsor a series of traffic 
forum meetings at the Palmer House this fall and winter. 
George H. Weiss, manager, marine department, Chicago Jour- 
nal of Commerce, will speak at the first forum meeting Octo- 
ber 7, on “Present Ocean Transportation Problems and the 
Outlook.” The sound film, “Ships and Cargoes to Puerto 
Rico,” will be shown. Royce A. Nickey is chairman of the 
educational committee. 





The Traffic Club of New York will open its bowling sea- 
son, October 7, at the Capitol Health Center. W. J. Naumann 
is chairman of the bowling league. 





Plans for the fall meeting of the Associated Traffic Clubs 
of America to be held at Milwaukee, October 21 and 22, were 
discussed by Frank DeGroat and R. C. Raybourne, both of 
Milwaukee, at a recent meeting of the Woman’s Traffic Club 
of Milwaukee. Mr. DeGroat is general chairman of the con- 
vention committee for the Milwaukee men’s club, and Mr. Ray- 
bourne is chairman of the men’s club’s entertainment com- 
mittee. The name “Badger Traffic-ette’ has been selected for 
the woman’s club’s monthly magazine. 





Frank H. Irelan, general manager, Delco Products divi- 
sion, General Motors Corporation, Dayton, O., will speak on 
“Our Job” at a patriotic night dinner meeting of the Miami 
Valley Traffic Club at the Hotel Miami, Dayton, October 9. It 
will be the first meeting of the season. 





Leonard N. Thompson, superintendent, St. Paul, Minn., 
Water Department, gave “A Report on the Water Department 
—yYour Property,” at a luncheon meeting of the Transporta- 
tion Club of St. Paul, at the Hotel Lowry, September 30. Harry 
C. Thornton was chairman of the arrangement committee in 
charge of the luncheon program. 





At the first fall dinner meeting of the Toledo, O., Trans- 
portation Club, to be held at the Commodore Perry Hotel, 
October 6, motion pictures of the club’s annual golf tourna- 
ment, held last June, will be shown. 





Oliver Powell, first vice-president, ninth district, Federal 
Reserve Bank, Minneapolis, spoke on “Defense Bonds and 
Stamps” at a luncheon meeting of the Traffic Club of Minneap- 
olis at the Hotel Nicollet, October 2. 





Jess Neely, football coach at Rice Institute, Houston, and 
his staff presented a program of entertainment, including the 
showing of a football film, at a football day luncheon meeting 
of the Traffic Club of Houston, September 30. Frank Hermon, 
traffic manager, Maritime Oil Company, arranged for the pro- 
gram. 





At a dinner meeting of the Oakland, Calif., Foreign Trade 
and Harbor Club at the Hotel Coit, October 2, Frank J. Mau- 
rice, foreign trade consultant and export manager, Gantner and 
Mattern, San Francisco, spoke on “The Future of Exports.” 
There was a talk on ‘Marine Insurance,” by Al Cupid, and a 
talk on “Odds and Ends of Port Traffic’ by M. D. McCarl, 
both members of the club. 





The Traffic Club of Newark, N. J., will hold its annual 
election at the Robert Treat Hotel October 6. Candidates for 
office include: For president, Frederick S. Shafer, president, 
Newark Central Warehouse Company, and Frank E. Kearney, 
sales manager, Lackawanna Warehouse and Transportation 
Company; first vice-president, Richard M. Regan, traffic man- 
ager, Irvington Varnish and Insulator Company, and Fred J. 
Folkes, general traffic manager, Crocker-Wheeler Electrical 
Manufacturing Company; second vice-president, Walter A. 
George, freight traffic representative, Nickel Plate Road, and 
James L McFadden, McFadden Foreign Freight Company; 
treasurer, Daniel J. Crecca, manager, service bureau, New 
Jersey Motor Truck Association, and John B. Curry, general 
agent, Newark Tidewater Terminal. Candidates for member- 
ship on the board of directors include: Harry G. Regan, district 
freight agent, American President Lines; W. E. McCoy, district 
freight agent, American-Hawaiian Steamship Company; Wil- 
liam Burke, freight representative, Baltimore and Ohio; Ralph 
W. Starkey, general agent, Railway Express Agency; W. J. 
Butler, assistant freight traffic manager, Seaboard Freight 
Lines, and Louis M. Martin, district manager, Needham’s Motor 
Service. Three directors will be elected for three-year terms. 
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A program of entertainment has been arranged by a committee 
headed by Mr. Regan, 

The Los Angeles Transportation Club will enter a team in 
a steamship bowling league this fall, the first games to be 
played October 7 at the Angelus Alleys. Walter W. Jordan is 
chairman of the sports committee. 


The Women’s Traffic and Transportation Club of Portland, 
Ore., held a dinner meeting, September 24, at which members 
modeled in a style show sponsored by a Portland dress store. 
A number of the members have formed a class to study first aid 
methods. A bowling league has been formed, with Amy Gustaf- 
son as president. Games will be held on Tuesday evenings. 
Luch Chaffin heads a committee set up to obtain:dolls to be dis- 
tributed to underprivileged children at Christmas. 





The Long Island Traffic Club will hold its annual outing 
at the Bethpage State Park, Farmingdale, L. I., October 11. 
The committee on arrangements is headed by Don Mead, Chi- 
cago and North Western. 

The York, Pa., Traffic Club, will hold a steamship night 
meeting at the Hotel. Yorktowne, October 9, at which Robert 
Corwin Lee, executive vice-president, Moore-McCormack Lines, 
New York, will speak on “The American Merchant Marine in 
ge tee Defense.” The motion picture “Great Cargoes” will 

e shown. 








Frank Purse, district director of the Commission’s motor 
carrier bureau, Chicago, will be the guest speaker at a monthly 
dinner meeting of the Transportation Club of Decatur, IIL, at 
the St. Nicholas Hotel, October 14. 





Corley Smith, British vice-consul at St. Louis, will speak 
on “Fire over Londor’ at a luncheon meeting of the Traffic 
Club of St. Louis, October 6. Speakers at other luncheons will 
be: Robert R. Vernon, general secretary, St. Louis Y. M. C. A., 
“The Spirit of St. Louis,” October 13; R. A. Kirkpatrick, 
author and lecturer, who will speak in connection with the 
showing of a Union Pacific travelogue film, October 20, and 
Harry Crawford, manager, Ambassador Theatre, who will talk 
on “The Breaks of the Show Business,” October 27. 





The Women’s Transportation Club of Rochester, N. Y., will 
hold its first fall dinner meeting at the Powers Hotel, October 
15. Edward F. Flynn, assistant to vice-president and general 
counsel, Great Northern Railway, St. Paul, Minn., will be guest 
speaker. Ruth Lloyd, president of the club, will preside. 





The following have been appointed to represent their re- 
spective clubs as delegates and alternates at the fall meeting of 
the Associated Traffic Clubs of America at Milwaukee, Wis., 
October 21 and 22: Women’s Traffic and Transportation Club 
of Portland, Ore., Ethel Wilson, president. Woman’s Traffic 
Club of Milwaukee: Delegates, Paula Glaubitz and Edith Flem- 
ing; alternates, Esther Paul and Mrs. Harriet Stann. 





A. H. Crowl, special agent, Federal Bureau of Investiga- 
tion, Springfield, Ill., will speak at a monthly dinner meeting 
of the Transportation Club of Springfield at the Leland Hotel 
October 8. The annual meeting and election of officers will be 
held December 10. 


McDonald Appeals from Division 


Asserting that what had been done was a most un-Amer- 
ican and plutocratic attempt to squelch and punish a man for 
resorting to the courts for redress of alleged wrongs, the ap- 
plicant in MC 80415, Subs. Nos. 1 and 2, application of A. E. 
McDonald Motor Freight Lines, Inc., of Waxahachie, Tex., for 
a certificate, asks the Commission for reopening, reconsidera- 
tion and for oral argument in that matter before the entire 
Commission. 

The applicant alleges that division 5 committed twenty- 
seven errors in disposing of the application by denying it. The 
first assignment of error was that the division was wrong in 
holding that “clearly, then, it is entitled to no benefit arising 
from its unauthorized use of the Texas highways, such as those 
which might accrue from the evidence based on past opera- 
tion.” Therefore, all evidence, said the division, either oral or 
documentary, concerning applicant’s past operations would not 
be given consideration in its determination of the issues herein. 

McDonald says that such a holding imposes a penalty on 
the applicant by mere arbitrary rule of evidence; it constitutes 
an effort on the part of the Commission to punish the appli- 
cant for the alleged violation of the Texas law, which attempted 
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act was wholly beyond the jurisdiction of the Interstate Com- 
merce Commission and was an “unwarranted and arrogant 
assumption of power it does not have.” =, 

The McDonald petition said the decision of division 5 
made punishment of the applicant for alleged violation of the 
Texas law paramount to public convenience and necessity 
and public good, contrary to any authority possessed by the 
Commission and contrary to the Commission’s duty under the 
law, all without inquiry as to the facts and circumstances 
as developed in the,record. The petition further alleged that 
the division had considered matters outside the record in 
the case as to past operations in order to decline to consider 
strong proof of convenience and necessity in the record, thus 
illustrating the conflict in establishment of an arbitrary rule 
of evidence by considering evidence of past operation when it 
was considered detrimental to the applicant but refusing to 
consider such evidence where it operated to the applicant’s 
benefit. 

“Arbitrary, self-serving, conflicting rule of a thing, isn't 
it?” asked the petition. In conclusion the petition said the ap- 
plicant earnestly and sincerely insisted that the entire Com- 
mission review this whole case and all of its proceedings and in 
all of its aspects and that applicant be permitted to present oral 
argument before the whole Commission. 


CAR SURPLUS REPORT 


For the week ended Sept. 27, U. S. railroads reported an 
average daily surplus of 41,206 freight cars, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 12,548; auto box, 2,646; 
total box, 15,194; flat, 1,782; gondola, 6,392; hopper, 4,050; total 
coal, 10,442, and miscellaneous, 13,788. 


AIR ROUTES CONSOLIDATION 


The Civil Aeronautics Board has authorized the consolida- 
tion of United Airlines Transport Corporation’s routes Nos. 1 
and 12 into route No. 1. Route No. 1 formerly extended from 
New York to Oakland and San Francisco and route No. 12 from 
Salt Lake City to Seattle, Portland and Spokane. The board 
said the consolidation would tend to alleviate some of the 
operating difficulties occasioned by weather and terrain in the 
vicinity of Salt Lake City with the consequent speeding up of 
mail and passenger service to the northwest. 


Ship Cargo Space Needs 


Scarcity of ship bottoms and conditions resulting from such 
scarcity left private industry at an extreme disadvantage until 
the situation could be entirely righted, by regulation or other- 
wise, said Charles B. Henderson, chairman of the board of di- 
rectors of the Reconstruction Finance Corporation, in an ad- 
dress October 2 before the American Mining Congress, at San 
Francisco, Calif. His subject was “Defense Activity of the 
Reconstruction Finance Corporation.” 

“New demands in all fields are the consequence of the 
defense program,” he said. “It has imposed a gigantic burden 
on the world’s shipping facilities, felt especially in connection 
with bulky ores such as chrome and manganese. During ordi- 
nary times there were sufficient bottoms for normal freight 
traffic and shippers were ready and eager to carry cargoes. But 
new ships cannot now be built to keep pace with demands for 
cargo space. Space being at a premium, rates are forced up 
and a master who would ordinarily gladly go to another port 
to load chrome or manganese ore, at comparatively low freight 
rates, would rather pick up products bringing a high return— 
like ilmenite, used in paint manufacture, or sugar. However, 
today, under new legislation, the Maritime Commission has this 
situation in hand. It has inaugurated a system of shipping con- 
trol, and with the cooperation of private owners and agents the 
most efficient use of available tonnage is being arranged. 


“Until this situation is entirely righted, however, by reg- 
ulation or otherwise, private industry is at an extreme dis- 
advantage. Most industries can not tie up capital by purchas- 
ing and stockpiling materials in foreign ports of call to await 
the chance arrival of a ship that is willing and able to 
carry them. Only a government agency, such as RFC, can 
afford to follow the procedure of acquiring and waiting. 
Scarcity of bottoms means increasing difficulties. Of late this 
has meant more and more work for the government.” 


Discussing cases in which stockpiles of defense materials 
had been acquired, Mr. Henderson cited, as an “interesting 
situation,” the fact that “not so very long ago” industries pack- 
ing their products in tube containers made of tin were told to 
decrease the use of tin and it was suggested that lead be used 
as a substitute, but that investigation revealed that tin at that 
time was more readily available than lead. 
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October 6—Amarillo, Tex.—Capitol Hotel—Examiner Cheseldine: 
MC 102443-—-West Texas & New Mexico Transportation Co., Amarillo, 
Tex., certificate. 


October 6—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 65662—Warwick Stage Line, Warwick, N. Y. 
MC 65662 Sub. 1—Warwick, Greenwood Lake & New York Stages, 
Inc., Warwick, N. Y., certificate to extend operations. 


October 6—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC C-263—Beverage Transport Corp., minimum charges, Albany to 
N. J 


- & S. M-1523—Ale and beer, Albany to points in N. J. and Pa. 


October 6—Cushing, Okla.—Federal Bldg.—Examiner Prichard: 
Finance 13202—Oil Fields & Santa Fe et al. abandonment. 


October 6—Denver, Colo.—Shirley-Savoy Hotel—Examiner Werner: 


MC 57697 Sub. 1—L. E. Smith, Sterling, Colo., certificate to extend 
operations. 


October 6—Dover, N. H.—Federal Bldg.—Examiner Sullivan: 

Finance 13362—Application of B. & M. for certificate permitting 
abandonment of line extending from Jewett Station, South Ber- 
wick, York County, Me., to Somersworth, Strafford County, N. H. 

October 6—Hartford, Conn.—Public Utilities—Jt. Bd. 227: 

MC 56541 Subs. 11 and 12—New England Transportation Co., Boston, 
Mass., certificate to extend operations. 

October 6—Jackson, Miss.—New Heidelberg Hotel—Jt. Bd. 28: 

MC 3009 Sub. 1—West Brothers Motor Express Co.. Laurel, Miss., 
certificate to extend operations. 

MC 27356 Sub. 1—N. M. Saliba, Hattiesburg, Miss., certificate to ex- 
tend operations, 

October 6—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 

MC 93491 Sub. 1—H. F. Boysen, Deloit, Ia. 

MC 102310—R. P. Thielen, Portsmouth, Ia. 


October 6—Salt Lake City, Utah—State Comm.—Examiner Dawson: 
MC 62225, Sub. 2—J. R. Vandaveer, Neodesha, Kan. 
MC 19416, Sub. 3—C. Hobson Dunn, Dallas, Tex., extension. 
October 6—San Angelo, Tex.—St. Angelus Hotel—Jt. Bd. 77: 
MC 102057—F. Nichols, Sonora, Tex. 
MC 102101—W. C. Turner, San Angelo, Tex. 
MC 102294—W. L. (Pat) Neff, Colorado City, Tex. 
MC 96274—J. E. Woodson, Gatesville, Tex. 
October 6—Washington, D. C.—Examiner Hand: 
1. & S. M-1786—V. J. Schell & Sons, minimum charges on bottle caps 
and tin cans. 
MC 63517 Sub. 8—Petroleum Carrier Corp., Jacksonville, Fla., certifi- 
cate to extend operations. 


October 6—Washington, D. C.—Examiner Hobbs: 
MC 46646, Sub. 1—W. Bradshaw, Washington, D. C., permit. 


October 7—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 2900, Subs. 12, 18 and 19—Great Southern Trucking Co., Jackson- 
ville, Fla., certificate to extend operations. 
MC 2900, Sub. 13—Great Southern Trucking Co., Jacksonville, Fla., 
certificate or permit to extend operations. 


October 7—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
|. & S. M-1754—Peter Berweiler, minimum rates and charges. 


October 7—Brooklyn, N. Y.—St. George Hotel—Examiner Stiles: 
Fourth section ap. 19200—Plaster and related articles in New York. 


October 7—Chicago, IIl.—Sherman Hotel—Examiner Hanrahan: 
MC 79658—Atlas Van Lines, Inc., Chicago, Ill., certificate or permit. 
MC 5320—George Edler Fireproof Storage Warehouse, Chicago, cer- 
tificate or permit. 


October 7—Chickasha, Okla.—District Ct.—Examiner Prichard: 
Finance 13343—Application of Okla. Cent. and A. T. & S. F. for per- 
mission to abandon a line from Purcell to Chickasha, Okla. 
October 7—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin: 


* MC 84404 Sub. 6—Kelly Motor Lines, Sumter, S. C., certificate to 
extend operations. 


October 7—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 
MC 35320, Sub. 6—Dalby Motor Freight Lines, Inc., Lubbock, Tex., 
certificate to extend operations. 


October 7—Hartford, Conn.—Public Utilities—Jt. Bd. 227 and Examiner 
Ormond: 


MC 30262 Sub. 3—E & S Trucking Co., New Haven, Conn., certificate 
to extend operations. 


MC 69785 Sub. 1—F. C. Davis Transportation Co., Danielson, Conn., 
certificate to extend operations. 


October 7—Jackson, Miss.—New Heidelberg Hotel—Jt. Bds. 246 and 28: 
MC 102379—J. Arnold, Port Gibson, Miss., certificate. 
MC 102908—H. Sample, Jr., Tupelo, Miss., permit. 


October 7—Nashua, N. H.—Federal Bldg.—Examiner Sullivan: 
Finance 13412—Application B. & M. for certificate permitting aban- 
donment of line from Pepperell, Mass., to Nashua, N. H. 
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October 7—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 136: 
MC 23000 Sub. 2—Highway Transportation Co., Fremont, Neb., per- 
mit to extend operations. 
MC 15348—R. L. Anderson Motor Transport, Florence, Neb. 


October 7—Washington, D. C.—Examiner Hobbs: 


MC 3003, Sub. 1—W. C. Marshall, Upper Darby, Pa., certificate to 
extend operations. 


October 7—Washington, D. C.—Examiner Clifford: 
MC F-1639—Atlantic Greyhound Corporation et al., 
American Bus Lines. 


October 7—Washington, D. C.—Examiner Hand: 
1. & S. M-1802—Merchandise, Conn., Mass., to McKeesport, Pa. 


October 7—Washington, D. C.—Examiner Joyner: 
MC C304—Merchandise—New England to Pa. points. 


October 8—Amarillo, Tex.—Capitol Hotel—Examiner Cheseldine: 
MC 102612—W. A. Penn, Happy, Tex., certificate. 
MC 102613—F. Haynes, Amarillo, Tex., certificate. 
MC 102614—F. J. Mears, Welch, Tex., certificate. 


October 8—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 354: 
MC 2903, Sub. 2—National Trucking Co., Jacksonville, Fla., permit 
to extend operations. 


October 8—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 80936—F. Binetti, West New York, N. J., certificate or permit. 
MC 80936, Sub. 1—Frank Binetti, W. New York, N. J. 


October 8—Brooklyn, N. Y.—Hotel St. George—Examiner Kassel: 
Ex Parte MC 22—New England motor carrier rates. 


October 8—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 101159—D. & R. Transportation Co., Inc., Asbury Park, N. J. 


October 8—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin: 
* MC 69734 Sub. 1 EX—J. R. W. Tollner, Charleston, S. C. 


October 8—Denver, Colo.—Shirley-Savoy Hotel—Examiner Werner: 


Il. & S. M-1814—Petroleum products, Casper and Glenrock, Wyo., to 
Colo. 


October 8—Hartford, Conn.—Public Utilities—Examiner Ormond: 
MC 23558 Sub. 1—Huntington Road Stratford Bus Line, Stratford, 
Conn., certificate to extend operations. 


October 8—Jackson, Miss.—New Heidelberg Hotel—Jt. Bd. 28: 
MC 921 Sub. 2—Dean Truck Line, Corinth, Miss., certificate to ex- 
tend operations. 


October 8—Omaha, Neb.—Hotel Fontenelle—Examiner Dunn and Jt. 
Rd. 54: 
MC 1726—Red Ball Transfer Co., Omaha, Neb., certificate or permit. 
MC 1727 and Sub. 1—Red Ball Transfer Co., Omaha, Neb., certificate 
or permit and to extend operations. 
* MC 59652 Sub. 1—Woerner Bros. Transport Co., Holton, Kan., cer- 
tificate to extend operations. 


October 8—San Francisco, Calif.—Empire Hotel—Examiner Linn: 
MC 57189 Sub. 1 EX—Hornbrook Happy Camp Stage Line, Hornbrook, 
Calif., certificate of exemption. 
MC 57675 Sub. 1 EX—Klamath Auto Stage Line, Yreka, Calif., cer- 
tificate of exemption. 


October 8—Washington, D. C.—Examiner Hobbs: 
MC 68645, Sub. 2—Pace’s Transfer, Inwood, W. Va., certificate to ex- 
tend operations. 
October 8—Washington, D. C.—Examiner Job: 
Fourth Section Ap. 19217—Caustic soda to Weldon Springs, Mo. 
October 8—Washington, D. C.—Examiner Hand: 
MC 7450 Sub. 8—Novick Transfer Co., Winchester, Va., certificate to 
extend operations. 
October 8—Washington, D. C.—Argument: 
25419 and Sub. 1—Fairbanks Morse & Co. et al. vs. A. & S. et al. 
28069—Blue Bird Coal Co. et al. vs. C. & N. W. et al. 
28134—Truax-Traer Coal Co. vs. C. & N. W. et al. 
27000—General Motor Corp. vs. Alton et al. 
27491 and Subs. 1 to 8 incl.—Creamery Package Manufacturing Co. 
vs. Alton et al. 
27544 and Sub. 1—West Kentucky Coal Bureau vs. Ill. Cent. et al. 
27549 and 27550—Fifth & Ninth Districts Coal Traffic Bureau vs. 
Alton et al. 
27555 and 27556—Consolidated Coal Co. vs. Alton et al. 
27570—United Electric Coal Cos. et al. vs. Alton et al. 
27640—Blve Bird Coal Co. et al. vs. C. & N. W. et al. 


October 9—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC £3322 Sub. 1—Links Trucking Corp., Brooklyn, N. Y., certificate 
to extend operations. 
October 9—Chicago, II1.—Shermar Hotel—Examiner Hanrahan: 
MC 30041, Sub. 1—Amstadter Storage & Van Co., Inc., Chicago, IIl., 
certificate to extend operations. 
October 9—Columbia, S. C.—Public Service Comm.—Examiner McCaslin: 
* |. & S. M-1774—Bell’s Truck Line, fertilizer and roofing rates. 
October 9—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 
MC 730 Sub. 4—Pacific Intermountain Express Co., San Francisco 
Calif., certificate to extend operations. 
MC 29678 Sub. 4—Russell Freightways, Casper, Wyo., certificate to 
extend operations. 
October 9—Hartford, Conn.—Public Utilities—Examiner Ormond: 
MC 57629 Sub. 1—W. H. Cosseboom, Plainville, Conn., certificate to 
extend operations. 
* MC 33084 Sub. 2—W. J. Dobson, Bridgeport, Conn., certificate to 
extend operations. 
October 9—Omaha, Neb.—Hotel Fontenelle—Examiner Dunn: 
* MC 102884 EX—Shattuck Transfer, Bassett, Neb. 
October 9—Shawnee, Okla.—Aldridge Hotel—Examiner Prichiard: 
Finance 13342—Application of trustees of Choctaw, Oklahoma & Gulf 


and C. R. I. & P. to abandon line extending from Tecumseh Junc- 
tion to Asher, Okla. 
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Personal Notes 





Business associates of Eugene Wallace, traffic manager, 
Kellogg Company, Battle Creek, Mich., will give a dinner in 
his honor at the Post Tavern, October 21, on the occasion of 
his retirement. 

Roy B. White, president of the Baltimore and Ohio, was 
elected president of its wholly-owned affiliate, the Alton Rail- 
road, at a meeting of the Alton’s board of directors at Chi- 
cago September 29. He fills the place of Daniel Willard, who 
will continue as chairman of the board. 

George H. Crosby, who was vice-president of the Chi- 
cago, Rock Island and Pacific from 1909 until he retired from 
active service in 1918, died at Chicago, September 29, at the 
age of 92. 

George G. Haines has been made vice-president and gen- 
eral manager of the Cornwall Railroad at Lebanon, Pa., by 
action of the board of directors. He takes the place of Harry 
B. Royer, who resigned to become vice-president and general 
superintendent of the South Buffalo Railway at Lackawanna, 
N. Y 


Clyde F. Farmer has been named vice-president in charge 
of traffic for the Delaware, Lackawanna and Western at New 
York, succeeding Joseph J. Byrne, who retired after serving 
with the company for 43 years. P. M. Shoemaker has been 
named superintendent, Morris and Essex division, Hoboken, 
N,. J. 

Ed W. Jarvis has been appointed traffic manager for the 
Standard Oil Company of Kentucky, at Louisville, succeeding 
A. M. Stephens, who resigned as a director and traffic manager. 

F. A. Bell, general freight agent, Atchison, Topeka and 
Santa Fe, died suddenly at his home in Los Angeles September 
28. He had served with the company for more than 40 years. 

L. W. Shehee, commercial agent, Clyde Mallory Line, re- 
cently transferred from Atlanta, Ga., to Miami, Fla., was 
guest of honor at a dinner tendered by members of the Trans- 
portation Club of Atlanta and other friends and business as- 
sociates September 29. Those attending presented to him a 
traveling bag, and he received, also, a life membership in the 
Atlanta Club. 

Robert C. White has been appointed chief operating offi- 
cer for the Missouri Pacific, succeeding John Cannon, who died. 
W. F. Kirk has been named assistant general manager and 
Earl Sullivan general superintendent of transportation, operat- 
ing department. Headquarters of all are at St. Louis. 

Oliver B. Webb, assistant to president, Texas and Pacific, 
at New Orleans, was fatally injured when struck by an auto- 
mobile at New Orleans September 23. He had served with 
the railroad for 54 years. 

James M. Givan, traffic representative for the New Orleans 
Public Belt Railroad, New Orleans, has been granted leave of 
absence to work as agent for the Commission’s car service 
bureau. 

The Pennsylvania Railroad has announced the following 
appointments in the accounting department at Philadelnhia: 
P. D. Fox, auditor of disbursements, succeeding H. J. Walker, 
who died; W. F. Gerrow. auditor of freight traffic, succeeding 
W. F. Simms, who retired. 

W. L. Thornton, Jr., traffic manager, Port of New York 
Authority, spoke on problems at New York port areas at the 
first fall dinner meeting of the alumni association of the 
Academy of Advanced Traffic. New York, September 18. 

Alexander M. Smith has been appointed traffic manager 
for the Flintkote Company, southern division, New Orleans, 
succeeding P. E. Golden, who was transferred to the sales 
department. 

The Central of Georgia Railway has announced the fol- 
lowing appointments: E. C. Jones, commercial agent. New 
Orleans, succeeding F. D. Robinson. who retired; R. A. Gal- 
breath, commercial agent, Jacksonville, Fla., and J. Q. Brant- 
ley, commercial agent, Tampa, Fla. 


Joseph D. Wills retired as supervisor of freight service 
for the Chicago and North Western. Chicago, on October 1, 
the fortieth anniversary of his entering service with the com- 
pany. His place will be taken by F. E. Bulash. 

The Nashville. Chattanooga and St. Louis Railway has 
announced the following appointments: W. E. Perkins. com- 
mercial agent. Chattanooga, Tenn., his duties to include at- 
tention to the transportation needs of an ordnance plant at 
Chattanooga; W. T. Haskins. freight traffic agent, Tampa, Fla.; 
John D. Grady, freight traffic agent, Rome, Ga., succeeding 
Mr. Perkins. 

The Minneapolis and St. Louis Railroad has announced 


TRAFFIC WORLD 





the following appointments: O. M. Sandahl, assistant traffic 
manager, solicitation; C. B. Kerr, general freight agent, rates 
and divisions; P. W. Muske, assistant general freight agent, 
and J. A. Swanson, assistant general freight agent, rates and 
divisions, all at Minneapolis. 

C. W. Hardy has been appointed general agent at Phoenix, 
Ariz., succeeding H. L. Engel, who died. 

J. Phares O’Kelley has been named general agent at 
Havana, Cuba, for the New York and Cuba Mail Steamship 
Company. 

A. E. Brantley has been appointed freight traffic agent for 
the Atlanta, Birmingham and Coast Railroad, at Atlanta, Ga., 
succeeding A. C. Hancock, who resigned. 

C. G. White has been named freight service representa- 
tive for the Chesapeake and Ohio at Washington, D. C. 

Eugene Gray has been named traffic representative for 
the Missouri and Arkansas Railway at Kansas City, Mo., and 
Harry T. Worthley has been appointed general agent at Shreve- 
port, La. 


October 9—Washington, D. C.—Examiner Gray: 
W-514—Baltimore Insular Line, Inc., authority section 309. 
W-521—Application of Bull Steamship Line, authority section 399. 
W-657—Ericsson Line, Inc., authority section 309. 


October 9—Washington, D. C.—Examiner Fuller: 
28504—Baltimore Steam Packet Co. et al. vs. A. G. S. et al. 


October 10—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 99: 
MC 88300, Sub. 2—Dixie Transport Co., Dalton, Ga., certificate to 
extend operations. 


October 10—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 102270—Keansburg & New York Bus Co., Keansburg, N. Y. 


October 10—Brooklyn, N. Y.—Hotel St. George—Examiner Haley: 
MC 72968—O. W. Johnson, Inc., Palisades Park, N. J. 
* MC 87110—O. W. Johnson, Inc., Palisades Park, N. J., certificate or 
permit. 


October 10—Brooklyn, N. Y.—Hotel St. George—Examiner Kassel: 
* Ex Parte MC 22—New England motor carrier rates. 


October 10—Chicago, II|.—Sherman Hotel—Examiner Hanrahan: 
MC 102237—Matsen Bros., Chicago, certificate. 


October 10—Cincinnati, O.—Federal Bldg.—Examiner Haden: 
Ex Parte 127—Status of public stockyards companies. 
October 10—E! Paso, Tex.—Hotel Paso Del Norte—Examiner Chesel- 
dine: 
MC 102561—Red Ball Transfer & Storage Co., Odessa, Tex., certificate. 


October 10—Hartford, Conn.—Public Utilities—Examiner Ormond: 
MC 76439 Sub. 1—Merchants Express, New Haven, Conn., certificate 
to extend operations. 


October 10—Jackson, Miss.—New Heidelberg Hotel—Jt. Bds. 165 and 14: 
MC 102400—Monroe Transport Co., Aberdeen, Miss., permit. 
MC 102651—J. E. Duckworth, Columbus, Miss., permit. 


October 10—Washington, D. C.—Argument: 
1. & S. 4981—Loading cotton in Okla. 
1. & S. 4996—Loading cotton on St. L. S. F. & T. in Texas. 


October 11—Baker, Ore.—City Hall—Examiner Werner and Jt. Bd. 172: 
MC 30200 Subs. 1 and 2—Oltman Truck Service, Burns, Ore., certifi- 
cate to extend operations. 


October 11—Chicago, IIl.—Sherman Hotel—Examiner Hanrahan: 
* |, & S. M-1821—Minimum charge rule in central trunk line New Eng- 
land territories. 


October 11—Hartford, Conn.—Public Utilities—Examiner Ormond: 
MC 51363 Sub. 1—Federal Armored Car Service, Bridgeport, Conn., 
certificate. 


October 13—Albany, N. Y.—Federal Bldg.—Examiner Haley: 
1. & S. M-1729—Gordon & Warren, from or to Mass., N. J., and N. Y. 
points. 
MC 52795 Sub. 1—H. E. Ballway, Hudson, N. Y., certificate to extend 
operations. 


October 13—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 23620, Sub. 13—Georgia Motor Express, Inc., Atlanta, Ga., cer 
tificate to extend operations. 
MC 34675, Sub. 4—A. A. A. Highway Express, Inc., Atlanta, Ga., cer- 
tificate to extend operations. 


October 13—Brooklyn, N. Y.—Hotel St. George—Examiner Messer: 
MC 1503, Sub. 28—Central Greyhound Lines, Inc., Cleveland, ©., cer- 
tificate to extend operations. 


October 13—Brooklyn, N. Y.—St. George Hotel—Examiner Russell: 
* |. & S. 5058—Sugar, Boston to New England. 
October 13—Buffalo, N. Y.—Buffalo Hotel—Examiner Konigsberg: 
W-154—Great Lakes Transit Corp., common carrier application Form 
B. W. C. 2A. 


October 13—Chicago, II1.—Sherman Hotel—Examiner Hanrahan: 
MC 102852—Steel Dispatch, Inc., Gary, Ind., certificate. 
October 13—Columbus, O.—Public Utilities—Examiner Borroughs: 
1. & S. M-1799—Rubber products, etc., between southern and Ohio 
points. 
October 13—Davenport, la.—U. S. Court—Jt. Bd. 92: 
MC 102608—Burlington-Chicago Cartage, Galesburg, IIl., certificate. 
MC 102972—C. R. Ham, Earlville, Ia., certificate. 
October 13—EI Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 33: 
MC 102506—Country Club Bus Line, El Paso, Tex., certificate. 
MC 102528—Oilfield Transportation Co., Odessa, Tex., permit. 
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For instance: Every Mayflower van is equip- 
ped with special dining room table covers, 
designed and manufactured in Mayflower’s 
own shops—and every Mayflower driver will 
use them—just this way—to protect the table 
—on every move. 





Only Mayflower has Standardized 
Highest Quality for Every Move!! 


@ You know exactly what you’re buying, and you can rely on 
getting it, when you order Mayflower Long-Distance Moving 
Service. That’s because Mayflower has developed the safest, 
most efficient methods and equipment—and has standardized 
them to serve you any place in the United States or Canada. 
Every van conforms to strict Mayflower specifications—all the 
equipment on every van is identical—and every Mayflower 
driver masters the same methods in the Mayflower Drivers’ 
School. 


So whenever—and wherever—you buy Mayflower service 
you know you’ve bought the best—and that you'll get the 
best—all the way from origin to destination. It will pay you to 
standardize, too—on Mayflower—for all your moves. 


AERO MAYFLOWER TRANSIT COMPANY 


General Office: INDIANAPOLIS 
Branches: New York - Chicago - Los Angeles 


Mayflower Service is sold through selected warehouse agents 
in all principal cities. Look for “Mayflower” in the classified 
section of your telephone directory to find our local agent. 





TRAFFIC WORLD 


October 13—Greensboro, N. C.—U. S. Court—Examiner McCaslin: 
“7 2 ia and Sub. 3—Atlantic States Motor Lines, Inc., High Point, 
October 13—Harrisburg, Pa.—State Comm.—Examiner Schubert: 
1. & S. M-1808—Stone and brick, York, Pa., to Md. points. 
1. & S. M-1810—Flour, Glen Rock, Pa., to Baltimore, Md. 
October 13—Indianapolis, Ind.—State Comm.—Examiner Lawton: 
1. & S. M-1789—Abshier Trucking Co., minimum charges on iron and 
steel articles. 
|. & S. M-1688—Delivery and transit services in C. F. A. territory. 
October 13—Jackson, Miss.—New Heidelberg Hotel—Jt. Bd. 97: 
MC 60850 Subs. 6 and 7—McDonough Motor Express, Inc., Meridian, 
Miss., certificate to extend operations. 
October 13—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 78786 Sub. 62—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate to extend operations. 
October 13—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 47: 
MC 43762 Sub. 6—Pacific Freight Lines, Los Angeles, Calif., certifi- 
cate to extend operations. 
October 13—Minneapolis, Minn.—Nicollet Hotel—Examiner Peterson: 
1. & S. M-1811—Bags, Twin Cities to Minn. and N. D. points. 
1. & S. M-1815—Petroleum, Duluth to N. D. points. 
October 13—Norfolk, Va.—Monticello Hotel—Examiner Weems: 
a mage A. Owen, dba Elizabeth City-Carolina Line, authority sec- 
tion 309. 
October 13—Omaha, Neb.—Hotel Fontenelle—Examiner Dunn: 
MC 86484 Sub. 2—Rickerd Transfer Co., Omaha, Neb., permit to ex- 
tend operations. 
October 13—Spokane, Wash.—Davenport Hotel—Jt. Bd. 80: 
MC 28594 Sub. 2—Grand Coulee Motor Freight, Spokane, certificate 
to extend operations. 
October 13—Spokane, Wash.—Davenport Hotel—Examiner Werner: 
MC 28594 Sub. 1EX—Grand Coulee Motor Freight. Spokane, certifi- 
cate of exemption. 
October 13—Springfield, Mass.—Federal Bldg.—Examiner Ormond: 
MC 44544—W & G Motor Express, West Springfield, Mass., certificate 
or permit. 
October 13—Washington, D. C.—Examiner Berry: 
28702—Semet-Solvay Co. vs. A. & W. et al. 
October 13—Washington, D. C.—Examiner Gray: 
W-46—Harrison Transportation Co., authority section 309. 
October 13—Washington, D. C.—Examiner Konigsberg: 
28664—Smith-Rowland Co., Inc., vs. A. G. S. et al. 
Fourth section ap. 15098—Sewage sludge to southern ports. 
Fourth section ap. 15574 et al.—Sewage sludge and tankage from Wis. 
Fourth section ap. 17956—Sewage sludge from Chicago, III. 
October 13—Wichita, Kan.—Broadview Hotel—Examiner Dawson: 
MC C-303—Feed, salt—from and to Kans. and Mo. 
1. & S. M-1809—W. C. Barrett Feed and Poultry to and from Kan. 
and Mo. 


Digest of New Complaints 





No. 28713, Sub. No. 1, Valley Coal Co., Inc., Fond du Lac, Wis., 
vs. Chesapeake & Ohio et al. 

Rates and charges, bituminous coal, shipped from mines in West 
Virginia and Kentucky to Fond du Lac between Nov. 22, 1938, and 
Feb, 13, 1941, in violation of sections 1 and 3. Asks reparation. 
(C. J. Renard, secretary-treasurer, Valley Coal Co., Inc., P. O. 
Box 147, Green Bay, Wis.) 

No. 28720, Monroe Automobile & Supply Co., Inc., Monroe, La., vs. 
Alton et al. 

Rate of $2.21 a hundred pounds charged, automobiles, shipped 
from Sept. 16, 1939, to May 31, 1940, Detroit, Mich., to Monroe, La., 
in violation of aggregate of intermediates clause of fourth section, 
in that rate of $1.96 was available. Failure, error of oversight by 


\ defendants in not incorporating aggregate of intermediate rule in 


item 10 of B. T. Jones’ tariff I. C. C. 3290 effective June 11, 1939, 
\ in violation of section 6. Asks cease and desist order, application 
\ of rate of $1.96 on shipments in question, and reparation and in- 
\ terest. (H. J. Fernandez, 305 Ouachita National Bank Bldg., Mon- 
roe, La.) 
No. 28721, Southern Railway Co. vs. Charleston & Western Carolina 
Railway Co. 

Alleges that divisions accorded by defendant to complainant on 
traffic from points in eastern trunk-line and New England terri- 
tories, moving via Potomac Yard, Va., to points on lines of de 
fendant, have been, are, and for future will be unjust, unreasonable 
and inequitable and unduly preferential of defendant and prejudicial 
to complainant. Asks cease and desist order and establishment, 
for the future, of just and reasonable divisions. (W. N. McGehee, 
Southern Railway Building, Washington, D. C.) 

No, 28722, Coastal Produce Association, Charleston, S. C., et al. vs. 
Atlantic Coast Line et al. 

Alleges additional collection by defendants of $5.50 a car for 
furnishing refrigerator cars for shipments of potatoes, shipped be- 
tween May 1, 1938, and June 14, 1940, shipped from origins in 
South Carolina on defendants’ lines and by boats from nearby 
island landings trans-shipped at Yonges Island, S. C., and Charles- 
ton, S. C., to destinations in New England, middle Atlantic, middle 
western and southern states east of the Mississippi River, routed 
via defendants’ lines, constituted ‘‘a second or duplicate collection 
of an unjust and unreasonable charge’’ and is otherwise unlawful 
in violation of section 1, unjustly discriminatory, unduly and un- 
reasonably prejudicial, and in violation of sections 4 and 6. Asks 
cease and desist order and refund of alleged overcharge, with 
interest. (W. R. Alexander, P. O. Box 1188, Savannah, Ga.) 
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General Traffic Manager 
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Keep on the PROFIT SIDE— 
with INTERNATIONAL TracTracTors 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue . Chicago, Illinois 













































SEE BACK COVER 
FOR DETAILS 





SHREDDED PAPER--84.00 PER TON 





Bas Seeker 










“Silver 10° users have shredded paper at costs as low 
as $4.00 per ton—shred old corrugated boxes for 
$7.00 per ton. They also report—‘Packers working 
much faster.”—“Saved us lots of space.”—‘“Very con- 
venient to use local paper for shredding.” 














Users of only 1,000 Ibs. of packing material per month 
ean earn 25% per year on their investment. 


Write today for full details and TEN DAY TRIAL 
OFFER. 


INDUSTRIAL SHREDDER & CUTTER CO. 
121 W. Mill St. Salem, Ohio 





























TRAFFIC WORLD 


MC C-305, wool, Aberdeen and Mobridge, S. D., to Minnesota points, 
Investigation instituted by the Commission, division 2, on its 
own motion, into and concerning the reasonableness and lawfulness 
otherwise of the rates, etc., applicable to the transportation, in 
interstate or foreign commerce, of wool, in the grease, minimum 
24,000 pounds, from Aberdeen and Mobridge, S. D., to Columbia 
Heights, Fort Snelling, Hopkins, Minneapolis, Newport, North St. 
Paul, Robbinsdale, St. Louis Park, St. Paul, South St. Paul, State 
Fair Grounds, and West St. Paul, Minn., maintained by carriers 
parties to Tariff MF-I. C. C. No. 186, as amended, of Lou Hosking, 
agent, St. Paul, Minn. 
MC C-306, Montgomery Ward & Co., Inc., 
Trail Transportation Co. 

Alleges that defendant wilfully failed and refused to perform 
service held out by it in its tariff schedules on file with the 
Commission, by refusal, ‘‘without any lawful excuse,’’ to receive 
and transport designated consignments from Kansas City, Mo., on — 
specified dates in July, 1941. Asks cease and desist order, revoca- 
tion of defendant’s operating authority in event of its failure to 
comply, and damages. (John A. Barr, Montgomery Ward & Co., 
Inc., 619 W. Chicago Ave., Chicago, Ill.) 

MC C-306, Sub. No. 1, Montgomery Ward & Co., Inc., Chicago, IIl., vs, 
Watson Brothers Transportation Co. 

Same allegation. Same prayer. (John A. Barr, 

Ward & Co., Inc., 619 W. Chicago Ave., Chicago, Ill.) 
MC C-306, Sub. No. 2, Montgomery Ward & Co., Inc., Chicago, IIl., vs. ; 
Southern Transit Lines. % 

Same allegation. Same prayer. (John A. Barr, Montgomery 
Ward & Co., Inc., 619 W. Chicago Ave., Chicago, II.) 

MC C-306, Sub. 3, Montgomery Ward & Co., Chicago, Ill., vs. Healzer 
Cartage Co. 

Alleges wilful failure and refusal, without any lawful excuse, 
to receive and transport shipments tendered by complainant be- 
tween Kansas City, Mo., and points in other states, in violation 
of part II of the interstate commerce act. Asks a cease and desist 
order, revocation of defendant’s operating authority in event of 
its failure to comply, and reparation. (J. A. Barr, 619 W. Chicago 
Ave., Chicago, Ill. 

MC C-306, Sub. 4, Montgomery Ward & Co., Chicago, Ill., vs. Brooks 
Truck Line. 
Same allegation. 
Ave., Chicago, Ill.) 
MC C-307, Middle Atlantic States Motor Carrier Conference, Inc., 
Washington, D. C., vs. B. A. Gallagher, dba Gallagher’s Transfer, 
Washington, D. C., et al. 

Alleges unjust and unreasonable, in violation of section 218(a) 
of part II of the interstate commerce act, rates or charges, and 
minimum weights incident thereto, on sugar, between Baltimore, 
Md., and points in the District of Columbia and Virginia. Asks 
reasonable rates or charges and minimum weights. (T. C. Crouch, 
934 Earle Bldg., Washington, D. C.) 


Chicago, Ill., vs. Santa Fe 


Montgomery 


Same prayer. (J. A. Barr, 619 W. Chicago 





A. T. A. CONVENTION 


The American Trucking Associations, Inc., has announced 
that Willard Chevalier, publisher of Business Week, will be the 
speaker at the luncheon meeting October 29 at the Pennsylvania 
Hotel, New York, of the annual convention of the organization. 
He will discuss the business outlook. A. C. Schier, general 
traffic manager, General Foods Corporation, will speak at the 
business development session the same day. On October 28 
and 29 meetings of the common carrier, contract carrier, and 
safety and operating divisions will be held. Commissioner 
Rogers will speak as chairman of the Central Motor Trans- 
portation Committee at the session October 30. The executive 
committee will meet Sunday. October 26, and from 5 to 7 p. m. 
that day a cocktail party will be held. 





CHANGES IN DOCKET 

Hearing MC 102954, October 3, Denver, Colo., advanced to October 1. 

Hearing Finance 13331 and 13332, October 3, Washington, D. C., 
canceled and reassigned October 22, Washington, D. C., Examiner Nye. 

Hearings in I. & S. 2595, 12068, 12067, 12127, 12271, 12175, 12193, 
12284, 12301, 12398, 12515, 12646, 15362, 15389, 15446, 15606, 18473, 18741, 
1. & S. 2533, Fourth Section Aps. 469, 1848, 12788, 12795, 12806, 12807 
and 12886, and MC C-255, September 30, Chicago, Ill., Examiner Stiles, 
eanceled and reassigned October 23, Kansas City, Mo., Hotel Presi- 
dent, Examiner Disque. 

Hearing Finance 13385, October 2, Washington, D. C., canceled. 

Hearing MC 52709, Sub. 9, October 4, Denver, Colo., advanced tc 


October 3, County Court House, Grand Junction, Colo., Examiner 
Werner. 

Hearing MC 52709, Sub. 6, October 3, Omaha, Neb., postponed 
indefinitely. 


Hearing MC 75289, Sub. 5, October 3, Washington, D. C.. cancelled. 
Hearing W-239, October 3, Washington, D. C., canceled and reas- 


signed October 24, Washington, D. C., Examiner Gray. 7 











33rd St. and Huber of” 
S.Wabash Ave. 8th & Kentucky Sts. 
Chicago MOTOR EXPRESS Louisville, Ky. 









INCORPORATED 

Daily Refrigerato: Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVI LLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points 1» Kentucky, Tennessee, Nerth Carolina, Seuth Carolina and Georgia 


Ye. 






